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HOCH-SMITH NONSENSE 


If there are a few more enlightening sessions of the 
House committee on appropriations, with the proceed- 
ings made public, as they were in the session concerned 
with appropriations for the Interstate Commerce Com- 
mission, reported elsewhere in this issue, it is to be 
hoped that the public, and even Congress itself, will wake 
up to what the Hoch-Smith resolution is accomplishing 
in waste, annoyance, and expense, and what it is not 
accomplishing in real results. We hope our readers will 
note the testimony of Commissioner Esch before the 
committee and his answers to the questions asked him. 
From the colloquy one gets a picture of a large expendi- 
ture of money in the various investigations being con- 
ducted under the resolution, the assignment of a large 
part of the Commission’s staff to duties caused by the 
resolution, to the neglect of other things, and no possi- 
bility of early decisions in any of the investigations or 
probability of any decisions at all until conditions may 
have so changed as to make the investigations of little 
value. Some of the members of the committee seemed 
to get a glimmer of this and it is to be hoped that the 
light will spread. 

On top of all this, the Commission is expected to go 
ahead with this monumental task, thrust on it by a Con- 
gress thinking of nothing but impressing the farmer with 
its love for him, with no accompanying appropriation for 
the work required. To date, the figures show, it has 
cost something over $138,000, not including the time of 
the commissioners and members of their staff, and also 
not including, of course, the tremendous cost in time and 
money to the railroads and shippers who have partici- 
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pated in the hearings and must continue to participate 
in them for years to come, if the nonsense is not stopped. 

A further instance of how blandly Congress adopts 
resolutions requiring the Commission to make bricks 
without straw is the adoption by the Senate of the Hawes 
resolution requiring the compilation of interstate com- 
merce law and decisions, thereby requiring the expendi- 
ture of thousands of dollars and further holding up the 
work of the Commission, with its present force, without 
any additional appropriation for, doing the work. 

It may not be evident to all that the Hoch-Smith 
resolution is what we call it—nonsense—but it ought to 
be apparent to everybody, even to members of Congress, 
that either such things must cease or the Commission 
must have more money to do the work that is given it 
to do. 


MERCHANT MARINE “PROFITS” 


Senator Fletcher, of Florida, in a recent statement 
in the Senate said the United States Lines, the Shipping 
Board’s passenger line agency, was making a “profit.” 
Questioned by Senator Copeland, of New York, as to 
whether the agency was making a profit “if we count 
depreciation and interest,” Senator Fletcher said: “Yes; 
counting all factors entering into it.” Senator Copeland 
said he did not agree with Senator Fletcher—that he 
thought there were many items left out of the “profit” 
figures and that he doubted if the United States Lines 
had ever made a profit. Developments since that discus- 
sion show that Senator Copeland was right and that 
Senator Fletcher was wrong. 


A. C. Dalton, vice-president and general manager of 
the Merchant Fleet Corporation, in testimony before the 
House committee on appropriations with reference to 
Fleet Corporation appropriations, made public this week, 
sustained the position taken by Senator Copeland in the 
Senate. He was asked on what basis the United States 
Lines were operating in respect to profit and loss. His 
reply follows: 

The United States Lines, so far as profit and loss was concerned 
for the last fiscal year, show a profit, not counting interest on capital 
investment and depreciation, of $371,085.65. The budget estimate 


for the fiscal year 1929 shows a profit for the line, not counting 
interest and depreciation, of $678,981. 


Senator Copeland, no doubt, in the debate in the 
Senate, was proceeding on the assumption—a correct 
assumption—that when the government was in busi- 
ness, usually the word “profit” meant excess of income 
over outgo without taking into consideration the cost 
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of the money with which it was doing business or other 
items of expense that a private business would be obliged 
to meet before earning profits. 


As a matter of fact, the United States Lines, after 
charging depreciation at the rate of 5 per cent and 
interest at 5 per cent on the appraised value of the prop- 
erty, in the fiscal year 1927, showed a loss of $537,357.03. 
Vice-president Dalton so testified before the House ap- 
propriations committee. He said that, in arriving at 
these figures, insurance on the present value of the fleet 
of the United States Lines and all other expenses of a 
similar character had been included in the cost of opera- 
tion. He said the pro rata share of the Merchant Fleet 
Corporation administrative expense had not been in- 
cluded, as that would not be borne by a private company 
operating the line. He said the present “set-up” of the 
United States Lines was practically the same as that of 
a private steamship line and that all expenses of the 
line, including salaries of employes, brokerage fees, com- 
missions, office rentals, etc., were charged to the line, 
so that the pro rata share of the administrative expense 
of the Merchant Fleet Corporation should only be re- 
garded as a bookkeeping transaction. He said the line 
could be separated from the corporation and operated 
separately without any increase in the fixed overhead 
expense occasioned by such separation from the corpo- 
ration, 


The House committee on appropriations and Vice- 
president Dalton are to be commended for placing in the 
public records the statement as to the operating results 
of the United States Lines, taking into consideration the 
items of interest, depreciation, insurance and other ex- 
penses referred to. We should like to see a similar policy 
as to the government barge lines on the Mississippi and 
Warrior rivers. The barge lines charge off something 
for depreciation before announcing “profits” but nothing 
for interest. Of course, neither the barge lines nor the 
United States Lines charge anything off for taxes—an 
important item of expense that would have to be met by 
private operators. 


MOTOR VEHICLE REGULATION 


From the time when common carriage by motor 
vehicle first gave any indication of being an important 
factor in transportation, we have advocated regulation, 
not only state but interstate. State regulation, in vary- 
ing degrees of adequacy and enforcement, came long ago 
in most states, but, thus far, there has been no interstate 
regulation and the suggestion that such a policy be 
adopted has met with more or less question and even 
opposition. It is particularly gratifying to us, therefore, 
that Leo J. Flynn, attorney-examiner for the Interstate 
Commerce Commission, after a series of exhaustive hear- 
ings in various cities over the country, at which all inter- 
ests were fully heard, the investigation having been 
instituted by the Commission with a view to arriving at 
conclusions with respect to regulatory legislation, has 
issued a report in which he recommends the regulation 
of interstate motor vehicle common carriers. The Com- 
mission has not yet made this tentative report its own 
but, since it has permitted it to become public, it is rea- 
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sonable to suppose that it is sympathetic towards it. At 
any rate, the report of a capable investigator who has 
heard all the facts from every source and has no other 
object than that of arriving at a sound solution of the 
problem, ought to carry no inconsiderable weight with 
those who operate or use motor transport as well as 
those charged with the duty of making transportation 
law. Regardless of whether one may agree with Mr. 
Flynn or not in his conclusions, it must at least be ad- 
mitted that his report shows a task thoroughly performed 
and recommendations carefully considered. 


We are not so much interested in the method of reg- 
ulation suggested as in the establishment of the principle 
that there ought to be regulation. We think the exam- 
iner’s report conclusive on this point. As to the method 
he recommends, we have no criticism to offer, but it will 
probably be criticized and, no doubt, he himself and the 
Commission regard it as merely tentative—something to 
be shot at—in the hope that a satisfactory scheme may 
be arrived at as a result of debate. 

We note what appears to be one little flaw in Mr. 
Flynn’s logic, however. In balancing against the loss to 
the railroads from motor vehicle competition the gains 
to be reckoned, he speaks of “the business created by the 
automotive business.” We beg to remark, as we have 
remarked before, that it is not the automotive business— 
which includes the shipping of motor vehicles and mate- 
rial by rail—that is to be considered, but the business of 
motor transport. The only offset to railroad losses to 
motor vehicle competitors that could properly be taken 
into account would be gains in traffic due to “feeding” 
from motor transport sources. Of course, the railroads 
profit from the growth of the automotive industry, as 
they do from the growth of any industry that ships any- 
thing by rail; but that is not the question here. The 
problem ought not to be complicated by consideration of 
whether there would be more or fewer motor vehicles 
manufactured if motor vehicle transportation were regu- 
lated, though, of course, that phase of the matter is what 
gives some persons their interest in the controversy. 


We like what Mr. Flynn says with respect to the 
public interest being paramount and the railroads having 
no especial economic right to any traffic. That is the 
kind of admission that makes the case stronger. Of 
course, no agency of transportation has an inherent right 
to any kind of business. The agency that can carry it 
most efficiently and for the least cost is entitled to it, 
provided all agencies competing are on an equitable 
basis, no one having an unfair advantage over the other. 
As things are now, the motor vehicle has an unfair ad- 
vantage in interstate business because it is not regulated, 
while its railroad competitor is regulated. 

Mr. Flynn says it is too early in the history of motor 
vehicle regulation to attempt regulation by rigid law, so 
he confines his recommendations to a few general and 
simple principles, such as the requirement of certificates 


of necessity, satisfactory assurance of financial responsi- 
bility, and that rates must be just, reasonable, not unduly 
discriminatory, and not unduly preferential or preju- 
dicial. That is about all that we have ever advised or sug- 
gested. It is to be remarked that the examiner does not 
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suggest that tariffs should be filed with the Commission 
or other regulatory body, and that, too, we approve, at 
least at this time. 

The examiner specifically excepts from the regula- 
tory scheme suggested, motor vehicles operated by their 
owners in the conduct of their own business and the so- 
called “contract carriers.” Only what are recognized as 
common carrier vehicles come under the plan. This, 
too, seems to us wise, though, as we have pointed out 
before, the contract carriers as certainly carry commerce 
that otherwise would move by rail and are as certainly 
competitors of the railroads as the distinctly common 
carriers. But there seems to be no way now of arriving 
at a regulatory plan that would include such carriers and 
it would seem wise to let them go, for the time, at least, 
in the hope that, later, some satisfactory plan may be 
suggested. As we have said, it is the establishing of the 
principle of motor vehicle common carrier regulation 
that we are now interested in. There will be many un- 
certainties and imperfections to be smoothed out after 
some plan is put into operation. 

One point that seems to us important is left uncov- 
ered by Mr. Flynn. That is the righteousness of com- 
pelling motor vehicle common carriers, using the high- 
ways as a place of doing business, to pay something more 
for that privilege than the ordinary motor vehicle pays. 
We have suggested ways in which that could be done. 
Mr. Flynn does not refer to the subject at all—and, per- 
haps, it is as well to let this, too, go until a later day. 

All the way through his report, Mr. Flynn treats the 
motor vehicle common carrier as a valuable agency of 
transportation to which full credit should be given and 
which is entitled to every consideration not based on a 
system of regulation that takes in its competitors and 
leaves it out.. Public policy, he well says, demands its 
fostering and preserving in full vigor, just as in the case 
of rail and water transportation. 

The last paragraph in Mr. Flynn’s summary of his 
thoughts might well serve as the text for a report on the 
whole subject of transportation and its regulation. There 
should be, he says, “a wise, foresighted, and definite co- 
ordination of all existing transportation agencies—land, 
water, and air.” Indeed there should. Piecemeal treat- 
ment of the subject when and as someone has a griev- 
ance or an idea and the proper amount of influence to 
“put it over” is what causes many of our transportation 
troubles. There should be a clear and definite idea in 
the minds of those who handle the subject that each 
agency of transportation is entitled to its place under a 
plan of regulation that takes in all and treats all on the 
same basis. If we are to have regulation at all it should 
be applied to all alike. The arguments one hears gen- 
erally against this or that proposal for the regulation of 
motor vehicles or boat lines are not properly arguments 
against the particular proposal, but against regulation as 
a policy. In so far as such arguments are valid they 
should apply to the railroads as well as to the agencies in 
which the persons making them are interested. 





CONSOLIDATED SOUTHWESTERN CASES 
Southwestern carriers, in a reply to petition of the Amarillo 
(Tex.) Board of City Development, asking for a change in 
grouping assigned by the Commission at Amarillo, to and from 
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Kansas City, and to and from points basing on Kansas City, 
and for a change in the differential from Chicago over § 
Louis to Amarillo, urged that the petition be denied. 

The Traffic Bureau of the Keokuk (Ia.) Chamber of Con. 
merce has petitioned for leave to intervene, and for modifica. 
tion of the Commission’s order in so far as same prescribes 
rates on canned food products. 

The Baltimore Association of Commerce has petitioned for 
leave to intervene, and for reopening, rehearing, reconsideration, 
modification of findings and orders, and further postponement 
of orders. It said the general features of the Commission’s (de. 
cision to which the petition was more particularly directed were: 


(1) The prescription of changes in the group application in Atlantic 
seaboard territory of ocean-rail rates, with consequent changes jn 
the rates from Baltimore and in relationships between the rates from 
Baltimore and other points in that territory. 

(2) the changes in rate relationships as between Baltimore, on 
the one hand, and competing interior cities, such as St. Louis, Mo., 
Cincinnati, O., and Chicago, Ill., on the other. 


Southern shippers of cast iron pipe have petitioned for 
leave to intervene and for reconsideration and for modification 
of the order in so far as it relates to cast iron pipe. 

The traffic bureau of the Keokuk (Ia.) Chamber of Com. 
merce has asked leave to intervene in No. 13535, Consolidated 
Southwestern Cases. It said it did not take part in the cage 
at the start because, at that time, its members were not shipping 
to any extent into the southwest, but that since that time they 
had established a substantial business in that territory. The 
bureau, in addition, asked for a postponement of the effective 
date, asked for a reopening so that additional testimony might 
be taken, and a modification of the order in so far as it applied 
to canned food products. If permitted to intervene, it said, it 
would adopt the petition of the Chicago Association of Com- 
merce, dated December 9, 1927. 


CORN RATES AND PRICES 


No definite relationship exists between freight rates and 
fluctuations in prices paid to farmers for corn, according to a 
study just completed by the Bureau of Railway Economics. 

“On the contrary, the study, which is very comprehensive 
and which covers the four crop years ending with that of 1926- 
1927, shows that at points having the same freight rate to a 
primary market, the prices paid to farmers for corn not only 
differed considerably, but showed no uniformity even in their 
differences,” says the bureau, continuing as follows: 

The general stability of freight rates on corn is shown by the 
fact that, out of 260 freight rates from various points to principal 
primary markets, only 21 changes occurred during the four years 
covered by the study. Of these changes, all of which were in the 
nature of minor adjustments, 16 were decreases and only 5 were 
increases. 

During this same period, however, the prices of corn fluctuated 
from week to week, from month to month, and from year to year. 
This marked contrast warrants the conclusion that the transporta- 
tion cost was not the cause of the ever changing price situation, 
but that other factors, singly or in combination, were responsible. 
Some of the price determining factors in the marketing of corn are: 
The time of marketing, the quality of the corn, the available supply, 
and the demand for corn. 

Despite the fact that the corn crop takes the lead both in acre- 
age and value of the many agricultural crops produced in the 
United States, a smaller amount is exported as grain and in the 
form of manufactured products than of any other cereal crop, ex- 
ports amounting only to approximately 1.5 per cent of production. 
About 83.5 per cent of the total corn crop of the United States is 
consumed on farms in the area where grown. The remaining 16.5 
per cent moves from farms and enters the various channels of trade, 
principally by rail. The aggregate amount of corn fed to live stock 
both on and off farms represents 85.5 per cent of the total crop. 

The United States, according to the study, produces about 63 
per cent of the world production of corn. Argentina is second with 
approximately six per cent. Every state in the Union produces corn, 
but 66 per cent of the total corn crop of this country comes from the 
so-called ‘‘corn belt’? which comprises the states of Iowa, Illinois, 
Nebraska, Missouri, Indiana, Minnesota, Ohio, Kansas and South 
Dakota. 


GRAIN TRANSIT RESTRICTION 


The Corporation Commission of Oklahoma, an intervener in 
No. 15026, Oklahoma Millers’ League vs. Alabama & Mississippi 
et al., 128 I. C. C. 523, has filed a motion for the entry of a 
supplemental order in that case requiring the carriers to con- 
tinue transit on grain and grain products from Oklahoma to 
Louisiana similar to the arrangements applicable on other simi- 
lar competitive traffic in the southwest and to Louisiana. It as- 
serted that the complainant did not attack the transit arrange- 
ment, but, on the contrary, asked for its continuance. It argued 
that the high level of the rates prescribed indicated that transit 
privileges were expected to be continued by the carriers, under 
the rates ordered. 

This is the case in which the carriers published the re- 
quired rates but restricted them so that transit in connection 
with them would not apply. The Commission suspended the 
restriction, but quashed its order of suspension on account of 
the question as to whether it could, in that way, require the 
carriers to give transit in connection with rates which they 
published on condition that they should be used only without 
transit and upon the further condition that if the shipper desired 
transit, he should pay the rates involved in No. 16026, 
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Current Topics 
in Washington 


Motor Truck-Railroad Competition Fanciful Dream Now.—No 
report by or to the Commission, in the last fifteen years at least, 
has caused so much babbling among those who mind the doings 
of the Commission as that of Attorney-Examiner Leo J. Flynn 
on the motor vehicle. It is so minute, in the number of phases 
covered, that historians, years hence, will regard it as source 
material—that is, material from which they can obtain facts 
for any proposition about the influence of the internal combus- 
tion engine they may desire to place before their readers, as, 
for instance, Niles Register is in respect of American politics. 
A superficial reader may obtain the impression from a mere 
skimming of the report that Flynn is of the thought that the 
motor truck may become a competitor of the railroad, as the 
railroad was of the canal and later of the steamboat because, 
among other things, he points out that, for sixty years, railroads 
were built and operated without any check on competition. The 
inference may be that Flynn thinks the motor vehicle should 
be regulated now lest it do to the railroad what the latter did 
to the water craft and stage coaches. Yet the figures of ton- 
mileages of trucks and railroads, it is believed, show that Flynn 
had no such idea. Rough calculation shows that there would 
have had to be about 26 trucks where there was one, in 1926, 
for the trucks to have equaled the railroads. In other words, 
about 70,000,000 of them. What a fuel demand they would 
make may be inferred from the fact, set forth in the recent 
second report of the Federal Oil Conservation Board, that it 
would have taken all the corn produced in the country in 1926 
to have produced alcohol enough to supply about 44 per cent 
of the fuel requirements of the motor vehicles in the country 
that year. That board calculated that it would have taken 
all the tilled land in the country to have supplied alcohol and 
the other uses to which corn was then put. Flynn begins with 
the Indian travois as the beginning of land transportation in 
this country and ends with the airplane. He can visualize 
nothing beyond the thing that was made a commercial success 
by the Ohio bicycle repair men. The contraption the Indian 
woman invented after the Spaniards brought in the horse is 
probably the real beginning. Prior to that time straps and 
thongs that tied the lading to the backs of the men who did 
any carrying (or, perhaps, it was the women who did it) were 
probably the only facilities of land transportation. The log, 
in its natural state, or hollowed out, was a facility of trans- 
portation from the beginning of man’s effort to get out of the 
slime, if his ascent was from the water from which, until the 
railroad came, he never far removed himself. Flynn regards 
the railroad as the backbone of the transportation system and 
can see no displacement. The truck differs from the railorad 
or the boat in that, at the present cost of fuel, it seems an 
impossible competitor for mass movement for any considerable 
distance. Until the truck engine and the truck body can be 
made small in comparison with their load, competition, except 
for the short haul on lading of high value, seems as impossible 
as between a dog team and a Conestoga wagon. The railroad 
car, whether pulled by a horse, a locomotive, or a stationary 
engine winding a cable around a drum, was a competitor of 
the canal boat or steamboat, from the start, in its own field. 
While motor vehicle regulation, in a regulatory sense, may 
be important, the thought among many who discussed the Flynn 
report was that it could never become of the vital moment to 
the country that regulation and preservation of the railroad 
is and will continue to be. The thought about the motor truck 
has not been put ahead, by the report, of the idea that the motor 
vehicle supplements the railroad, even as the horse-drawn ve- 
hicle supplemented it—that is, for the doing of tasks of trans- 
portation too minute for the larger railroad instruments of 
accomplishment. 


Cheating Railroads Is Expensive.—False billing, false claims 
of damage to goods in transit, and all the other devices for 
cheating the railroads and thereby temporarily enriching the 
treasuries of the dishonest seem to yield as poor returns as 
ordinary forms of crime against property. Nearly every week 
the Commission causes indictments to be returned. They are 
followed by pleas of guilty or verdicts of juries to the same 
effect followed by the payment of stiff fines. Higher officials 
of the railroads, by means of fines being laid for failure to 
obey fourth section orders, are learning that they may not 
safely leave the ironing out of fourth section situations to 
clerks who may be indifferent or who may have so much other 
work to do that they feel they can afford to take the chance 
of “forgetting” an order of the Commission. The Commission, 
thus far, has not, in one instance, played to the galleries in the 
enforcement of the criminal sections of the interstate com- 
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merce act. It has never sought the first page of the newspapers 
as Judge Kenesaw Mountain Landis did when he imposed a 
fine of $29,000,000 on the Standard Oil Company on account of 
alleged rebating. There was not the slightest warrant in law 
or good sense among informed men for Landis to do that, but 
he loved the spotlight and in that way he got it. The fact 
that he caused a company that had argued with the Commission 
about the matter in an open and above manner and followed 
the Commission’s view on the subject, to be libeled and sland- 
ered seemingly meant nothing to him. However, the higher 
courts had no trouble in finding that Landis was wrong and 
completely reversing him. The Commission, in enforcing the 
anti-rebate and other criminal parts of the law, has been just 
as temperate as Landis sought to be intemperate. It might 
be pointed out, too, that when the Commission furnishes the 
evidence in such a case, it is of such a character that the fine 
imposed by the court sticks and is paid. 

This Is No Coolidge Myth.—As a letter writer, Calvin 
Coolidge is a conservationist of rags, forests, and minerals used 
in making paper, ink, type-writers, and pens. Several writers 
of some distinction have troubled themselves about what they 
call the Coolidge myth, created, some admirers of Coolidge 
think, by the writers. It is no myth that Coolidge is saving in 
words and the materials needed to make them of value to his- 
torians. Charles C. McChord and Henry C. Hall can certify to 
the accuracy of these observations. They resigned from the 
Commission. Did they learn of the acceptance of their resigna- 
tions by means of a telephoned word from the White House or 
a hastily scribbled or brief type-written notes? Not at all. 
They learned from the newspapers that they had been permitted 
to give up their places. The newspapers announced that cer- 
tain men had been appointed to their places “vice Charles C. 
McChord (or Henry C. Hall) resigned.” The newspapers got 
their information from the type-written notices as to presiden- 
tial nomination accompanying the nominations to the Senate. 
Had either McChord or Hall been unusually suspicious of news- 
paper announcements or unusually curious as to official docu- 
ments, he could have learned about the acceptance of the resig- 
nation from a look at the official documents themselves or read 
about them in the Congressional Record, which, however, 
has not the official standing in this country that official gazettes 
have in European, Asiatic, and some American countries. In- 
numerable stories concerning the sparing use the President 
makes of language are in circulation, some, of course, spurious. 
One about the greeting of a fellow alumnus of Amherst who 
introduced himself as he was shaking hands with the Presi- 
dent at a reception, is authentic. The man observed that he 
was also a graduate of Amherst, ten years ahead of the Presi- 
dent, however. “Huh,” said the President by way of expressing 
his delight in meeting one of the older grads, who is himself a 
Vermonter and not much more garrulous than Calvin Coolidge. 
However, after McChord and Hall learned of the acceptance 
of their resignations through the newspapers, they received 
letters of hearty appreciation of their services from the taci- 
turn Coolidge. 





Radio for Pleasure and Radio for Business.—When one 
thinks of radio, the brain cells remind the thinker of the cat- 
calling program he brought in when he thought he was tuning 
in a symphony orchestra concert in the land of the Johanson 
tariffs. Never does he think of either what he received or what 
he desired as something that interfered with an effort to use 
the air for real business. Chain programs have so occupied the 
public mind that the uses of the radio for essential work have 
either never become known or been forgotten. Charles Evans 
Hughes, Jr., and others who addressed the Federal Radio Com- 
mission this week brought out into high relief the fact that 
business is being hampered through failure by the government 
to keep open channels that business can use for the transmis- 
sion of news to newspapers and for the supplementing of the 
wire means of communication. Grabbers of the air for adver- 
tising purposes, according to the allegations made in behalf of 
business uses, have made it difficult for those desiring the air 
for purposes of business to find any unblocked roads. One of 
the things brought out was that the radio is used for locating 
deposits of petroleum. High explosives are set off at different 
points, simultaneously, and by means of the sounds from the 
earth scientists can calculate the features of the substructure. 
Oil operators, in addition, use the radio for communicating be- 
tween points in the same field where there are no wires and 
with fields to which wire facilities have not been extended. 
Another allegation was that, inasmuch as advertisers using the 
air had diverted about $3,000,000 of advertising a year from the 
newspapers and magazines, some provision should be made for 
transmission, through the air, of news. The Post Office De- 
partment exercises a degree of control over advertising matter 
in publications to the end that there may be some room left 
for the dissemination of information other than the worth of 
Smith’s socks or the miraculous qualities of Jones’ corn re- 
mover. The government, it was suggested, might have to ex- 




































































142 


ercise something of a similar restraint among the users of the 
air. 


Bootleggers Honorable Men, pro tempore.—Police of Wash- 
ington this week extended a hearty welcome to the bootleggers 
of the city and for several hours gave them the right of way 
over the streets of the capital. That happened to be on the 
eighth anniversay of the prohibition amendment to the Con- 
stitution of the United States. So far as known, the invitation 
to the rum runners of Washington, on that day, was the only 
one ever extended, officially, by the police of any community. 
There have been insinuations, that, unofficially, police of many 
cities have indicated to the violators of the eighteenth amend- 
ment that they might go as far as they liked. The Washington 
police invitation to the bootleggers was made necessary by a 
condition akin to that which persuaded the officials of France 
to extend the hand of welcome to the criminals of Paris when 
man-power was needed at the front while the Germans were on 
their way to the Marne. So many firemen were overcome in 
their fighting of incendiary fires that the supply of whiskey and 
other forms of alcohol was exhausted at the hospital to which 
the overcome firemen were taken. The doctor in charge of the 
relief work issued a call for bootleggers to increase the supply. 
Police authorities, it was said, readily granted permission to 
the bootleggers to carry rum to the hospitals. Just how long 
the permit to use the streets unmolested by the flying squad- 
rons of police detailed to stop bootlegging was good for was 
not announced. Presumably, however, it lasted long enough to 
enable the bootleggers to replenish their supplies, which had 
been cut down by their response to the appeal for help from 
the hospital to which the smoke-blinded firemen were taken for 
treatment.—A. E. H. 


BARGE LINE SURVEY 
The Trafic World Washington Bureau 


The survey of traffic available for the government barge 
line on the Mississippi River, made by the transportation divi- 
sion of the Department of Commerce at the request of Secretary 
of War Davis, shows that there would be available for Missis- 
sippi barge transportation, provided equipment was ample and 
service satisfactory, cargo to the extent of 6,995,424 tons, as 
compared with 1,251,276 tons transported by the barge line on 
the Mississippi in 1927. 


The survey was requested by Secretary Davis after middle 
western shippers had asked that the capitalization of the Inland 
Waterways Corporation be increased to $50,000,000, to the end 
that the advisory board of the corporation and the War Depart- 
ment would have data on which to act in connection with the 
capitalization request. 


The detailed survey report has not been made public but 
has been referred to the advisory board of the Inland Water- 
ways Corporation. The advisory board is expected to make 
recommendations to the Secretary of War. 

The following letter from Norman F. Titus, chief of the 
transportation division of the Department of Commerce, to Gen- 
eral Ashburn, of the Inland Waterways Corporation, was made 
public by the War Department: 


Pursuant to the request of the secretary of war, in his letter of 
October 17, 1927, we have conducted a traffic survey of the Mississippi 
and Warrior Rivers to ascertain “present offerings of cargo and the 
necessities of increase of equipment of the inland waterways corpora- 
tion.”” The survey of the Mississippi River territory has been com- 
pleted and is presented herewith; that of the Warrior River territory 
will be finished and transmitted to you in a few days. 

In conducting this survey, we have adhered strictly to the con- 
sideration of present offerings of cargo and have not been swayed by 
indications of tonnage in large amounts at some distant date. Ob- 
viously, what was desired in this research were facts upon which the 
management of the corporation could estimate the future demands up- 
on its equipment. These definite tonnage figures could be obtained only 
by actually calling upon shippers from Minneapolis to New Orleans; 
this, literally, we have done. 

Our method of procedure has been, first, to determine the com- 
modities involved. This was accomplished by analyzing the past 
business of the barge line. This analysis disclosed for the Missis- 
sippi River operation that a list of forty commodities embraced prac- 
tically all the cargo movement. To this list were added nine others 
commodities which were, obviously, of such a nature, that undoubt- 
edly, they would be transported by the barge line, for varying dis- 
tances, if suitable equipment and satisfactory service were available. 
These added commodities were lumber, coal, salt, sulphur, fertilizer, 
fertilizer material, cement, lime and flour. 

Our next task was to ascertain the actual shippers of these com- 
modities. This was accomplished by securing a list of such shippers 
from every person or organization that seemed to be in a position 
best to furnish the information. Primarily, complete lists of shippers 
secured from barge line officials were of the greatest value; the 
traffic department files were a mine of information. Supplementing 
these lists, other data were obtained from Chambers of Commerce, 
the Mississippi Valley Association, trade associations, and others. 
These lists were combined and each shipper called upon personally. 

In these interviews, information was solicited as to the amount 
of cargo the individual or firm could offer the barge line under favor- 
able conditions; that is, if sufficient equipment were available and 
the service entirely satisfactory. Each interview was card-indexed; 
in addition we requested letters to support the information furnished. 
These requests for letters were largely acceded to; the principal ship- 
pers were almost unanimous in co-operating with us in this respect. 
When the data and the letters were obtained our definite assurance 
was given that they would be treated as strictly confidential. 
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The procedure in making this survey has been outlined in some 
detail in order that it be made plain that a census of definite infor. 
mation has been compiled from actual shippers. No estimates have 
been made by the survey staff. 

The magnitude of the task can be appreciated readily. Further. 
more, limitations of time prevented a canvass of cities remote from 
the river. Chicago was the only city surveyed that was not located 
actually on the Mississippi. 

As a result of these interviews, we have determined that there 
would be available for Mississippi River barge transportation, equip- 
ment being ample and service satisfactory, cargo to the extent of 
6,995,244 tons. This amount of cargo presents a very significant com- 
parison to the 1,251,276 tons transported by the barge line on this 
river in 1927. 

In conclusion, I wish to express my deepest thanks to you and 
your staff for the unfailing courtesy and cooperation extended during 
the entire course of this survey. 


BARGE LINE SERVICE 


The Mississippi-Warrior Barge Line, operated by the Inland 
Waterways Corporation between St. Louis and New Orleans, 
will in the future make three weekly sailings from both cities, 
according to L. I. Bourgeois, general agent, and J. W. Mooney, 
assistant traffic manager. Under the old plan there were ten 
sailings a month, one express sailing every week, and tows 
every five days. There will be twelve sailings monthly under 
the new plan. 

The new service was inaugurated January 18, when a tow 
left New Orleans for St. Louis. The regular sailing days from 
New Orleans will be Wednesdays, Saturdays and Tuesdays, 
Tows will leave St. Louis on Tuesday, Friday and Sunday, ar. 
riving in New Orleans on Monday, Tuesday and Sunday. 


ILLINOIS CENTRAL AND BARGE LINE 


In an address before the New Orleans Association of Com- 
merce January 9, President Downs, of the Illinois Central, spoke 
as follows with respect to the government barge line: 


Every part of our country has a stake in the maintenance of an 
adequate system of transportation, but I know of no part of the coun- 
try where the stake is greater than in New Orleans. This city has an 
extensive waterfront along the Mississippi River and has always en- 
joyed its full share of whatever water-borne traffic has moved on that 
river. There are some persons who accord inland waterways much 
greater importance in the national transportation system than they 
have now or have had since the development of railroads got well 
under way. I feel no hostility toward the development of inland water- 
ways. If their development will enrich and prosper New Orleans and 
the Mississippi Valley, I am in favor of their development, because our 
interests are here and throughout the valley, and their gain is ours. 

However, I cannot believe that any business man, of New Orleans 
or elsewhere, would want to have inland waterways developed to the 
detriment of the one agency which is and must continue to be his 
main reliance for transportation. Some of you are in a position to 
take advantage of inland waterway transportation. Others of you are 
not. But all of you are users of railway transportation, even to com- 
plete the service that is partly performed by inland waterways. An 
inland waterway is vr able to perform a complete transportation 
service. It must usually be supplemented by railway transportation at 
one end or the other, and not infrequently at both ends. Inland 
waterways cannot stand alone. They can be effective only if there 
are good railroads in connection with them, and upon the railroads 
must the majority of New Orleans and all other business men rely as 
their main dependence for transportation. 

The experiment which the United States government has been 
making for the last ten years with barge-line transportation on_the 
Mississippi River has had the active co-operation of the Illinois Cen- 
tral System. I believe that shows our good faith in the statements 
that have been made over and over again that the federal barge line 
is an experiment only. If the government is able to demonstrate that 
the operation of barges on inland waterways is a commercial success, 
I am in favor of having it carry out its announced intention of turn- 
ing its barges and towboats over to private ownership, and it seems 
to me there could be no surer proof of the barge line’s success than 
for practical men with business experience to seek to buy it. How- 
ever, it is not within my knowledge that even a single offer has been 
made to buy the federal barge line. Until the government finds a 
buyer, there are only two courses open for it to pursue without a 
complete reversal of policy. One is to continue the experiment until 
its success is demonstrated by the test of its salability. The other is 
to give up the effort and abandon the experiment. The experiment 
is now in its tenth year, but I am not pressing for an announcement 
of the result. I am willing for it to be continued to the end. However, 
while it is continued, I am opposed to any move to put the United 
States government permanently in the business of barge-line opera- 
tion. It seems to me that the proposal to authorize a tenfold increase 
in its so-called capitalization is such a move. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, a8 
of December 15, was 72.7, according to the semi-monthly bulle- 
tin of the car service division of the American Railway Associa- 
tion. By classes of equipment the percentages were as follows: 
Box, 66.1; refrigerator, 77.4; coal and coke, 76.7; stock, 85.8; 
flat, 81.2; tanks and others, 94.1. By districts, the percentages 
for all classes of equipment were as follows: Eastern, 66; 
Allegheny, 80.2; Pocahontas, 69.6; Southern, 72.6; Western, 73.6. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of December 15, showed 
the following: Eastern district, 98.6 as against 97.3 a year ago; 
Allegheny, 100.4 as against 103.3 a year ago; Pocahontas, 82.4 
as against 83.5 a year ago; Southern, 95.5 as against 98.2 a year 
ago; Western, 97.8 as against 97.6 a year ago; all districts, 
97.5 as against 98.1 a year ago; Canadian roads, 100.1 as against 
98.3 a year ago. 
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Decisions of Interstate Commerce Commission 


CREAM RATES PRESCRIBED 


Interline rates on cream in 5, 8, and 10 gallon cans, moving 
interstate in baggage cars or in baggage and express service 
from designated points in Iowa, Minnesota and the Dakotas to 
Paynesville and Alexandria, Minn. Oakes, N. D., and Water- 
town, S. D., have been ordered in No. 18955, North American 
Creamery Co. vs. American Railway Express Co. et al., mimeo- 
graphed. The Commission, by division 3, has found them un- 
reasonable and unduly prejudicial. It has awarded reparation 
on shipments to Oakes. The new rates are to be effective 
March 3. 

Cases from Beatrice Creamery Co. vs. Illinois Central, 15 
I. C. C. 109, forward were touched upon in the report in the 
case. The Commission said the issues in this case were sub- 
stantially similar to those in Kirschbraun & Sons vs. G. N., 100 
I. C. C. 28. In disposing of the matter, the Commission said: 


We find that the rates assailed were, are, and for the future will 
be unreasonable and unduly prejudicial to the extent that they ex- 
ceeded, exceed, or may exceed rates constructed upon the basis of 
the following joint-line distance scale, equivalent to the scale pre- 
scribed in the Kirschbraun case, supra, as extended up to 410 miles, 
with the addition of drayage charges, when necessary to transfer 
shipments between separate passenger depots of connecting lines of 
defendants, of 6 cents per can, minimum charge 15 cents for distances 
of 0.5 mile and under, and 8 cents per can, minimum charge 20 cents, 
for distances over 0.5 miles. 


10- 8- 5- 

gal. gal. gal. 

can can can 

Distance (cents) (cents) (cents) 
ee I I onan 6 oso sas cceecewermeaiecins 45 40 31 
SS EE I lo oss hse nosis. 050: Sars ow gistonres 46 41 32 
Se SE I oimiosiviernsdnivsecenceiewienyg'eav 48 43 34 
LL... =k. Se re 50 45 35 
SS Te GE iio oo biniccn.ssesewiewceees 51 46 36 
SO) I oso 5550.6: cini ov ere c'ateleeimienereit 52 47 37 
CF MUGS GH BURT Gili ccdcvessecsccesceeees 54 49 38 
I I A iiase'iccicereince srnisie: srctneasersions 56 50 39 
Re SN SSE IB se: 00.6414 0.9 .0:0:04 0 Siew gienecere 57 51 40 
OF ee I I  sie.s's caress sonwcsenenos 58 52 41 
S00 SOE BE CUVEE FO ices ic csicccecvsvesscoee 60 54 42 
SEG SU TUN. CW BO soso ine eicrciciecsceguincoceesuews 62 56 43 
rr 63 57 44 
Te a Se errr aera 64 58 45 
Se ee ee 66 59 46 
Oe ae a re rere eer 68 61 47 
90. WO GUE GUO PTB iis ioic.ciee sce. 0:c2 cect vecwieee 69 62 48 
ee ee re ree 70 63 49 
Se TN I Bo ook a6 c:nciereare crcaisiesisieee 72 65 50 
Ba SOS GN CI 2 ois o 8 oss 09100 a craceebipeiorers 74 67 52 
Bt) SC: RIE, CE Ge wieso nse cere aiecieecis-eisiorens 75 67 52 
See en I I soo ico creiececemecinnnneewese 77 69 54 
BOO Se I GB aso oni: dc 0i9:e s:crcineteresicces 78 70 55 
St Se OE ZO ocsinie erse:s sereaceenevesn 80 72 56 
S50 VOR QE OGRE Gio cess crcitsccceuscsenws 81 73 57 
ee Se ee ee 83 75 58 
STG WICH GNA OVEE BOG eee cecvcccsececccesesese 84 76 59 
SOU FEICN CI GVO BIG oiosain 050. 0::c:0:0 0: n.ciewinigneecieas 86 Tt 60 
440 miles AN OVE SIU. ccc ssicswescsvccccciccve 88 79 62 


SALT SCALE EXTENDED 


New rates on salt from Louisiana origin points to destina- 
tions in Alabama and Florida have been ordered by the Com- 
mission, division 3, in No. 17117, Hudson & Thompson et al. vs. 
New Iberia & Northern et al., and No. 17032, Florence (Ala.) 
Chamber of Commerce vs. Alabama & Vicksburg et al., mimeo- 
graphed, not later than March 3, on not less than five days’ 
notice. 

This revision is to be made on the basis of an extension 
of the scale prescribed in Mississippi Railroad Commission vs. 
A. & V., 102 I. C. C. 540, and 120 I. C. C. 569, extended to 600 
miles. At that distance the extended scale runs out with a rate 
of $5.90 per ton, net, on a 45,000-pound minimum. The scale, as 
extended, progresses in 20-mile blocks, with 10 cents added for 
each block. The initial block in the scale extension is that 
from 340 to 360 miles with a rate of $4.70. Distances are to be 
computed by the rule that has become a fixture, that is, via the 
shortest route via existing connections, embracing not more 
than three carriers, except where through routes on salt are 
now in use which embrace the rails of more than three line-haul 
carriers and over which the distances are less. Where a part 
of the same railroad is used more than once, it is to be counted 
as a separate line each time. In computing average distances 
the average distance from all the Louisiana mines are to be 
used and the haul from any mine to any Mississippi crossing is 
to be treated as a single-line movement. 

Commissioner Hall dissented from the finding of undue 
prejudice and the award of reparation. That finding of undue 
prejudice and of unreasonableness constitute the foundation 
upon which the order requiring new rates is based. The finding 
is that the rates on salt, from Anse La Butte, Avery, Barnett, 
Lafayette, Salt Mine, Weeks Island and Jefferson Island, La., 
to twelve destinations in Alabama and to Graceville, Fla., are 





of 


unreasonable and from New Iberia, Salt Mine, Weeks Island 
and Jefferson Island to Florence, Sheffield, and Tuscumbia, Ala., 
are unreasonable and unduly prejudicial. The destinations and 
rates assailed thereto as shown by complainants in No. 17117, 
are: Cawthon, $6.725; Dothan, $8.395; Dozier, $8.395; Gantt, 
$8.038; Geneva, $7.225; Montgomery, $6.685; Red Level, $6.685; 
Samson, $7.225; Sanford, $7.225; Coffee Springs, $8.575; Colum- 
bia, $8.395; Slocomb, $9.11, to Graceville, Fla., the rate assailed 
is $6.98. 

The Florence Chamber of Commerce complaint was on be- 
half of dealers at Florence, Sheffield and Tuscumbia. 


LEATHER RATE PRESCRIBED 


The Commission, by division 3, in No. 19220, Ashland 
Leather Co. vs. Southern et al., mimeographed, has found un- 
reasonable but not otherwise unlawful, rates on leather, car- 
loads, from Brevard, N. C., to Ashland, Ky., to the extent they 
exceeded or may exceed 72 cents. An award of reparation has 
been made and the 72-cent rate ordered into effect not later 
than March 8. Commissioner Hall, concurring in part, disagreed 
as to reparation. No damage, he said, had been shown. 





RUBBER BATTERY BOXES 


The Commission, by division 3, in No. 18762, Continental 
Rubber Works vs. Nickel Plate et al., mimeographed, has found 
unreasonable the ratings and rates on impregnated fiber or 
rubber battery boxes, in carloads, between points in Official 
Classification territory, prescribed new ones and awarded rep- 
aration. This report also covers No. 19546, Rub-Tex Products, 
Inc., vs. C. I. & L. et al. The boxes in question, the report says, 
are made of reclaimed scrap rubber and other materials, in- 
cluding asphalt. The Commission found the rating and rates 
unreasonable to the extent they exceeded or might exceed fourth 
class. Such rating and rates are to be established not later 
than March 8. 





BACK-HAUL GRAIN CHARGES 


The Commission, by division 3, in No. 18523, Josey-Miller 
Co. vs. Santa Fe et al., mimeographed, has found not unreason- 
able, but unduly prejudicial, out-of-line and back-haul charges 
on interstate shipments of grain into Beaumont, Tex., there 
milled, and the products shipped into southeastern Texas, and 
unduly preferential of Galveston and Houston, Tex., to the ex- 
tent they exceed charges for like services to and from Houston 
or Galveston contemporaneously maintained by the defendants 
on grain milled at those points. The carriers are to remove the 
undue prejudice not later than March 21. 


WALNUT LUMBER RATE 


The Commission, by division 4, in No. 18517, Ozark Hard- 
wood Lumber Co. vs. Chicago, Milwaukee & St. Paul et al., 
mimeographed, has found unreasonable the rates on rough wal- 
nut lumber, from Springfield, Mo., to Rockford, Ill., via Kansas 
City, Mo., prescribed a rate of 36 cents, to be made effective 
not later than March 10, and awarded reparation. It said the 
rate was not unjustly discriminatory or unduly prejudicial, nor 
were the two cars involved misrouted, as alleged. 


ELECTRIC LINE LUMBER RATES 


The Commission, by division 3, in No. 18501, Badger Lumber 
& Coal Co. et al. vs. Santa Fe et al., mimeographed, has found 
unduly prejudicial the rates on lumber and lumber articles, 
carloads, from Oregon, ‘Washington and other northwestern 
states to destinations on the Kansas City Railways and the 
Missouri & Kansas Railway, two electric lines serving the 
Waldo-Westport district of Kansas City, Mo., and Rosedale, 
Overland Park, Olathe and Lenexa, Kan., to the extent they 
exceeded or may exceed the rates contemporaneously main- 
tained from the same points of origin to destinations on the 
steam railroad lines of defendants in the Kansas City, Mo.-Kan., 
switching district. The undue prejudice is to be removed not 
later than March 21. As usual in undue prejudice cases, rep- 
aration was denied. 


SAND AND GRAVEL RATES 

In a report written by Commissioner Campbell, in No. 16747, 
sub. No. 2, Atwood Davis Sand Company et al. vs. C. & N. W. 
et al., mimeographed, the Commission, by division 3, has found 
inapplicable the distance rates on sand and gravel, from Janes- 
ville, Afton, Riton, and Beloit, Wis., and South Beloit, Ill., to 
destinations in southeastern Wisconsin and northern Illinois 
and awarded reparation. The Commission further found that 
the rates applicable on like traffic to destinations, Winthrop 
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Harbor, Ill., to and including Ravenswood, Ill., were not unrea- 
sonable. This report also covers No. 17469, Wisconsin Lime & 
Cement Company vs. Same, which has been dismissed. The 
Commission, in the title case, found that the applicable rates 
were those set forth in a table in the report under the column 
heading “rates claimed as applicable.” 


TANK MATERIAL, K. D., RATES 


The Commission, by division 3, in No. 16522, Parkersburg 
Rig & Reel Company vs. Union Pacific et al., mimeographed, 
has found unreasonable the rates on fabricated steel tank mate- 
rial, k. d. rig irons, and wooden bull-wheel shafts, arms, cants, 
and pins, carloads, from Sunburst and Winnett, Mont., to Cas- 
per and Rawlins, Wyo., and on fabricated steel tank material, 
in carloads, k. d., from Rawlins to Sunburst, prescribed new 
ones and awarded reparation. This report covers a sub-num- 
ber, Same vs. Burlington et al. The finding other than that 
reparation should be made is as follows: 


We find that the rates assailed were, are, and for the future 
will be, unreasonable to the extent that the rates on iron and 
steel tank material, knocked down, in carloads, from Sunburst and 
Winnett to Casper exceeded, exceeds, or may exceed rates of 83 
cents, minimum 40,000 pounds, and 77 cents, minimum 60,000 pounds; 
that the rates on the same commodity, in carloads, between Sun- 
burst and Rawlins exceeded, exceed, or may exceed rates of 94.5 cents, 
minimum 40,000 pounds, and 77 cents, minimum 60,000 pounds; that 
the rate on bull-wheel material, in carloads, from Sunburst to Casper 
exceeded, exceeds, or may exceed a rate of 82.5 cents, minimum 
40,000 pounds; and that the rates on rig irons, in carloads, from 
Sunburst and Winnett to Casper exceeded, exceed, or may exceed 
84 cents, minimum 40,000 pounds. 


PIG IRON CASE DISMISSED 
The Commission, by division 3, has dismissed No. 18235, 
Holland Furnace Co. vs. B. & O. et al., mimeographed, finding 
the rate on pig iron, from Indiana Harbor, Ind., and South Chi- 
cago, Ill., to Holland, Mich., not unreasonable or unduly preju- 
dicial. 





PROPORTIONAL RATE ON FRUITS 


An order of dismissal has been made in No. 18656, Atlantic 
Fruit Co., Inc., et al. vs. Florida East Coast, mimeographed, the 
Commission, by division 3, finding a proportional rate on des- 
ignated fruits and vegetables, carloads, from Jacksonville to 
Miami, Fla., applicable on interstate shipments, not unreason- 
able or otherwise unlawful. The complainants, the report said, 
assailed a sixth class proportional rate of 79 cents, as violative 
of the first three sections. They showed, among other things, 
that the rate resulted in a car-mile of 51.8 cents. The through 
rates, in which the 79-cent rate was a factor, were not assailed. 
The Commission said that any undue prejudice that might have 
existed by reason of the rate, would be removed by the publi- 
cation of rates prescribed in Southern Class Rate Investigation, 
100 I. C. C. 518, et al. 


LOG RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 18889, Peabody Lumber Company vs. 
Pennsylvania et al., mimeographed, as to rates on logs, from 
Grand Rapids and White House, O., to Columbia City, Ind. The 
Commission, by division 3, found the rates unreasonable to the 
extent they exceeded 10 cents from Grand Rapids and 11 cents 
from White House. 





IMPORTED PIG IRON RATES 
The Commission, by division 3, in No. 18869, United States 
Cast Iron Pipe & Foundry Company vs. Alabama Great South- 
ern et al., mimeographed, has found rates on imported pig iron, 
from Mobile to Birmingham, Bessemer, and Anniston, Ala., not 
unreasonable and dismissed the complaint. 


SLACK BARREL RATES 


The Commission, by division 3, in No. 18867, Waco (Tex.) 
Chamber of Commerce et al. vs. Santa Fe et al., mimeographed, 
has found unduly prejudicial the rates on slack barrels, car- 
loads, from Waco, Tex., to destinations in Oklahoma to the ex- 
tent the rates are higher, distance considered, than on like 
traffic from Dallas and Fort Worth. The rates are to be 
changed not later than April 3. 


COAL FROM ARKANSAS MINES 


The Commission, by division 4, in No. 18664, Holmquist 
Lumber & Fuel Company vs. Chicago & Alton et al., mimeo- 
graphed, has found unreasonable but not otherwise unlawful, 
the rates on coal from Spadra and North Spadra, Ark., to Rock- 
ford, Ill, and awarded reparation. The finding was that the 
rates, in 1925 and 1926, were unreasonable to the extent they 
exceeded $4.62 per ton. Commissioner Woodlock, dissenting, 
said he could not consent to an award of reparation to so low 
a basis as that here fixed. He said it was incredible to him 
that that basis represented a full maximum reasonable rate on 
coal in that territory and that he would not consent to any 
reparation award in cases like this below a basis representing 
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a full maximum reasonable rate. The $4.62 rate was estab. 
lished after the coal was moved. The applicable combination 
the Commission found was $5.53. 


RATES ON TANKS, K. D. 

The Commission, by division 3, in No. 18846, Magnolia Pe. 
troleum Company vs. Chicago, Rock Island & Gulf et al., mime. 
ographed, has found the rate on iron and steel tanks, k. dq, 
carloads, from Navarro, Tex., to Gladney, Okla., unreasonable 
to the extent it exceeded 51 cents in the past and to the extent 
it may exceed, for the future, the rate prescribed in Consoli- 
dated Southwestern Cases, 123 I. C. C. 203. The Commission 
awarded reparation and required the establishment of the new 
rate not later than April 3. 


REFINED OIL RATES 

The Commission, by division 3, in No. 17678, Texas Oil 
Company vs. Houston, East & West Texas et al., mimeographed, 
has found unreasonable the rates on refined petroleum prod- 
ucts, from Gates and Port Arthur, Tex., to Homer, La., to the 
extent they exceeded or may exceed 30 cents and awarded rep. 
aration to that basis. The new rate is to be made effective not 
later than March 3. The rates were 51 cents prior to February 
5, 1925, and 37 cents thereafter, except over one route, over 
which the 37-cent rate was established November 12, 1925. 


A. Q. COTTON RATE ORDERED 

The Commission, by division 3, in No. 18212, Meridian 
(Miss.) Traffic Bureau for Threefoot Brothers & Co. vs. Colum- 
bus & Greenville et al., mimeographed, has found unreasonable 
rates charged on cotton, any quantity, from Grenada, Winona, 
Kilmichael, Canton, and Lexington, Miss., to Houston, Tex. It 
has prescribed a rate not exceeding 92 cents, to be made effec. 
tive not later than March 10, and awarded reparation. The 
findings are without prejudice to conclusions which may be 
reached in No. 17000, part 3, cotton and other cases now 
pending. 


COPPER AND BRONZE ARTICLES 

The Commission, by division 3, in No. 17259, Taunton-New 
Bedford Copper Company vs. New Haven et al., mimeographed, 
has found unduly prejudicial the rates on copper, brass and 
bronze articles, carloads and less than carloads, between Taun- 
ton and New Bedford, Mass., and New York and New York 
lighterage points to the extent they exceeded, exceed or may 
exceed the contemporaneous rates between Darlington, Paw- 
tucket, Philipsdale and Bristol, R. I., on the one hand, and New 
York and New York lighterage points, on the other. The undue 
prejudice is to be removed not later than March 22 by the es- 
tablishment of rates on the basis indicated. Reparation has 
been denied. The report also covers No. 15786, Same vs. Same. 
In addition to the findings hereinbefore set forth, the Commis- 
sion has found rates on the articles mentioned from Taunton 
and New Bedford to destinations in New England and Trunk 
Line territories, except between the points mentioned, not un- 
reasonable, unjustly discriminatory or unduly prejudicial. The 
rates condemned as unduly prejudicial were found not unrea- 
sonable or unjustly discriminatory. 


GASOLINE RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 18590, Hy-power Gasoline Company vs. 
Denver & Rio Grande Western et al., mimeographed, as to the 
carload rates charged on gasoline from Mallar Spur, Los An- 
geles, Whitter Junction, O’Donnell Spur, Pico, Burnett, Long 
Beach, and El Segundo, Calif., to Sugar House, Utah. Rates of 
94.5 and 85 cents were collected on 45 carloads, the higher rate 
being imposed on shipments prior to November 25, 1928, and 
the lower one on shipments after that day. The Commission, 
by division 4, found the rates charged unreasonable to the ex- 
tent they exceeded the rate of 73 cents, effective December 22, 
1924, in compliance with Utah State Automobfle Association vs. 
Santa Fe et al., 92 I. C. C. 376. For the reasons set forth in 
his concurrence in Texas Company vs. Burlington, 122 I. C. C. 
109, Commissioner Woodlock said he concurred in this report. 


ENVELOPE AND PAPETERIE RATES 


The Commission, by division 3, in No. 18594, BE. C. Palmer 
& Co., Ltd., vs. New England Steamship Company et al., mime- 
ographed, has found unreasonable the rates on carloads of et- 
velopes and mixed carloads of envelopes and papeterie, in ef- 
fect between December 30, 1921, and December 1, 1922, from 
Springfield, Mass., to Dallas, Tex. The Commission found the 
rates unreasonable to the extent they exceeded $1.35 prior to 
July 1, 1922, and $1.215 thereafter and awarded reparation. No 
attack was made on the rate of $1.04 established on December 
5, 1922. 


ALUMINUM CABLE RATES 


The Commission, by division 3, has dismissed No. 18918, 
Arkansas Light & Power Company vs. Alton & Southern et al., 
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mimeographed, finding rates on aluminum cable, steel cored, 
carloads, from Massena, N. Y., to destinations in Araknsas, not 
unreasonable. 


BLACK POWDER RATES 


The Commission, by division 4, in No. 18971, Grasselli 
Powder Company vs. Big Four et al., mimeographed, has found 
unreasonable the rates on black powder and high explosives, 
carloads, from Quaker Falls and Coverts, Pa., to destinations in 
Kentucky and the Virginias on the Norfolk & Western. Repa- 
ration only was sought. The Commission found the rates were 
unreasonable to Falls Mills, Va., and Hemphill and Marytown, 
W. Va., to the extent they exceeded $1.13, to Arrow and Stone, 
Ky., Boissevain, Va., and English, Goodwill, Jenkinjones and 
Light, W. Va., to the extent they exceeded $1.24, and to Far- 
aday, Va., to the extent they exceeded $1.285. The shipments 
were made in 1924 and 1925. 


DINITROCHLOROBENZOL RATE 


The Commission, by division 3, has dismissed No. 18311, 
E. C. Klipstein & Sons Company vs. Central of New Jersey et 
al., mimeographed, finding the rate on dinitrochlorobenzol in 
tank carloads from Grasselli, N. J., to South Charleston, W. Va., 
not unreasonable. 


SALT CASE DISMISSED 
The Commission, by division 3, has dismissed No. 18206, 
Cherokee Mills et al. vs. M. L. & T. R. R. & S. S. Co. et al., 
mimeographed, finding the rates on salt, carloads, from Anse 
La Butte, Avery, Barnett, Lafayette, Salt Mine and Weeks, 
La., to Nashville, Tenn., not unreasonable or otherwise un- 
lawful. 


GLUCOSE RATES PRESCRIBED 


The Commission, by division 3, in No. 18214, American Syrup 
& ‘Preserving Co. et al. vs. Burlington et al., mimeographed, 
has found unreasonable, unduly prejudicial, and preferential the 
rates on glucose or corn syrup in tank carloads, and in barrels, 
carloads, from Chicago, Ill., and Keokuk, Clinton, Davenport, 
and Cedar Rapids, Ia., to Nashville, Tenn., prescribed new ones 
and awarded reparation. The Commission found the rates were, 
are, and for the future would be unreasonable to the extent that 
they exceeded, exceed, or might exceed 36 cents from Chicago, 
Clinton, Keokuk and Davenport, and 38 cents from Cedar Rapids 
to Nashville. The new rates are to be made operative not later 
than March 21. 


POTATOES OVERCHARGED 


The Commission, by division 4, in No. 18174, F. W. Brown- 
yard vs. Union Pacific et al., mimeographed, has found that the 
Union Pacific overcharged and misrouted a carload of potatoes 
shipped from Lyman, Neb., to Denver, Colo., in 1924, and 
awarded reparation. Commissioner Woodlock, concurring, said 
that this report was consistent with the equities in the case but 
inconsistent with strict construction of the facts pertaining to 
the shipment. He said he concurred in the report because he 
believed that in all cases of this sort and particularly in cases 
arising under section 6, that it was the Commission’s plain duty 
to protect the equities unless it was quite clear that the law 
unmistakably stood in the way. The case was one in which the 
carrier’s agent had inserted routing in the bill of lading while 
under the erroneous impression that the routing specified would 
give the shipper the lowest available rate. The Commission 
said the record led to the conclusion that the shipper did not 
supply the routing but that he relied upon the carrier’s agent 
to forward the shipment via the route which would afford the 
lowest available rate, and that the routing supplied by the agent 
was believed by him to describe the route over which the lowest 
rate was applicable. 


FERTILIZER CASE DISMISSED 
The Commission, by division 4, has dismissed No. 16509, 
Armour Fertilizer Works vs. Central of New Jersey et al., mime- 
ographed, finding that shipments of commercial fertilizer from 
Carteret, N. J., to Berlin, N. H., were not misrouted. It further 
found that the rate over the route of movement in 1923 was not 
unreasonable or otherwise unlawful. 


LUMBER OVERCHARGED 


The Commission, by division 4, in No. 19051, Columbia Mills, 
Inc., vs. Spokane, Portland & Seattle et al.. mimeographed, has 
found that three carloads of lumber from Plateau, Wash., to 
Saginaw, Mich., were not misrouted and the applicable rate was 
not unreasonable. An overcharge, however, was found, which the 
carriers were directed to refund. The shipments were made in 
1925. 


COAL RATES PRESCRIBED 

A finding of unreasonableness, an order prescribing new 
rates and an award of reparation have been made in No. 17806, 
J. R. Blair et al. vs. Big Four et al., mimeographed, as to rates 








THE TRAFFIC WORLD 145 


on bituminous coal, from Griff and Macksville, Ind., to Paris and 


contiguous Illinois points. The Commission, by division 4, has 
found the present rates were, are, and for the future will be 
unreasonable to the extent that they exceeded, exceed, or may 
exceed 76 cents per net ton. The new rates are to be made 
effective not later than March 10. 


——————— 


CANNED BLUEBERRY RATES 


The Commission, by division 4, has dismissed No. 19148, 
Bancker-Nicholls Brokerage Co. vs. Boston & Maine et al., 
mimeographed, finding the rates charged on two carloads of 
canned blueberries, from Island Pond, Vt., to Denver, Colo., were 
not in violation of the interstate commerce act. The complaint 
alleged that the rates applied on shipments in 1925 were in 
violation of sections 3 and 20 of the interstate commerce act. 
The complainants sought reparation to the basis of charges 
which would have accrued if the two cars had moved under one 
bill of lading. 


BANANA REPARATION 


On further hearing, the Commission in No. 15338, Gugen- 
heim-Goldsmith Co. et’ al. vs. Galveston, Harrisburg & San An- 
tonio et al., mimeographed, has modified the original and 
amended reports, 113 I. C. C. 459, and 118 I. C. C. 681, so as to 
find that the Pruitt Commission Co. made shipments of bananas 
and cocoanuts, from New Orleans, La., to San Antonio, Tex., 
paid and bore the charges thereon, at rates found unreasonable 
in the original report, and awarded reparation. Commissioner 
Lewis dissented without reiterating his view that bananas might 
well take higher rates than they bear. Commissioner Hall did 
did not participate in the disposition of the case. 


WASTE MATERIAL RATES 


The Commission, by division 3, has dismissed No. 19041, 
Mid-Continent Waste Material Dealers’ Assn. et al. vs. Alton & 
Eastern et al., mimeographed, finding the rates on specified 
waste materials in straight and mixed carloads, from points in 
Kansas and Oklahoma to St. Louis, Mo., Chicago, Ill., and other 
destinations taking the same rates, not unreasonable. It said 
complainants had not been shown to have been damaged by 
reason of the relative adjustment in effect in the period of 
movement. The basis for future rates to these destinations 
from points of origin in Oklahoma, Kansas and other states, 
the Commission said, had been prescribed in Consolidated South- 
western Cases, 123 I. C. C. 203. It added that any undue 
prejudice which might have resulted from the rate adjustment 
would be removed by the establishment of the rates prescribed 
in that case. 


CONVERTER FLUXING ORE RATE 
The Commission, by division 4, in No. 19076, United Verde 
Copper Co. vs. Santa Fe et al., mimeographed, has found un- 
reasonable and awarded reparation, as to a rate on converter 
fluxing and converter lining ores from Clarkdale, Ariz., to 
Kennet, Calif., to the extent that it exceeded $7.50 per net ton. 
Reparation was awarded to that basis. 


ACID PHOSPHATE RATES 


An order of dismissal has been made in No. 19396, Louisiana 
Farm Bureau Federation, Inc., et al. vs. Louisiana Railway & 
Navigation Co., mimeographed, the Commission, by division 3, 
finding rates on acid phosphate, carloads, from New Orleans, 
La., to Coushatta and Carroll, La., on coastwise traffic originat- 
ing at Baltimore, Md., not unreasonable or otherwise unlawful. 


SECOND-HAND EGG CASE RATE 
The Commission, by division 4, has dismissed No. 19327, 
Miller Rose Co. vs. Chicago & North Western, mimeographed, 
finding that the rate charged on set-up second-hand egg cases, 
carloads, from Chicago, IIl., to La Crosse, Wis., in 1924 and 1925, 
was applicable. The complaint alleged it was inapplicable. 





STEEL TANK RATES 

The Commission, by division 3, in No. 19366, Magnolia Pe- 
troleum Co. vs. Sanita Fe et al., mimeographed, has found un- 
reasonable fifth class rates on iron and steel tanks, k. d., car- 
loads, from Wewoka, Cement, and Gladney, Okla., to various 
destinations in Arkansas and Louisiana, and awarded reparation. 
The finding was that rates were, are and for the future would 
be unreasonable to the extent that they exceeded, exceed or 
might exceed those under the scale of rates and formula for 
calculating distances prescribed in Consolidated Southwestern 
Cases, 123 I. C. C. 203. Commissioner Hall dissented from the 
award of reparation. He said that when the shipments moved 
the carriers had had no opportunity or occasion to establish 
the scales or compute distances as now provided in connection 
with the consolidated cases. Mr. Hall observed that the Com- 
mission had no knowledge, itself, in March, 1926, when the last 
of the shipments was made, or theretofore, that this rate ad- 
justment with its increases and decreases would be prescribed. 
He said the Commission should not hold the carriers to knowl- 
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edge or notice that if they exceeded what the Commission de- 
termined to prescribe for the future, they would be exceeding 
the bounds of reasonableness. He said if reparation were to 
be awarded to the basis of the consolidated southwestern cases 
it should be computed at the scale rate, found reasonable for 
the distances moved, and not in accordance with the formula for 
computing distance prescribed in that case. 

This report also covers a sub-number, Magnolia Pipe Line 
Co. vs. Same. 


FURNITURE REPARATION 


The Commission, by division 3, in No. 18673, Fleenor Office 
Furniture Co. vs. Big Four et al., mimeographed, has found un- 
reasonable the rate charged on a mixed carload of furniture 
from Franklin, Ind., to Minneapolis, Minn., shipped in 1923, to 
the extent that it exceeded $1.135, the aggregate of intermedi- 
ates, and has awarded reparation. 


IMPORTED BANANA RATE 


The Commission, by division 3, in No. 18480, E. L. McClung 
vs. Seaboard Air Line, mimeographed, has found unreasonable 
the rate on imported bananas, carloads, from Jacksonville to 
Tampa, Fla., also in violation of the long and short haul part 
of the fourth section to the extent it exceeded, exceeds, or may 
exceed 50 cents on a minimum of 20,000 pounds. That rate is 
to be made effective not later than March 1. Consideration on 
an issue of alleged unreasonableness of the rental charge of $5 
per car for refrigerator equipment without ice has been deferred 
on account of that matter being under consideration in No. 
19688, Fruit Dispatch Co. vs. Aberdeen & Rockfish et al. 





SAND CASE. DISMISSED 


An order of dismissal has been made in No. 18766, Birm- 
ingham Traffic Association vs. L. & N. et al., mimeographed, 
the Commission, by division 3, finding the rates on sand and 
gravel from Jackson’s Lake, Prattville Junction, and Coosada, 
Ala., to Atlanta, Ga., and Atlanta rate points, not unreasonable 
or other wise unlawful. 








DEMURRAGE INAPPLICABLE 
The Commission, by division 3, has dismissed No. 18833, 
O. P. Woodcock Co. vs. A. C. L. et al., mimeographed, after 
directing the refund of demurrage charges at Jacksonville, Fla., 
collected on many carloads of various commodities. It found 
that the charges were inapplicable because of a lack of written 
notice such as was provided in the tariff. 





TIE AND TIMBER RATES 


The Commission, by division 3, in No. 18834, T. J. Moss Tie 
Co. vs. B. & O. et al., mimeographed, has found unduly preju- 
dicial rates on ties and timbers, carloads, from points in Ken- 
tucky and Tennessee on the N. C. & St. L. to destinations in 
Illinois, applicable through Metropolis, Ill. A like finding has 
been made as to rates from Metropolis to destinations in Illinois 
applicable on like traffic originating in Kentucky and Tennessee. 
As to the first situation, that is, as to rates applicable through 
Metropolis from points in Kentucky and Tennessee to destina- 
tions in Illinois, the Commission found that the rates to all 
destinations in Illinois on defendants’ lines were and would be 
unduly, prejudicial to the extent they exceeded or might exceed 
the rates contemporaneously maintained from the same points 
of origin to Metropolis plus the contemporaneously maintained 
intrastate rates beyond. The Commission further found that 
the interstate rates from Metropolis, in so far as they were 
applicable on traffic through Metropolis from points of origin 
in Kentucky on the Illinois Central, were and would be unduly 
prejudicial to the extent that they exceeded, or might exceed 
the intrastate rates contemporaneously maintained from Metrop- 
olis to the same destinations. 

The complainant operating a treating plant at Metropolis 
alleged the rates through Metropolis were unreasonable and un- 
duly prejudicial as compared with rates to Metropolis plus the 
intrastate rate beyond; and that the rates from Metropolis to 
the same destinations applicable on interstate traffic from the 
points of origin mentioned were unduly prejudicial as compared 
with the intrastate rates from and to the same points. At the 
hearing, the report said, the allegation of unreasonableness was 
abandoned. It was also alleged that the divisions of the joint 
rates under review were unreasonable and unduly prejudicial. 
The Commission said, however, that it was agreed at the hear- 
ing that consideration of that issue should be deferred. 


A revision of the rates has been ordered not later than 
March 3. The issue about divisions has been held open for 
ninety days with the view to having the parties come to an 
agreement on that point. 


RIDING-SADDLE TREES 

The Commission, by division 4, in No. 19300, Ruwart Manu- 
facturing Co. (Louis Wagner, receiver) vs. Burlington et al., 
mimeographed, has found unreasonable the any-quantity ratings 
on riding-saddle trees, in bales, bundles, crates, or in boxes, as 
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applied to carload shipments from Denver, Colo., to points in 
the three classification territories to the extent they exceed 
second class, minimum not exceeding 15,000 pounds, subject to 
rule 34 of the Consolidated Classification. All the ratings are 
first class in all the territories except when the trees are in 
boxes and shipped in southern territory. That rating is second, 
The new carload rating is to be made effective not later than 
March 10. 





CROSS-TIE ROUTING 


The Commission, by division 3, has dismissed No. 17893, 
Joseph W. Cottrell Lumber Co. vs. B. & O. et al., mimeographed, 
finding the defendants’ tariffs which restrict routing of cross. 
ties by way of Demmler Transfer, Pa., originating in West Vir- 
ginia, Maryland, and Pennsylvania, when destined to Pittsburgh 
and Woodlawn, Pa., not unreasonable or otherwise unlawful, 


POTATO FINDING REVERSED 


The Commission, by division 3, in No. 16864, J. R. Beggs & 
Co. vs. B. & O. et al., mimeographed, on further consideration, 
has reversed its previous finding, 120 I. C. C. 115, that rates on 
potatoes, from points in Wisconsin, Minnesota, and North Da- 
kota, to destinations in Ohio, Pennsylvania, Maryland, the Vir- 
ginias, New York, New Jersey, Connecticut and the District of 
Columbia were unreasonable to the extent indicated. It now 
finds that the rates were not unreasonable but unduly preju- 
dicial to the extent indicated in Northern Potato Traffic Asso. 
ciation vs. B. & O., 61 I. C. C. 680, and Andrews Bros. vs. A. C. 
& Y., 74 1. C. C. 448. Inasmuch as the carriers had removed the 
undue prejudice found to exist in those cases, the Commission 
said no further order was necessary and dismissed the con- 
plaints. The case and those joined with it involved shipments 
made in the latter part of 1922 and the early part of 1923. 

The rates considered were largely from the Princeton, Minn., 
group to central and Trunk Line territories. Reparation was 
denied for the reason generally assigned for denying reparation 
in undue prejudice cases. The report also covers a sub-number 
under the title case, Charles Hechtman vs. Same; No. 17215, 
J. R. Beggs & Co. vs. Same; and a sub-number in that case, 
M. W. Barlow & Co. vs. Same. 


OIL RATE GROUP CASE 


In a supplemental report written by Commissioner McMana- 
my in No. 15584, Sinclair Refining Co. et al. vs. Ahnapee & 
Western et al., opinion No. 12823, 136 I. C. C. 140-42, and cases 
joined with it, the whole constituting what the Commission has 
called Midcontinent Oil Rates, 1925, the Commission has dis- 
posed of a question as to the grouping of Colorado, Tex. It has 
decided that that point should be put into the Ranger, Tex., 
group. The carriers in their tariffs had placed it in the San 
Antonio group, with rates ranging from a half to a cent and a 
half higher than those from the Ranger group. 

That assignment of Colorado to the San Antonio group was 
in disregard of the Commission’s declaration of opinion, in 132 
I. C. C. 1038, which report was on further consideration of this 
case, that it saw no reason why the rates from Colorado, to 
the east, should be higher than from other points in the Ranger 
group. Those words “other points in the Ranger group” were 
used by the Commission because the carriers, when they pre- 
sented their first proposals put Colorado into the Ranger group. 
When the Commission disapproved what they had suggested 
as to rates from the Ranger group the carriers transferred Colo- 
rado to the San Antonio group. An order issued in connection 
with this report requires them to assign Colorado to the Ranger 
group not later than March 2. 

The other cases joined with the title complaint are No. 
15585, Miller Petroleum Co. et al. vs. Same; No. 16065, Barnsdall 
Refining Co. et al. vs. Louisiana & Arkansas et al.; and No. 
16066, North Texas Petroleum Traffic Bureau vs. Louisiana Rail- 
way & Navigation Co. et al. 





AUTHORIZED TO DIVERT FUNDS 


The Commission, by division 4, in finance No. 5503, Western 
Pacific Bonds, has authorized that carrier to use $369,533.89, 
derived from the sale of $2,600,000 of first mortgage 5 per cent 
bonds, authorized in the report in 111 I. C. C. 406, to reimburse 
itself, partially, for expenditures made between December 1, 
1926, and September 30, 1927, properly capitalizable under the 
terms of the mortgage. Some of the projects for which the 
money was borrowed on the $2,600,000 issue were canceled and 
others were carried through at cost less than estimated, hence 
the funds on hand which the Commission has said might be 
applied for purposes other than those set forth in the applica- 
tion. The Commission, accordingly, has modified the report 
hereinbefore cited. 


RATES ON FRESH MEATS, ETC. 
The Commission, by division 4, has corrected its report in 
No. 17551, Swift & Co. vs. Georgia & Florida et al., mimeo- 
graphed (see Traffic World, August 13, p. 342), by changing the 
first sentence of its findings and adding a second sentence so as 
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to make the revised report, in so far as changes are concerned, 
read as follows: 


We find that the rates assailed on fresh meats, in straight car- 
joads and in mixed carloads with packing-house products, were un- 
reasonable to the extent that they exceeded the contemporaneous 
rates on packing-house products in straight carloads by more than 
15.5 cents. We further find that the rates assailed on packing-house 
products in straight carloads were not unreasonable. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 6613, authorizing the acquisition 
by the Michigan Central R. R. Co. of control of the railroad properties 
of the Detroit Manufacturers R. R., under lease approved. 

Report and order in F. D. No. 6626, (1) authorizing the Pittsburgh, 
Cincinnati, Chicago & St. Louis R. R. Co. to issue not exceeding $8,- 
530,000 of general-mortgage 4% per cent bonds, series C, said bonds 
to be delivered to the Pennsylvania R. R. Co. at par in partial reim- 
pursement for indebtedness due that company; and (2) authorizing 
the Pennsylvania R. R. Co. to assume obligation and liability as 
lessee and guarantor in respect of said bonds, approved. 

Report and order in F. D. No. 6635, authorizing the Cleveland, 
Cincinnati, Chicago & St. Louis Ry. to issue $15,000,000 of refunding 
and improvement mortgage bonds, series E, to be sold at not less 
than 97% per cent of par, and the proceeds used to retire certain 
other bonds and to reimburse the applicant in part for expenditures 
made for additions and betterments, approved. 

Report and order in F. D. No. 6438, authorizing the Chicago, In- 
dianapolis & Louisville Ry. Co. to procure the authentication and 
delivery of $865,500 of first and general mortgage 6 per cent gold 
bonds, series B, said bonds to be held in the applicant’s treasury 
subject to further order, approved. 


FINANCE APPLICATIONS 


Finance No. 6688. Cambria & Indiana seeks authority to issue and 
sell $1,800,000 of its first mortgage 4.5 per cent gold bonds, the proceeds 
to be used to retire $326,000 first mortgage gold bonds maturing May 
1, 1936, and $1,000,000 of general mortgage bonds maturing August 1, 
1944; to defray in part the cost of building a branch line authorized in 
finance No. 3385, and to cancel and annul two blocks of bonds, one 
of a face value of $64,000 and the other of a face value of $89,000, 
which are now held in the treasury of the company, having never 
been sold. The proposed issue of $1,800,000 has been sold, at 97, to 
Drexel & Co., subject to the Commission’s approval. 

Finance No. 6686. Nashville, Chattanooga & St. Louis asks au- 
thority to issue and sell $17,100,000 of series A, first mortgage 4 per 
cent gold bonds in connection with retirement of $16,100,000 of first 
consolidated mortgage 5 per cent gold coupon bonds maturing April 
1, 1928, only such part of the new issue to be sold as may be necessary 
to retire the old bonds. The applicant plans to sell the bonds to J. 
P, Morgan & Co. 

Finance No. 6693. Application of George A. Gaston and John W. 
Redmond, as receivers of the Central Vermont Railway Co., for ap- 
proval of an issue of not to exceed $5,000,000 of receivers’ certificates 
in order to repair damage done by the New England flood to the rail- 
way property, to restore the railway to full operation and to re- 
construct the railway where necessary. It is proposed to issue the 
certitficates to Dillon, Read & Co. at $99.53, plus accrued interest, 
for every $100 face amount of such certificates which will bear in- 
terest at 4% per cent. 

Finance No. 6695. Southern Bell Telephone & Telegraph Co. and 
Henderson (Ky.) Telephone & Telegraph Co. ask approval of acquisi- 
tion by the Southern of property of the Henderson company. 





PETITIONS FOR REHEARING, ETC. 


No. 17584, Doctor Miles Medical Co. vs. Akron, Canton & 
Youngstown et al. Defendant’s petition for reopening, reargu- 
ment and reconsideration. 

No. 18672, Hoboken Manufacturers’ Railroad vs. Santa Fe 
et al. Defendant in Central Freight Association and in Trunk 
Line Territories petition for reargument and/or reconsideration 
and modification of the Commission’s decision and order in this 
case. 

No. 17565, Quanah Cotton Oil Co. et al. vs. Santa Fe et al. 
Defendants petition for rehearing and/or reconsideration and 
modification of decision rendered by division 3, in so far as it 
relates to reparation. 

No. 17805, Colbert Limerock Asphalt Co. et al. vs. Alabama 
Central et al. Complainants petition for reopening, rehearing, 
and reconsideration by the entire Commission. 

No. 18558, and two sub-numbers, Southern Iron & Metal Co. 
et al. vs. Beaumont, Sour Lake & Western et al. Complainants 
petition for reconsideration upon record as made and argument 
in support thereof. 

No. 15806, Lehigh Portland Cement Co. vs. Aberdeen & 
Rockfish et al., and related cases. The Gulf, Mobile & Northern 
petitions the Commission for modification of findings and order 
in these proceedings. 

No. 17462, Handy Chocolate Co. vs. Baltimore & Ohio et al. 
Complainant petitions for reopening thereof and reconsideration 
by the full Commission on the record as made. 

I. and S. No. 2912, crushed stone from Gibsonburg, Maple 
Grove and Woodville, O., to Detroit, Mich. France Stone Co., 
intervener herein, petitions to reopen the above cause for further 
argument and for further consideration on existing record. 

No. 15959, Carfiel and Morris et al. vs. N. Y. C. et al. Car- 
fiel & Morris and Brooks-Saladino Co. and other complainants 
and interveners represented by counsel, as named in the original 
complaint or at the hearing, petition for rehearing and recon- 
sideration of the foregoing matter in so far as the same relates 
to reparation and refrigeration. 

No. 17195, National Assn. of Employing Lithographers vs. 
Santa Fe et al., and No. 17197, the Miami Tablet Co. vs. Bur- 
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lington et al. Petition of defendant carriers in Official Classifi- 
cation territory for reargument before entire Commission and/or 
reconsideration and modification of the Commission’s decision 
and order in these cases, and for a postponement of the effective 
date of the orders herein pending reconsideration. 

No. 15912, the Ohio Farm Bureau Federation and the Ohio 
Farm Bureau Service Co. vs. Ahnapee & Western et al. The 
Federal Chemical Co. and Swift and Co. petition to set aside 
Commission’s order reopening the case to such extent as is 
necessary to permit the rates prescribed therein to become 
effective on January 18, 1928. . 

No. 17518, Republic Creosoting Co. vs. Alabama Great 
Southern et al. Complainant petitions the Commission to dis- 
miss defendants’ petition for rehearing. 

No. 16672, Brownell & Field Co. vs. New Haven et al. Re- 
spondent carriers petition for reargument and reconsideration. 

No. 9977, The Chicago Live Stock Exchange vs. Santa Fe 
et al., and No. 12614, Same vs. Director General, as agent, Santa 
Fe et al. Director General motions to vacate and set aside rep- 
aration order of December 12, 1927. 

No. 12686, Paxton & Gallagher Co. et al. vs. Director Gen- 
eral, as agent, Burlington et al. Complainants’ petition for 
reopening and reconsideration and entry of an order directing 
refund of straight overcharges. 


WESTERN DIVISIONS 


The Traffic World Washington Bureau 


Disagreements between Western Trunk Line and South- 
western Lines’ carriers about divisions of joint rates were dis- 
cussed in the presence of the entire bench of the Commission 
in No. 15234, in the matter of divisions of freight rates in west- 
ern and mountain-Pacific territories by F.. H. Towner, for the 
Western Trunk Line carriers, and by G. H. Muckley and R. S. 
Outlaw, for the Southwestern Lines. They used a proposed 
report made by Attorney-Examiner Disque as the basis. Disque 
said the Commission should find the divisions not unreasonable, 
inequitable or otherwise unlawful. 

While in form the case was an inquiry initiated by the Com- 
mission, in substance it was a complaint by the Western Trunk 
Line railroads against the. Southwestern Lines. The Disque 
report dealt with divisions in the aggregate north and south of 
Kansas City, Mo., St. Louis, East St. Louis, Cairo, Gale and 
Thebes, Ill., between points in Western Trunk Line, generally 
east of the Missouri, and points in the southwest. 

The Western Trunk Lines, receiving 20 per cent as a divi- 
sion, contended that they should have a mileage prorate, sub- 
stantially on the basis of an average haul of 278 miles for them 
and 540 miles for their southwestern connections, not only on 
account of the respective mileages, but on account of the ex- 
penses of transfer and of delivery, particularly in the St. Louis 
and Chicago districts. 

Some of the lines having rails in both territories were 
neutral in the fight, particularly the Rock Island, while the 
Santa Fe sided with the southwestern lines. In his discussion 
of the case Mr. Towner said that divisions on Oklahoma traffic 
via Kansas City were satisfactory. Petroleum and its products 
and lumber constituted the bulk of the traffic around which 
testimony and argument centered. On some oil it was admitted 
the earnings approached a mileage prorate. 

The case, when initiated by the Commission, covered the 
whole of western and mountain-Pacific territories. On account 
of settlements by what Disque call@éd arbitrations and negotia- 
tions in which the examiner had helped, and the postponement 
of some phases, the case presented for argument was limited 
to the phase indicated. The use of the word arbitration to 
describe the method whereby some settlements were made did 
not please all the parties to the case, but no point, except as 
to the appropriateness of the language, was made on that 
phase of the subject. Disagreements as to facts, carried into 
the arguments, suggested that the Commission would have to 
dig into the record and reach its own conclusions as to the 
ultimate facts to control its decision, and also as to whether 
the case was one which, if it thought relief was needed by the 
Western Trunk Line, could be handled in the way the New 
England divisions case was handled. 


COMMISSION ORDERS 


No. 14968, Victor-American Fuel Co. et al. vs. Denver & 
Salt Lake et al. Complaint amended by naming Denver & Salt 
Lake a party defendant. 

No. 20285, Canfill Brothers Drilling Co. et al. vs. Santa Fe 
et al. Belmont Drilling Co. permitted to intervene. 

No. 20177, Standard Sanitary Manufacturing Co. vs. Louis- 
ville & Nashville et al. Complaint having been satisfied, same 
is dismissed. 

No. 16335, rates on fertilizers and fertilizer materials intra- 
state within the state of South Carolina. This proceeding is 
reopened for further hearing with respect to the matter of mini- 
mum weight in connection with intrastate shipments of fer- 
tilizers and fertilizer material within the state of South Carolina, 
and proceeding assigned for hearing at ten o’clock a. m.,-stand- 
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ard time, January 30, 1928, at the Hotel Jefferson, Columbia, 
s. C 


No. 13413, in the matter of automatic train control devices. 
Petition of Pere Marquette filed January 7, 1928, for authority 
to move yard engines without installing the train-control device 
thereon between the Pere Marquette train yard at Oak, Mich., 
and the engine house at Plymouth, Mich., in train-control ter- 
ritory, granted. 


Complaints having been satisfied, the Commission has dis- 
missed No. 16622, The Red River Lumber Co. vs. Southern 
Pacific et al.; No. 17827, Pensacola Chamber of Commerce vs. 
Louisville & Nashville et al.; No. 19485, Carolina Portland Ce- 
ment Co. vs. Birmingham & Southeastern et al.; No. 19907, 
Western Carolina Shippers’ Assn. et al. vs. Atlantic Coast Line 
et al.; and No. 20077, Sunderland Brothers Co. vs. Chicago & 
Northwestern. 


Upon complainants’ request, the Commission has dismissed 
No. 18184, Marathon Paper Mills Co. vs. New York Central et 
al.; No. 18185, Marathon Paper Mills Co. vs. Grand Trunk et 
al.; No. 18701, Southern Pine Assn. et al. vs. Abilene & South- 
ern et al.; No. 18750, Old Dominion Paper Co. vs. Reading Co.; 
No. 18823 (and Sub. 1), Swift & Co. et al. vs. Santa Fe et al.; 
No. 18953, Atlantic Steel Co. vs. Southern et al.; No. 19227, 
Murphy Chair Co. vs. Illinois Central et al.; No. 19591, Mobile 
Chamber of Commerce and Business League vs. Arkansas & 
Louisiana, Missouri et al.; No. 20001, Arthur Delapierre, Inc., 
vs. Alton & Southern et al.; and No. 20271, The Whitacre- 
Greer Fireproofing Co. vs. Pennsylvania et al. 


No. 20080, The Southern Cotton Oil Co. et al. vs. Florida 
East Coast. Colgate & Co. permitted to intervene. 


No. 17863, Bunker Hill & Sullivan Mining & Concentrating 
Co. vs. Oregon-Washington Railroad & Navigation Co. et al. 
Effective date of the order entered herein on October 24, 1927, 
has been postponed from February 24, 1928, to March 26, 1928. 


No. 14700, Depreciation Charges of Telephone Companies. 
The seventh ordering paragraph of the Commission’s order of 
November 2, 1926, in this proceeding as amended by order of 
May 9, 1927, has been further amended by eliminating there- 
from all reference to the latest date upon which operating tel- 
ephone companies shall file with the state commissions or this 
commission estimates of composite percentage rates. 


Finance No. 6605, in the matter of the application of the 
Texas-New Mexico for a certificate of public convenience and 
necessity authorizing it to construct and operate a line of rail- 
road in Ward and Winkler counties, Texas. Wink Chamber of 
Commerce permitted to intervene. 


No. 20262, Higginbotham-Bartlett Co., Inc., et al. vs. Santa 
Fe et al. W. C. Collins, Jr.; Horn-Allen Co.; H. C. Hudson; 
J. R. Hudson; Hudson Coal Co.; Mrs. C. Martin; Camp Stewart 
and Colorado and New Mexico Coal Operators’ Assn. permitted 
to intervene. 

No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. Aransas 
Harbor Terminal Ry. et al. Williams & Haney permitted to 
intervene. 

No. 19680, Public Service Commission of Oregon vs. Cen- 
tral Pacific et al. Portland Chamber of Commerce of Portland, 
Ore., permitted to intervene. 


No. 20307, The Amarillo Board of City Development et al. 
vs. Santa Fe et al. The Colorado and New Mexico Coal Oper- 
ators’ Assn. permitted to intervene. 

No. 20295, Acker and Cook et al. vs. Santa Fe et al. The 
Bond Baker Co.; J. M. Radford Grocery Co.; and Roswell Trad- 
ing Co. permitted to intervene. 

No. 20321 (and Sub. 1), Evaporated Milk Assn. et al. vs. 
Ahnapee & Western et al. Peoria Assn. of Commerce permitted 
to intervene. 

No. 17880, United Zinc Smelting Corp. vs. Pennsylvania et 
al. Complainant’s petition for further hearing, further consid- 
eration and further argument, denied. 

No. 18055, Erie et al. vs. Chicago & North Western et al. 
Complainants’ petition for rehearing under shortened proce- 
dure, or oral argument before Commission and defendants’ pe- 
tion for rehearing, denied. 


I. and S. 2910, fluxing limestone from and to points in 
Trunk Line Association territory. Protestants’ petition for re- 
consideration denied. 

No. 14312, Dawson Produce Co. et al. vs. Alabama & Vicks- 
burg et al.; No. 14436, Harkrider-Keith-Cook Co. et al. vs. Abi- 
lene & Southern et al., and No. 15338, Gugenheim-Goldsmith 
Co. et al. vs. Galveston, Harrisburg & San Antonio et al. De- 
fendants’ petition for reconsideration and reargument and con- 
solidation of said cases with certain other cases, denied. 

No. 19926, Advance-Rumeley Thresher Co., Inc., et al. vs. 
Alabama & Vicksburg et al. J. I. Case Threshing Machine Co., 
Inc., permitted to intervene. 

No. 20254, Sub. 1, Publishers’ Assn. of New York City et al. 
vs. Algoma Eastern et al. The Spanish River Pulp & Paper 
Mills, Ltd.; Ste. Anne Paper Co., Ltd.; the G. H. Mead Co., 
and Abitibi Power & Paper Co., Ltd., permitted to intervene. 

Finance No. 6572, in the matter of the application of the 
Missouri Pacific for a certificate of public convenience and 
necessity authorizing it to construct a branch line of railroad 
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in Scott and Cape Girardeau counties, Missouri. St. Louis-San 
Francisco permitted to intervene. 

No. 20179, the American Packing & Provision Co. et al. vs, 
Union Pacific. Omaha Live Stock Exchange and Union Stock 
Yards of Omaha (Ltd.) permitted to intervene. 

No. 20237, Johnson-Randall Co. et al. vs. Ann Arbor et al. 
The Menominee Chamber of Commerce permitted to intervene. 

No. 18482, Jackson Traffic Bureau, for Taylor Wills Grocery 
Co., vs. Alabama & Vicksburg et al. Jackson Traffic Bureau, for 
W. T. Nichols & Co., Inc., permitted to intervene. 

No. 20378, Skelly Oil Co. vs. Santa Fe et al. Barnsdall Oil 
Co. permitted to intervene. 


SOUTHERN CLASS RATES 


With five exceptions all the rate adjustments filed by the 
carriers in compliance or in conformity with the Commission’s 
decisions or order in No. 13494, Southern Class Rate Investiga- 
tion, went into effect on January 15. Suspension orders were 
issued in respect of the five excepted adjustments. In each 
case the Commission suspended, for seven months from Jan- 
uary 15, the operation of the schedules against which a prima 
facie showing had been made that the adjustments they would 
bring into effect would not be in conformity with the guides 
set up in that formal docket case. The first of the suspension 
orders was issued on January 13. The others were put out on 
the following day. 

In I. and S. No. 3048, the Commission suspended schedules 
intended to apply seventh class on excelsior, fibre, cocoanut 
husks, hay, straw and things of that sort in southern terri- 
tory. The effect of the suspension will be to continue the ap- 
plication of the ratings shown in Southern Classification. The 
suspended schedules proposed to except the commodities men- 
tioned and have them take seventh class. 

In I. and S. No. 3049, the Commission suspended the non- 
application of the new rates to and from points on the Sun- 
cook Valley railroad, a connection of the Boston & Maine, in 
New Hampshire, a short line about 23 miles long. The non- 
application of the rates to and from that line was accomplished 
by the omission of the name of the Suncook Valley as a party 
to the tariffs. The omission of its name was not explained. 

Inter-territorial minimum class rates, to apply between Ofii- 
cial and Southern Classification territories, were suspended in 
I. and S. No. 3050. They were field by Agent Curlett, the pub- 
lishing agent for the Official Classification lines, but the south- 
ern lines gave their concurrences. 

In I. and S. No. 3051, the Commission suspended class rates 
between Lexington, Winchester and other points in the same 
general part of Kentucky, on the one hand, and Buffalo-Pitts- 
burgh territory, Trunk Line and New England territories on the 
other, as not being authorized by the Commission’s conclusions 
in the class rate investigation. 

The fifth of the exceptions is composed of reminders of the 
old Jacksonville combination basis of making rates to and from 
the peninsula of Florida. That basis has been displaced, broadly 
speaking, by the new mileage basis. However, among the rates 
not condemned, according to the implication carried by the 
creation of I. and S. No. 3052, were proportional class rates 
applying between Jacksonville and Tampa to be used in con- 
nection with commodity rates to and from Jacksonville. The 
suspended schedules proposed the non-application of those pro- 
portionals on traffic moving on commodity rates between Jack- 
sonville and points north of Jacksonville. 

The Commission refused to suspend the rates about which 
Virginia communities made many and vigorous protests, namely, 
those between Baltimore and North Carolina points on the one 
hand, and those between Virginia points and North Carolina 
points on the other. In their explanation and justification of 
the proposals, the carriers pointed out that they had not re- 
vised the rates between Baltimore and North Carolina points 
but said they intended to do so. They admitted that the situa- 
tions covered by their tariffs were not covered, in all instances, 
by the decisions. They suggested, however, that inasmuch as 
all adjustments from south Atlantic ports heretofore in effect 
had been displaced by the decision they could not ignore the 
situation created, by the decision inasmuch as the relationship 
of rates from Virginia to North Carolina, on the one hand, and 
the relationship from south Atlantic ports into North Carolina 
points, on the other, was being changed by the force of the 
decision. 

The Commission also refused to suspend the rates on fur- 
niture against which many protests had been filed, particularly 
as to rates from North Carolina points to Tampa, Fla. 


CHANGE IN DOCKET 
Hearing in No. 20010, City of Augusta vs. A. C. L. R. R. et 
al., assigned for January 21, at Augusta, Ga., before Examiner 
McChord, was postponed to a date to be hereafter fixed. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Novem- 
ber, 1927, shows 22,128 cars held overtime—a percentage of 
08.27—as against 21,960 cars—a percentage of 08.55—for Novem- 
ber, 1926. 
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CORPUS CHRISTI TERMINALS 


Examiner Thomas F. Sullivan, in finance No. 6440, proposed 
operation of terminal tracks by San Antonio, Uvalde & Gulf, 
has recommended that the Commission find that the present 
and future public convenience and necessity will not properly 
be served by sole operation by the applicant of the port ter- 
minal railroad facilities of Nueces County Navigation District 
No. 1, at Corpus Christi, Tex., and that the application be de- 
nied. It is Sullivan’s opinion that the present and future public 
convenience and necessity require the operation of the port 
tracks, jointly, by the three carriers entering Corpus Christi. 
They are, the Southern Pacific, the Missouri Pacific and the 
National Railways of Mexico. 











COTTON FROM TEXAS 


In a proposed report on No. 17567, Dallas Cotton Exchange 
et al. vs. Abilene & Southern et al., Examiner Harris Fleming 
said the Commission should find unreasonable, but not unduly 
prejudicial, the rates on cotton, in bales, any quantity, from 
points in Texas common point territory to destinations in south- 
ern and southeastern states, and prescribe new ones. He said 
the finding recommended should run against rates that were 
constructed on the Vicksburg combination and that the Com- 
mission should find that they are, and for the future will be 
unreasonable to the extent that the rate factor to Vicksburg 
exceeds or may exceed 96 cents and that from Texas points 
now taking higher rates than from Texas common point terri- 
tory which are constructed on the Vicksburg combination are 
and for the future will be unreasonable to the extent they are 
higher than the rates herein found reasonable from such com- 
mon point territory in amounts greater than the spread between 
the present rates to Vicksburg from those points and from Texas 
common point territory. That finding, he said, should be with- 
out prejudice to any other conclusions as to the reasonableness 
of the rates that might be made as a result of the investigation 
in No. 17000, part 3, Hoch-Smith cotton. 


WROUGHT IRON PIPE RATE 


Examiner Riley A. Gwynn has recommended the dismissal 
of No. 19904, Joseph Davis Company vs. M.-K.-T. of Texas et 
al., on a finding that the rate on wrought iron pipe from Bry- 
ant, Okla., to Nevarro, Tex., is not unreasonable. 





SALT REVISION RECOMMENDED 


Examiner William A. Maidens, in No. 19668, Oklahoma City 
Chamber of Commerce et al. vs. Arkansas Valley Interurban 
et al., No. 19796, Boswell-Haynes Company et al. vs. Santa Fe 
et al., and No. 19800, Hale-Halsell vs. Santa Fe et al., has rec- 
ommended that the Commission find unreasonable the rates on 
salt from points in Louisiana and Grand Saline, Tex., to desti- 
nations in Oklahoma, prescribe new ones, and award repara- 
tion. He has further recommended that reparation be awarded 
on shipments from Kansas to points in Oklahoma to the basis 
of those found reasonable in Salt Between Western and South- 
western Points, 120 I. C. C..91. 

Maidens said that the Commission should find the rates 
from Grand Saline, Tex., to Oklahoma destinations were, are, 
and for the future will be unreasonable to the extent that they 
exceeded, exceed, or may exceed rates based on those prescribed 
in the case hereinbefore mentioned, applied in the manner 
therein recited, and subject to the minimum weights therein 
prescribed; that complainants in Nos. 19796, and 19800 were 
entitled to reparation on shipments since May 23, 1925. He 
said that the Commission should further find that complainants 
in Nos. 19668 and 19800 made shipments from the Kansas mines 
to the Oklahoma destinations considered at rates found unrea- 
sonable in the case mentioned and were entitled to reparation 
on shipments made since May 23, 1925. 

The examiner said that the rates from Louisiana points to 
Oklahoma destinations should also be found unreasonable to the 
extent they exceeded, exceed, or might exceed those prescribed 
in the case mentioned, and that complainants in Nos. 19668 
and 19796, except the Everett-Phelps Produce Company, were 
entitled to reparation on shipments after May 23, 1925. 





ROUGH MARBLE BLOCK RATES 


In No. 19427, Henry Marble Co. et al. vs. B. & O. et al., 
Examiner John J. Crowley has recommended that the Commis- 
sion find unreasonable, but not unduly prejudicial, rates charged 
on rough quarried marble blocks, carloads, from New York 
harbor points to Chicago and Peoria, Ill., and to Milwaukee, 
Wis. He said the Commission should find the rates from Port 
Morris, N. Y., to the same destinations not unreasonable or 
unduly prejudicial. The examiner said that, following the de- 
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cision in No. 16728, Lautz Marble Corporation vs. Erie, dated 
December 12, 1927 (see Traffic World, December 31, p. 1539), 
the Commission should find the rates, except from Port Morris, 
were, are and would be unreasonable to the extent they ex- 
ceeded, exceed, or might exceed the rate of 31.5 cents from 
Boston to Chicago and Milwaukee and 110 per cent of that basis 
to Peoria. In the Lautz case the Commission held that all points 
in the New York lighterage area were to be regarded as one 
point, with no rates higher from any of them than from more 
distant points, even if, as a fact, a particular lighterage point 
was not on the route over which traffic from a more distant 
point might be handled. 


WROUGHT PIPE RATES 

Examiner Harris Fleming, in No. 19057, Imperial Pipe & 
Threading Co. et al. vs. Santa Fe et al., said the Commission 
should find unreasonable the rates charged on shipments of 
wrought iron pipe, carloads, from various points in Oklahoma to 
destinations in Texas to the extent they exceeded the rates 
from and to the same points prescribed in Consolidated South- 
western Cases, 123 I. C. C. 203, and award reparation to that 
basis. 


HOCH-SMITH GRAIN HEARING 


The testimony of market representatives, state commissions, 
and others which was to be received prior to the introduction 
of carrier testimony at the hearing in docket 17000, part 7, 
grain and grain products in the western district, being held at 
Chicago before Commissioner Meyer and Examiners Mackley 
and Hall, was practically concluded this week. The witnesses 
who have appeared are as follows: J. L. Collyer, traffic man- 
ager, Peoria Board of Trade; W. D. Cornelison, grain dealer 
and operator of elevators at Peoria; A. A. Brown, rate expert, 
Kansas commission; J. W. Scott, chief accountant and stat- 
istician, Kansas commission; C. T. Vandenover, southern Min- 
nesota mills; J. S. Brown, director of the transportation depart- 
ment of the Chicago Board of Trade; A. F. Vandegrift, manager, 
transportation department, Louisville Board of Trade; C. A. 
Lahey, vice-president, Quaker Oats Company; L. A. Fitz, Grain 
Futures Administration, United States Department of Agricul- 
ture; and C. A. Hanson, rate clerk of the Iowa commission, 
who took the stand late January 19. He is expected to complete 
his case some time January 21. The carrier witnesses will 
follow him. 

In the course of the week, a considerable volume of testi- 
mony was added to what was already in the record on the 
question of the desirability of setting up a charge for transit 
privileges, distinct from the transportation charge. Two of the 
witnesses, Mr. Vandenover and Mr. Lahey, appeared almost ex- 
clusively for the purpose of registering a protest against such 
action. Most of the others touched on the question to some 
extent, and the cross-examination seemed to show a marked 
disposition to gravitate in that direction. 

The testimony of the representatives of the Kansas com- 
mission was devoted largely to comparing the rates in Kansas 
with those within other states and the presentation of cost data 
based on operations, and the facts surrounding. According to 
Mr. Brown, representing Kansas, it was his purpose to show 
that the rates in Kansas were as high as, or higher than, in 
the surrounding states. Mr. Scott presented voluminous ex- 
hibits for the purpose of showing the general operating condi- 
tions in the state and the results in terms of carrier revenue. 
He opposed, in particular, proposals embodied in the testimony 
Dr. M. O. Lorrenz, director of the Commission’s bureau of sta- 
tistics, and others, previously introduced, for the establishment 
of a single scale of rates in the entire western district east of 
the Rocky Mountains, or, at most, one scale for the southwest 
and another for the rest of the territory. It had been suggested 
that differences in traffic density and other factors were not 
sufficiently pronounced to justify the setting up of a large num- 
ber of scales in the territory. Scott contended that operating 
conditions in Kansas were especially favorable and that it would 
be discriminatory against Kansas shippers to establish a scale 
of rates on the basis of average costs for the entire territory. 

For the purpose of his study, he had divided the territory 
under consideration into three divisions, as follows: North- 
western states, Minnesota, North Dakota and South Dakota; 
central western states, Kansas, Missouri and Nebraska; south- 
western states, Oklahoma, Texas and that part of Louiisana west 
of the Mississippi. He characterized the division between his 
central-western states and northwestern as comparatively well 
defined, both as to the movement of the grain and the carriers 
serving the two territories. He did not find the separation be- 
tween the central west and southwest states so clearly defined, 
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he said, and in most instances separate showing was made, in- 
cluding and excluding Oklahoma. 

It was his contention that the handling of the grain traffic 
was much more economical in the central-west states than in 
either of the other two divisions. The movement in the central 
west was over a few high density lines converging on the 
Missouri River cities, he said, and the production was much 
more concentrated than in the other states. The northwestern 
states, similarly, had the advantage of a converging movement, 
whereas in the southwest other unfavorable operating conditions 
were further aggravated by the fact that the movement was 
diverging rather than converging. 

As between the northwest and the central west he found 
the revenue per mile of line to be $5,348 for the three central- 
west states in 1926, as against $3,428 in the three northwest 
states. Ton-mile earnings were three per cent greater in the 
central west than in the northwest, he said, but car-mile earn- 
ings were greater in the northwest, due to heavier loading. 
Against that, however, he found the car-miles per day to be 
almost a third greater in the central west than in the northwest. 

Mr. Collyer and Mr. Cornelison protested proposals previ- 
ously introduced by Chicago and St. Louis witnesses. Their 
testimony was principally directed to showing the situation, 
present and proposed, as to rates from Iowa to Peoria, as against 
rates from the same territory to the other two cities. Mr. 
Collyer said Chicago witnesses had given the impression that 
Peoria had been declining as a grain market since the adoption 
of the eighteenth amendment. He said the facts were that it 
was the second corn market in the country and the fifth largest 
handler of oats. One industry there, he said, was using more 
corn than all the industries used prior to prohibition. He made 
numerous distance comparisons in support of his contention 
that, to a large part of Iowa producing territory, Peoria was 
closer than either St. Louis or Chicago. He asked that Peoria 
have the benefit of that distance on the basis of the scale set 
up in the Commission’s decision in docket 15511, in which the 
relationship between St. Louis and Chicago to the territory was 
established on the basis of a set of differentials applying as 
the relative distances varied. 

Mr. Lahey detailed the location of the elevators and mills 
of his company. He said everyone was so located that it en- 
joyed transit or its equivalent, and that to put a charge on 
that privilege would have a disastrous effect on his company 
as well as the entire interior milling industry of the country. 
From 60 to 65 per cent of the wheat grinding capacity of the 
country was enjoying transit, he said. It was his contention 
that the carriers reaped both direct and indirect advantages out 
of the present system of including the transit charge in the 
general level of the rates, and that it would be harmful to them, 
as well as to the milling industry, to make any change in the 
present practices—practices on which the industry has been 
built, he said, with the feeling that they were secure. 

Mr. Fitz was asked to testify, according to Commissioner 
Meyer, for the purpose of throwing additional light on questions 
involving market practices and their bearing on the industry. 
He testified that he considered the futures market an essential 
part of the present set-up of the grain trade. He said it might 
be possibile to dispense with it, but that it was impossible to 
say what would be the resutl, and that it was certain chaos 
would prevail in the trade in the interim between the abolish- 
ment and such time as any new set-up was established. 

The cross-examination of Mr. Fitz tended to become quite 
detailed in developing the relative merits of various aspects 
of present practices—questions of abuse and various ethical 
considerations. Commissioner Meyer interrupted it with the 
statement that the Commission was not charged with determin- 
ing such questions, and that the testimony of Mr. Fitz had ap- 
parently established that the futures market was an essential 
fact which must be accepted as such and that he assumed it 
would be the Commission’s duty to make rates that would not 
tend to destroy it. He referred to the fact that certain testi- 
mony had been introduced to the effect that fixed proportional 
rates beyond markets tended to stabilize the futures market, 
whereas other types of rates were said to have a harmful effect. 

The testimony of both J. S. Brown and Mr. Vandeerfit was 
primarily confined to a defense of existing practices and rates, 
Mr. Brown’s testimony having dealt with the adjustment within 
Illinois and that of Mr. Vandegrift with the present practice of 
equalization of markets. 


FINAL VALUATION REPORTS 


Valuation No. 713, Montana, Wyoming & Southern, opinion No. 
B-633, 185 I. C. C. 257-85, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found to 
be $527,500, as of June 30, 1917. 

Valuation No. 180, Norfolk & Portsmouth Belt Line Railroad Co., 
opinion No. B-620, 133 I. C. C. 771-96, final value, for rate-making 
purposes, of the property owned dnd used for common carrier pur- 
poses found to be $1,038,750, and of property used but not owned, 
$39,000, as of June 30, 1916. 

Valuation No. 991, Railway Transfer Co. of the City of Minne- 
apolis, opinion No. B-622,133 I. C. C. 808-23, final value, for rate- 
making purposes, of the property owned and used for common carrier 
purposes found to be $3,000, and of the property used but not owned, 
$923,625, as of June 30, 1917. 
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Valuation No. 1051, Kansas City, Mexico and Orient of Texas 
opinion No. B-631, 135 I. C. C. 197-216, final value, for rate-making 
purposes, of the property owned and used for common carrier pur. 
poses found to be $6,744,673, and of property used but not ownegq 
$305,000, as of June 30, 1919. . 

Valuation No. 115, Minneapolis & Rainy River Railway (Co, 
opinion No. B-611, 133 I. C. C. 594-612, final value, for rate-making 
purposes, of the property owned and used for common carrier pur. 
poses found to be $1,123,004, as of June 30, 1915. 

Valuation No. 1062, Chicago Heights Terminal Transfer Railroad 
Co., opinion No. B-615, 133 I. C. C. 665-85, final value, for rate-making 
purposes of the property owned and used for common carrier purposes, 
found to be $845,000, of the property used but not owned, $38,635, and 
of property owned but not used, $1,425, as of June 30, 1919. 

Valuation No. 678, St. Clair Terminal Railroad Co., opinion No, 
B-612, 133 I. C. C. 613-36, final value, for rate-making purposes of 
the property owned and used for common carrier purposes found 
to be $1,400,000, of the property used but not owned, $736,000, and 
of the property owned but not used, $1,523, as of June 30, 1919. 

Valuation No. 230, Troy Union Railroad Co., opinion No. B-618, 
133 I. C. C. 738-54, final value for rate making purposes of the property 
owned and used for common carrier purposes, found to be $1,101,305 
and of property owned but not used, $5,386, as of June 30, 1917. 

Valuation No. 648, East Broad Top Railroad and Coal Co., opinion 
No. B-630, 135 I. C. C. 163-96, final value for rate making purposes 
of the property owned and used for common carrier purposes, found 
to be $1,697,000 and of the property used but not owned, $4,600, as 
of June 30, 1917. 

Valuation No. 799, Susquehanna and New York Railroad Co, 
opinion No. B-628, 135 I. C. C. 67-94, final value, for rate making pur- 
poses, of the property owned and used for common carrier purposes, 
found to be $1,333,249 as of June 30, 1917. 


JOINT RATES ON COAL 


The Trafic World Washington Bureau 


Arguments were made January 16 in No. 13832, Gulf Coal 
Company vs. Virginia et al., No. 14454, Wyoming Coal Company 
et al. vs. Virginia et al.; No. 14831, Winding Gulf Colliery Com- 
pany vs. Chesapeake & Ohio et al.; and No. 14498, Ragland 
Coal Company et al. vs. Virginian, on further hearing, in which 
the question was whether the Commission, having had an order 
upheld in the Supreme Court of the United States, should stand 
by it. Examiner W. M. Carney recommended recession. 

As a result of the Commission’s prior decisions and orders 
in these cases, mine operators on the Virginian, now have joint 
rates to the west over both the Norfolk & Western and the 
Chesapeake & Ohio. The examiner and the Virginian think the 
establishment and maintenance of rates from points on the 
Virginian to destinations reached by the Norfolk & Western 
only are sufficient to put the operators on the Virginian on a 
proper basis. Therefore, the examiner, in substance, recom- 
mended recession from that part of the outstanding orders re 
quiring the maintenance of through routes and joint rates in 
connection with the Chesapeake & Ohio. 

J. W. Carmalt, speaking for the Virginian, said that main- 
tenance of routes and rates in connection with the Chesapeake 
& Ohio via the Deep Water W. Va. gateway required the Vir- 
ginian to set up a current of coal in a direction the reverse of 
the customary flow to the east, over a 60 mile branch line, 
whereas the connection with the Norfolk & Western required 
a haul of only 20 miles to Matoaka, W. Va. The latter pays a 
division of 60 cents a ton and the Chesapeake & Ohio, 65 cents. 
Commissioner Aitchison suggested perhaps the divisions were 
not proper but that that question was not in the case. Mr. 
Carmalt said that requiring the Deep Water gateway to be kept 
open would require a capital expenditure, on the part of the 
Virginian, of $1,500,000, on account of the exercise of power on 
the part of the Commission which neither he nor many others 
thought it had until the Supreme Court of the United States 
so held in Virginian vs. United States, Adv. Op. 71. L. Ed. 257. 
The gateway through Matoaka, he said, had been electrified 
with the thought that establishment of joint rates, on the New 
River district basis, in connection with the Norfolk & Western, 
at a much lesser cost, was compliance with the order. He said 
that if both gateways were kept open mines on the Virginian 
alone would have two routes to the west while mines on the 
Norfolk & Western or the Chesapeake & Ohio only, would have 
only one route, because a mine on the Norfolk & Western would 
not have joint rates in connection with the Chesapeake & Ohio: 
nor were there joint rates from mines on the Chesapeake & 
Ohio to destinations on the Norfolk & Western. 

W. S. Bronson, for the Chesapeake & Ohio, contended that 
that road was entitled to have a haul westbound on Virginian 
coal to avoid discrimination on the part of the Virginian as 
between carriers. 

The case was discussed from the viewpoints of the inter- 
ested operators by E. H. Scott for those involved in Nos. 13832 
and 14454, by S. C. Higgins for the New River Coal Operators, 
by George T. Bell for those in No. 14831, and by Karl K. Gart- 
ner for those in No. 14498. 


WAGE STATISTICS 


Class I railroads in October, 1927, had 1,783,542 employes, 
to whom total compensation for the month of $255,656,707 was 
paid, according to the Commission’s monthly statement on wage 
statistics prepared from carrier reports by the bureau of statis- 
tics. Compared with the returns for October, 1926, the number 
of employes for October, 1927, showed a decrease of 4.42 per 
cent and the total compensation a decrease of 2.82 per cent. 
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January 21, 1928 


LAKE CARGO COAL RATES 


Although different in form, the proceeding in I. and S. No. 
2967, lake cargo coal rates, according to the Wheeling & Lake 
Erie, in reality, is a rehearing of Lake Cargo Coal Rates, 1925, 
126 I. C. C. 309, in so far as the measure of the differentials is 
concerned. It said the Commission should find that the sus- 
pended rates were unjust, unreasonable, discriminatory and un- 
lawful in violation of sections 1, 3, and 15a and require the 
cancellation of the schedules. 

The proposed reductions, the Wheeling said, would dis- 
criminate against it and against its lake cargo coal; that the 
maintenance of the present differentials was justified by the 
superior quality of the coals from the respondents’ fields; that 
in the fixing of differentials full weight should be given to the 
factor of distances; that southern coals are displacing northern 
coals in commercial markets under differentials greater than 
the lake cargo differentials; and that the proposed rates were 
unlawful for the reason that they would disrupt the coal rate 
structures in C. F. A. territory. 

The Milwaukee Coke & Gas Company, the Elkhorn Piney 
Coal Mining Company, and the Minnesota By-Product Com- 
Company asserted that the proposed rates met the three points 
suggested by Commissioner Campbell, who held the hearing, in 
that they were reasonably compensatory; that they were lawful 
and that the public interest was best served by the reductions. 
They asserted that the carriers involved were making a fair 
return and would continue to do so under the proposed rates, but 
that if they were forbidden to establish the proposed rates their 
return would be impaired and an undue burden placed upon 
other traffic. Producers and consumers would both benefit, 
they said, and the southern country, without the benefit of 
diversified industry, would be assured of steady employment 
in its chief industry, coal mining. 

The By-Products Coke Corporation said the record demon- 
strated conclusively that the rates were not less than reason- 
able minima and that the protestants had declined to meet that 
issue. The facts, it said, showed there was no basis for a finding 
of undue preference or prejudice. 


In some aspects the brief of August G. Gutheim, on behalf 
of the Pittsburgh Operators’ Lake Committee and individual 
members thereof, protestants against the reduced rates, seems 
to present the arguments in behalf of northern operators and 
of the northern railroads. Notwithstanding the finding of the 
Commission in the decision in the formal case that there was 
no undue prejudice, Mr. Gutheim insists that there was. How- 
ever, that is not the chief point in his brief. He and A. B. 
McElvaney, also a signer of the brief, in their first proposition, 
assert that the proposing carriers have not shown that the 
rates proposed are reasonable per se. They contend that while 
the proposed rates are reductions below the existing ones they 
are, however, rates increased after January 1, 1910, as to which 
the law places a peculiar burden of justification upon the car- 
riers filing them. 


But the burden upon the respondents (southern lines), 
Messrs. Gutheim and McElvaney contend goes even beyond 
that of proving reasonableness per se. They assert that the 
proof must be that they are reasonable under section 1. In 
addition they must demonstrate, the Pittsburgh operators’ law- 
yers contend, that the proposed rates are not unduly preferen- 
tial in violation of section 3. Finally, they assert, the respond- 
ents must demonstrate that their proposals do no violence to 
the program contemplated by section 15a. 


In none of these particulars, the Pittsburgh operators con- 
tend, have the lines serving the southern mines met the re- 
quirements of the law. To show the burden they believe rests 
upon the southern lines the Pittsburgh operators draw attention 
to the decisions of the Commission in Coal from D. T. & I. 
Mines, 64 I. C. C. 564; Sublimed Lead to Trunk Line Points, 
68 I. C. C. 343; and Trunk Line and Ex-lake Iron Ore Rates, 
69 I. C. C. 589. In those cases the Commission forbade changes 
in rates on account of the adverse effect the changes would 
have upon the rate structure. They think the proposals of the 
southern lines, pursuant to the dictates of what the southern 
lines term “managerial responsibility” fall within the category 
of cases in which the proposing line “wishes to make a com- 
petitive reduction on its own account” as set forth in Grain and 
Grain Products to Eastern Points, 122 I. C. C. 551. 

The Pittsburgh operators think the Commission should re- 
quire the permanent cancellation of the rates on account of the 
failure to justify them as reasonable per se. But they say that 
should the Commission be able to find them within the zone of 
reasonableness per se, it should nevertheless condemn them as 
— unreasonable, unduly preferential and unduly preju- 

cial. 

; In the latter event the Pittsburgh operators say the Com- 
mission may require the cancellation of the rates, without preju- 
dice to the right of the carriers to file new ones which may be 
at such levels as the Commission may find reasonable per se 
In its report in this case, and which new rates from the north- 
ern districts shall be such as to preserve the relationships be- 
tween the northern and southern districts found to be proper, 
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and thus relatively reasonable and not unduly preferential or 

prejudicial, in Lake Cargo Coal Rates, 1925, 126 I. C. C. 309. 
The Pittsburgh attorneys, in support of their proposition 

that the rates must not do violence to section 15a, in part, said: 


In Trunk Line and Ex-Lake Iron Ore Rates, 69 I. C. C. 589, 611, 
the Commission recognized that the authority so granted to it by 
Section 15a was 

“* * * not a mere transitory authority to establish in the first 
instance a general rate structure calculated to produce a fair return, 
but is a continuing authority to see that such a rate structure shall 
not be undermined and its purpose thwarted by new rates, either in- 
creases or reductions * * *,”’ 

Whether so calculated or not, the effect of the action of the 
southern carriers in proposing the reduced rates under suspension 
herein is to undermine and thwart the rate structure established 
by the Commission under Section l5a—to use the language just 
quoted from Trunk Line and Ex-Lake Iron Ore Rates. 

All of the important carriers which participate in lake cargo 
coal rates except the Louisville & Nashville are grouped within the 
eastern rate territory by the action of the Commission under Section 
15a. In its report, Lake Cargo Coal Rates, 1925, supra, the Com- 
mission not Only fixed the maximum rates from Pittsburgh, Number 
8 and Cambridge districts for the future, but indicated as clearly 
as should have been necessary for any well intentioned carriers, just 
what the relationship of rates on lake cargo coal should be in the 
future. The proposed rates now under suspension are published in 
violation of what the Commission indicated would be a proper rate 
relationship in that decision. In substance, the southern carriers have 
commenced with respect to lake cargo coal rates the rate war which 
the Commission in its first decision in this proceeding, 101 I. C. C. 
513 at 546, thought was not imminent. Today it is not only imminent 
but is here, and this is demonstrated not only by these rate reductions 
by the Southern lines, but by the candid statement of record by 
representatives of the Wheeling & Lake Erie, a carrier serving 
northern districts in the transportation of lake cargo coal, that 
should these reductions from the southern districts be permitted to 
become effective the W. & L. E. traffic department would immediately 
recommend to the management of that road that the Wheeling & 
Lake Erie take steps to meet that reduction. 


The Baltimore & Ohio, the New York Central Lines, and 
the Pennsylvania, in their brief, said if the tariffs as published 
by the southern carriers became effective, the northern carriers 
would be expected to participate in the reduced rates upon the 
same divisional basis now obtaining, and to stand their share 
of the shrinkage of revenues resulting from such reductions. 

Such a reduction the northern carriers are in no position 
to stand and they therefore take the position that the tariffs 
of the southern carriers should not be permitted to become 
effective for that reason and other reasons referred to in the 
brief, according to the brief of the northern lines. 

The northern carriers said that if the Commission believed 
the differential should be narrowed, they felt that the economic 
and proper way to handle the matter would be to permit the 
northern lines to restore their rates that were in effect prior 
to the decision of the Commission in 126 I. C. C. 309, and to 
have the southern roads cancel their proposed reductions, 
thereby restoring the rates as they were prior to the Commis- 
sion’s decision and avoiding the loss of revenue that had re- 
sulted from the decision and that would result if the proposed 
reductions became effective. 

The Norfolk & Western defended the legality of the pro- 
posed rates and urged that they be permitted to become effective. 

“It is the position of the Norfolk & Western Railway Co. 
that the proposed reduced rates are within the zone of reason- 
ableness, and in support of its position it has offered abundant 
evidence to demonstrate that the proposed rates are not un- 
reasonably low,” said the N. & W., adding that it had shown 
that the proposed rates would afford greater revenue than was 
received for many other more difficult and costly services which 
it performed under rates the reasonableness of which had never 
been challenged. It also said the proposed rates did not give 
unreasonable preference or advantage or subject anyone to un- 
due prejudice or disadvantage. 


The Chamber of Commerce of Pittsburgh said the Commis- 
sion should find that the proposed rates had not been justified. 
It said the short period of time that had elapsed since the 
reduced rates from the Pittsburgh district were made effective 
(August 10, 1927) was admittedly too short in which to deter- 
mine whether the wider spread in the differentials resulting 
therefrom would provide any undue advantage to the Pittsburgh 
district, or give it the full advantage to which it was entitled, 
due to its proximity to the lake cargo market. 

The Illinois Coal Traffic Bureau, opposing the proposed 
rates, said the proponents had failed to establish that the rates 
would be fairly compensatory. It said the rates would be un- 
reasonably low, effect an improper differential, and produce a 
statutory discrimination against localities and producers of coal 
in the northern territories. Even if the rates were compensa- 
tory, said the bureau, they would be unjustly unlawful, since 
they would lead to a disruption of an approved coal rate struc- 
ture and differential; effect the corresponding reduction from 
other origin groups; impair the revenues of the carriers and 
their ability to render satisfactory service and cast an addi- 
tional burden on other traffic in the C. F. A. and western ter- 
ritories, all in violation of the fundamental principles of the 
transportation act. It said the reduced rates were not justified 
from an economic standpoint. 

“This proceeding represents a deliberate attempt by the 
southern lines to accomplish what the Commission said in Lake 
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Cargo Coal Rates, 1925, ought not to be done,” assert attorneys 
for operators in the Hocking, Shawnee, Crooksville, Ohio, No. 8 
and Cambridge districts. “Accordingly, the rule as to burden 
of proof should be rigidly applied against respondents. As to 
rates to which the New York Central, Baltimore & Ohio and 
Pennsylvania are parties, respondents have failed to sustain 
the burden for the reason that the lines named have appeared 
as protestants and alleged that the proposed rates are unlaw- 
ful and should be disapproved. As to the Hocking Valley rates, 
the respondents have failed to sustain the burden of proof 
generally.” 

In conclusion the Ohio operators contended that the Com- 
mission should find the proposed reduced rates were unlawful 
under sections 1 and 3 unless corresponding reductions were 
made from their shipping points. However, they said, the Com- 
mission should make no finding or order as to the absolute level 
of the rates, but should leave the carriers free to continue the 
present differential either at the proposed level of the southern 
rates or at the existing level of the northern rates or at some 
intermediate level. 

The Chesapeake & Ohio and Hocking Valley asserted the 
evidence was conclusive that their proposed rates were reason- 
ably related to the present rates of the Hocking Valley from 
the Southern Ohio districts. From the standpoint of burdening 
other traffic, they said it was obvious that rates that were rea- 
sonable, such as were the proposed rates, could not by any 
possibility burden other traffic. They added that when it was 
borne in mind that the out of pocket cost of carrying lake cargo 
coal, had been shown to be but 44 per cent of the proposed 
rates, it was clear that the suspended rates would continue to 
assist materially in supporting rather than burdening other 
traffic. 

The International Harvester Company and the Wisconsin 
Steel Company said the evidence showed that the proposed 
reductions were both necessary and desirable and that they 
would be reasonable and non-prejudicial. Therefore, they 
prayed that the ban on the suspended tariffs might be lifted im- 
mediately. 

The Minnesota Railroad & Warehouse Commission and 
Northwestern Lake Cargo Coal Consumers said that an en- 
deavor had been made in their brief to show the real interest 
which the northwestern consumers had in this case. 

“It is real, not fanciful,” said the brief. ‘They want to be 
able to buy coal from any or all eastern fields, at reasonable 
prices and in a competitive market. They do not want to be 
forced by rate adjustments to make purchases from northern 
districts. They want the 20 cent reduction from the southern 
districts because it will reduce coal costs from both districts. 
They want that reduction because a saving of 20 cents per ton 
represents a substantial reduction in operating costs and they 
want it because healthy competition will keep down the price 
of coal, and prevent increases in domestic and industrial coal 
from southern fields that will necessarily follow serious curtail- 
ment in production in those districts.” 

Attorneys for the Louisville & Nashville, in support of the 
proposed reduced rates, summarized the reasons for proposing 
the cut into seven paragraphs. They said that to reject the 
L. & N. tariffs while permitting the C. & O. and N. & W. rates 
to become operative, as had been suggested, would be simply 
ruinous to the L. & N. and to the coal operators on its line, 
without materially benefiting the protestants. Therefore, the 
attorneys earnestly requested that the suspended schedules all 
be treated in the same way, by letting them stand or fall to- 
gether. They submitted that the respondents had shown that 
their proposed rates were within the confines of reasonableness, 
not contrary to section 3, would not cast any burden on any 
other traffic, infringe any policy of the Commission, were in- 
dispensably necessary to the respondents, and to the shippers 
they served and had been justified. 

W. J. Rainey, Inc., and Fayette-Greene Coal Producers 
Assn., (Connellsville district), expressed the view that the pro- 
posed rates were inherently inadequate to both southern and 
participating northern lines. Therefore, they asked the Com- 
mission to find that the rates were unlawful, under sections 1 
and 15a and against public policy and interest. 


The Public Service Commission of West Virginia filed a 
brief in support of the proposed reductions, contending that the 
rates did not violate any provision of law and therefore that 
they must be lawful. It said the rates were in the public in- 
terest and should be permitted to go into effect. 


PERSONAL INJURY CASES 


In No. 141, Delaware, Lackawanna & Western, petitioner, 
vs. John Rellstab, judge of United States District Court for the 
District of New Jersey, etc., the Supreme Court of the United 
States, January 16, in an opinion by Mr. Justice Holmes, held 
that a writ of mandamus should be issued by the Circuit Court 
of Appeals for the Third Circuit directing the district court 
to reinstate a judgment in favor of the carrier. Justice Holmes 
said one Ginsberg, in December, 1921, obtained a judgment 


against the carrier for injuries to himself and a minor son and 
the death of another son, caused by a collision at a crossing 
The 


between Ginsberg’s truck and one of the carrier’s trains. 
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judge of the district court later set aside the judgment because 
ot perjury at the trial. There was a new trial and a judgment 
resulted for the carrier. The Court of Appeals affirmed that 
judgment. Then it developed that one of the witnesses involved 
in the perjury episode said he had testified falsely at both trials, 
The trial judge made an order setting aside the judgment 
The petitioner asked the Circuit Court of Appeals for a writ of 
mandamus directing that the judgment be reinstated. The 
coure held it had no power to grant the writ. The Supreme 
Court said the writ should issue. 

In No. 179, Mobile & Northern vs. Touchstone, a per. 
sonal injury case, the Supreme Court, per curiam, reversed the 
Supreme Court of Mississippi, on authority of Jacobs vs. South- 
ern Ry., 241 U. S. 229, 232, 236. 


INTRASTATE RATES UPHELD 


The Supreme Court of the United States, January 16, in 
No. 153, Seaboard Air Line and Atlantic Coast Line, appellants, 
vs. William T. Lee, George P. Pell and A. J. Maxwell, as mem. 
bers of and as constituting the Corporation Commission of 
North Carolina, et al., appellees, affirmed a judgment of the 
district court for the eastern district of North Carolina deny- 
ing an application for permanent injunction against the enforce. 
ment of an order of the North Carolina commission requiring 
application of intrastate rates on shipments brought into the 
Port of Wilmington, N. C., by vessel from points outside the 
state and thence shipped by rail to other points in North Caro- 
lina. The ruling was made in an announcement, per curiam, 
on authority of Nos. 176 and 177, Atlantic Coast Line vs. Stand- 
ard Oil Co. of Kentucky, and Standard Oil Co. of Kentucky vs. 
Atlantic Coast Line, respectively, decided November 28, 1927. 
(See Traffic World, Dec. 3, 1927, p. 1290.) 

The court below held that the shipments covered by the 
state commission’s order were not shipments in interstate or 
foreign commerce, but were shipments in intrastate commerce. 
Counsel for the carriers in their brief in the Supreme Court 
contended that the case was not controlled by the decision in 
No. 176. They said the state commission’s order purported to 
deal with all traffic, although it was made in a proceeding deal- 
ing with rates on fertilizer materials. 





HEAVY FALSE CLAIMS FINE 


The Commission has been informed that John Thall, a part- 
ner in the commission firms of Phillip Office & Bros. Co., of 
Columbus, O., has pleaded guilty to an indictment, in ten counts, 
accusing him of violating section 10 of the interstate commerce 
act in that he filed false claims of damage and of obtaining the 
payment of damages on one of the claims. The court in the 
southern district of Ohio, eastern division, assessed a fine of 
$12,500. (See Traffic World, January 14, p. 90). 


MERCHANDISE CARS FROM DETROIT 


At a meeting January 19, 40 representatives of railroads in 
Detroit were asked by L. G. Macomber, director of traffic-trans- 
portation, of the Detroit Board of Commerce, to co-operate with 
the board’s program in establishing through merchandise cars 
direct from Detroit to 16 destinations in different parts of the 
United States. 

Mr. Macomber explained that the Detroit railroads were 
co-operating to the fullest extent, having agreed with the mer- 
chandise and service committee of the Detroit District Shippers’ 
Conference that the roads should not attempt to split up the 
Detroit less than carload tonnage so that it would be necessary 
to transfer it en route, but decide among themselves what line 
would handle a through car and the support of all roads be 
given the line handling such car. This resulted in the estab- 
lishment, effective November 15, of the forwarding of through 
cars to the following points: Denison Transfer and Dallas, 
Texas; Omaha, Nebraska, Chattanooga and Nashville, Tenn.; 
Winston-Salem, N. C.; Kansas City, Mo.; Louisville, Ky.; At- 
lanta, Ga.; Birmingham, Ala.; Jacksonville, Fla.; New Orleans, 
La.; Cheyenne, Wyo.; Sacramento and Los Angeles, Calif. 

While there are many railroads serving these destinations 
who have representatives in Detroit, it is an impossibility to 
favor each line with the routing of a through car; the repre- 
sentatives of these railroads in Detroit will, therefore, be con- 
tributing to Detroit’s betterment by refraining from the solici- 
tation of less than carload shipments via routes other than those 
over which through cars are being operated, Mr. Macomber 
said. The railroad representatives present agreed to this pro- 
gram and said they would endeavor to get shippers to use the 
through cars. 

In addition to the railroad representatives present, those 
participating in the conference representing the merchandise 
and service committee were: N. D. Hoke, chairman, assistant 
traffic manager, Dodge Brothers; George Atherton, traffic man- 
ager, Acme White Lead & Color Works; William Buchanan, 
traffic manager, Frederick Stearns & Co.; M. J. Breitenbeck, 
traffic manager, Detroit Steel Products Company; A. V. Pope, 
traffic manager, Riley Stoker Company; A. Murdock, traffic 
manager, J. W. Ladd Company; C. Schultz, traffic manager, 
Calvert Lithograph Company; L. G. Macomber, H. D. Fenske, 
and E. C. Henty of the Detroit Board of Commerce. 





No. 3 


ecause 
igment 
d that 
volved 
trials, 
sment 
writ of 
The 
ipreme 


a )per- 
ed the 
South- 


16, in 
sllants, 
; mem- 
ion of 
of the 
_ deny- 
nforce- 
juiring 
to the 
de the 
1 Caro- 
‘uriam, 
Stand- 
ky vs. 
» w92t. 


by the 
ate or 
merce. 
Court 
sion in 
‘ted to 
g deal- 


a part- 
Co., of 
counts, 
imerce 
ng the 
in the 
fine of 


yads in 
»-trans- 
2 with 
fe cars 
of the 


3 were 
e mer- 
ippers’ 
up the 
essary 
at line 
ads be 
estab- 
hrough 
Dallas, 
Tenn.; 
y.; At- 
rleans, 


1ations 
lity to 
repre- 
Ye con- 
solici- 
1 those 
-om ber 
is pro- 
ise the 


those 
andise 
sistant 
2 man- 
hanan, 
nbeck, 
Pope, 
traffic 


nager, 
‘enske, 





January 21, 1928 





<) 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 






LOSS OF OR INJURY TO GOODS 


(Supreme Court, Appellate Division, Fourth Department.) 
Insertion, without consent of Interstate Commerce Commission, 
of words “Harold Ave. yard delivery” in bills of lading for two 
carloads of hay shipped from Ohio to Long Island City, did not 
render contracts illegal, under U. S. Comp. St., sec. 8569, subds. 
1,7 (49 USCA, sec. 6, subds. 1, 7), as discriminatory or unlawful, 
extending to shipper privileges not extended to all shippers, 
since they simply indicated carrier’s agreement to deliver cars 
at spot in its terminal yard convenient to consignee; rate being 
the same to all.—Porter vs. Long Island R. Co., 225 N. Y. Sup. 
365. 

If goods are accepted for delivery at a particular place, car- 
rier is bound to deliver at such place, even where point desig- 
nated is a particular yard in a general terminal, particularly 
where there is a custom to deliver at such point according to 
contract.—Ibid. 

Though temporary congestion in classification yard of gen- 
eral railroad terminal, or temporary necessity of shifting of 
cars there, might excuse mere delay in delivering cars at the 
particular point in the terminal designated by bills of lading, 
such conditions do not excuse absolute refusal to deliver at ali 
at the point specified.—Ibid. 

(Supreme Court of South Carolina.) Contract between ship- 
per and common carrier for carrier to furnish cars to shipper 
on specified days for transportation of property of shipper be- 
tween points within state of Carolina is valid and enforceable, 
and not within inhibition of Civ. Code 1922, sec. 4842, making it 
unlawful for shippers to receive rebate, drawback, or other 
advantage on shipments made or services rendered or received 
by them.—Strock vs. Southern Ry., Carolina Division, 140 S. E. 
Rep. 470. 

A shipper cannot recover damages against common car- 
rier for its failure to furnish cars at specified time and place 
for interstate shipment, if shipper relies solely on express con- 
tract with carrier to furnish cars for interstate shipment.—Ibid. 

In absence of prohibitory statute, right of a common carrier 
to make an agreement with a shipper to furnish shipper cars 
for use in transportation between intrastate points cannot be 
denied.—Ibid. 

(Court of Appeals of Kentucky.) Construction of shipper’s 
written instructions to carrier as to ventilation of fruit car was 
for court, in action for damage to fruit by violation thereof. 
Gus Datillo Fruit Co. vs. Hlinois Cent. R. Co. et al., 299 S. W. 
Rep. 1089. 

Where ventilation of fruit car, reconsigned to another des- 
tination by shipper’s order, was arranged by shipper, whose 
written instructions to let it so remain, unless otherwise in- 
structed, were received by carrier on printed form containing 
place for insertion of icing instructions, which were not given, 
no issue as to whether instructions were carried out was pre- 
sented for jury, in action for damage to fruit by breaking vents 
and icing car.—lIbid. 

Carrier icing fruit car, contrary to shipper’s instructions to 
let ventilation remain as arranged by him, is liable for resulting 
damages to fruit, whether or not it was proper to ice car, though 
it would not have been liable for damages resulting from carry- 
ing out shipper’s instructions.—lIbid. 

Measure of damages to shipper by icing of fruit car, con- 
trary to his instructions, after reconsignment to another destina- 
tion, where there was no market for so large a quantity of fruit, 
is difference between fair and reasonable market value thereof 
in sound, merchantable condition at nearest market and its fair 
and reasonable market value at same place in condition in which 
actually delivered.—Ibid. 

In action for damage to fruit by icing car, contrary to ship- 
per’s instructions, testimony as to size of car from copy of 
railway equipment register filed with Interstate Commerce Com- 
mission held inadmissible, where such document was not au- 
thenticated in accordance with interstate commerce act, sec. 
16-a, added by act June 29, 1906, sec. 6 (49 USCA, sec. 16-a; 
U. S. Comp. St., sec. 8585), or Ky. St., sec. 1636.—Ibid. 

Carrier’s waybill is no part of shipping contract, but merely 
a private paper issued by carrier for use or convenience of its 
own agents, and notations thereon as to icing in transit are 
inadmissible to vary contract or shipper’s written instructions. 

Ibid. 





CARRIAGE OF LIVE STOCK 
(Supreme Court of Arkansas.) Under Crawford & Moses’ 
Dig., sec. 8512, railroad acquiring property of another railroad 
against which damage was claimed for loss of hogs in shipment 
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becomes liable therefor, in that it succeeded to liabilities of 
such railroad, though it did not handle shipment.—St. Louis-San 
Francisco Ry. Co. et al. vs. McDonald et al., 299 S. W. Rep. 999. 

In action against railroads for loss of hogs in shipment, evi- 
dence relative to question of shortage of hogs on delivery held 
sufficient for jury.—Ibid. 

Evidence, in action against railroads for loss of hogs in 
shipment, basing damage on average value of remaining hogs, 
held sufficient on question of damage, though better method 
would have been to establish market value of hogs at time and 
place; it sufficiently appearing that market value for hogs de- 
livered was received.—lIbid. 

Under Crawford & Moses’ Dig., sec. 1176, authorizing action 
in any county in which defendant, or one of several defendants, 
resides, circuit court had jurisdiction of action against railroad 
sued jointly with another railroad having line of railroad within 
such district.—Ibid. 


| Shipping Decisions | 





Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





? 





(District Court, D., Maryland.) Where, after steamship ar- 
rived at destination and while cargo was still on board, fire 
broke out and master caused water to be poured into it, which 
damaged some of cargo, but resulted in extinguishing fire and 
saving ship and rest of cargo, such acts were within definition 
of general average acts, and steamship and owner and cargo 
became liable to contribute to general average for value of cargo 
damaged or destroyed; “general average’ being a contribution 
by several interests engaged in maritime adventure to make 
good loss arising from voluntary sacrifices of part of cargo or 
ship, in order to save residue of property or lives of those on 
board from an impending peril, or for extraordinary expenses 
necessarily incurred for common benefit and safety of all inter- 
— in adventure.—The Emilia S. De Perez, 22 Fed. Rep. (2d) 
585. 

Duty rests on master, as representative of shipowners, to 
make general average adjustments, even though custom has 
grown up of engaging adjusters for convenience sake.—Ibid. 

Owner of cargo, which has been partly destroyed in ex- 
tinguishing fire on ship, has right in personam against owner 
of ship for his full share of general average statement.—Ibid. 

Vessel is liable in rem. for its portion of general average 
loss, but no more, under principle that vessel is bound to cargo, 
and cargo is bound to vessel.—lIbid. 

A lien exists on the cargo, freight, and vessel for general 
average contribution.—Ibid. 

While courts of admiralty will not attempt to adjust com- 
plicated accounts, they will make some computations, and their 
jurisdiction is not limited to claims which have been liquidated 
or agreed on.—Ibid. 

Where libel against ship and shipowner alleged that de- 
posits under general average agreement for damage to libel- 
ant’s cargo caused by pouring water into ship to extinguish fire 
were collected by shipowner, and that certain amount was due 
under such adjustment, and that shipowner had not paid same, 
admiralty court had jurisdiction, since obligation did not become 
one for money had and received only, and lose its maritime 
nature.—Ibid. 

(District Court of Appeal, First District, Division 2, Cali- 
fornia.) Where bill of lading for shipment of dried fish by 
vessel recited that shipment was to be carried by “cool stowage, 
not refrigeration,’ evidence that vessel’s freight solicitor sub- 
sequently stated in conversation with shipper that it would come 
under refrigeration held not to show novation.—Atlantic Fish 
Co. vs. Dollar S. S. Line, 261 Pac. Rep. 729. 

Where bill of lading for shipment of dried fish recited that 
shipment was to be by cool stowage, statement of vessel’s 
freight solicitor to shipper that shipment would come under 
refrigeration held not to constitute oral contract superseding 
bill of lading, where bill of lading was not mentioned and alleged 
oral agreement was not executed.—lIbid. 

A bill of lading is a receipt and also a contract of carriage 
between parties.—Ibid. 

As a contract of carriage between parties, a bill of lading 
can, under Civ. Code, sec. 1698, only be altered by a contract 
in writing or an executed oral agreement.—Ibid. 

Notice by defendant that it intends to and will on named 
day move that new trial be granted, being a combination of 
notice of intention to move for new trial and notice of motion 
tor new trial, held not erroneous practice.—Ibid. 

Order granting motion for new trial on ground of insuffi- 
cient evidence held not to be at variance with Code Civ. Proc., 
sec. 656, subd. 6, authorizing new trial for insufficiency of evi- 
dence to justify verdict.—Ibid. 























































































Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(Circuit Court of Appeals, Second Circuit.) Claim for de- 
murrage, collected by the Director-General of Railroads and paid 
to him by claimant, is one against the United States.—Knicker- 
bocker Fuel Co. vs. Mellon, Director-General of Railroads, etc., 
22 Fed. Rep. (2d) 500. 

Transportation act 1920, sec. 206 (a), being 49 USCA, sec. 
74 (a), Comp. St., sec. 100711%4cc (a), authorizing an action 
against agent of the President within a certain time, constituting 
the only consent given by the United States to suits against 
itself arising from federal control after passage of the act, is 
strictly confined to its language, and does not, properly speaking, 
constitute a “statute of limitations,’ so that mutual mistake 
does not toll its operation.—Ibid. 

(Circuit Court of Appeals, Sixth Circuit.) Under interstate 
commerce act, sec. 5, par. 2, as amended by transportation act 
1920, sec. 407 (49 USCA, sec. 5 (Comp. St., sec 8567)), which 
empowers the Interstate Commerce Commission to permit con- 
solidation of railway properties through lease or purchase of 
stock, whenever it is of opinion that it is “in the public interest,” 
and on such terms as are “just and reasonable in the premises,” 
on the hearing of an application for such consolidation the 
Commission has power, and is required, to consider the rights 
of minority stockholders.—Cleveland, C., C. & St. L. Ry. Co. 
et al. vs. Jackson, 22 Fed. Rep. (2d) 509. 

Pending application to the Interstate Commerce Commis- 
sion for approval of a proposed lease of a railroad system by 
another, under interstate commerce act, sec. 5, par. 2, as 
amended by transportation act 1920, sec. 407 (49 USCA, sec. 
5 (Comp. St., sec. 8567)), until which approval the lease cannot 
be effective, it is not the province of a court of equity to inter- 
fere by injunction, at suit of a minority stockholder, who has 
a remedy by review in the courts of the action of the Commis- 
sion, and with the effect of rendering nugatory any favorable 
action of the Commission.—Ibid. 

(Supreme Court of Illinois.) Railroad companies are re- 
quired to pay fees for permission to increase capital stock 
under corporation act 1919 (Smith-Hurd Rev. St. 1925, c. 32), 
sec. 96, equally with that paid by other public utility corpora- 
tions, though such section does not in terms so require, and 
notwithstanding that fees act 1895 (Hurd’s Rev. St. 1915-1916, 
c. 53), after repeal by public utilities act (Hurd’s Rev. St. 1915- 
1916, c. llla), sec. 31, was reenacted by the amendment in 
1917 to section 31, Laws 1917, p. 646, in so far as it related to 
fees for permission to increase capital stock of railroad com- 
panies.—Chicago & E. I. Ry. Co. vs. Emerson, 158 N. E. Rep. 857. 

Interstate commerce act, sec. 20a (49 USCA, sec. 20a (U. S. 
Comp. St., sec. 8592a)), held not to defeat jurisdiction of state 
to require railroad company to pay fees for permission to in- 
crease capital stock in accordance with corporation act 1919 
(Smith-Hurd Rev. St. 1925, c. 32), sec. 96, in that such section 
was intended only to regulate and control issue and sale of 
securities after organization of railroad, and did not interfere 
with power of state to assess fee for granting or consenting to 
change in charter.—Ibid. 

A tax under corporation act 1919 (Smith-Hurd Rev. St. 1925, 
c. 32), sec. 96, against railroad company for permission to in- 
crease capital stock, being applicable only to domestic corpora- 
tions for privilege of incorporation or of amending charter pro- 
visions, is not a tax on property outside state, so as to con- 
stitute a burden on interstate commerce or an offense against 
the due process clause of state or federal constitution.—Ibid. 


I. C. ACTS AND DECISIONS 


The Trafic World Washington Bureau 


The Senate has adopted S. Res. 17 requiring the Commis- 
sion to prepare a manuscript covering the text of those provi- 
sions of law administered by it or that affect its work, powers or 
duties, and digests of pertinent decisions of the Commission and 
the federal courts. The resolution is a substitute for S. Res. 
334, adopted at the last session of Congress. Modifications in 
the requirements of the resolution were made at the suggestion 
of the Commission. 

Senater Jones, of Washington, raised a question as to the 
power of the Senate to require the Commission to do something 
that would incur considerable expense. He expressed the view 
that a joint resolution of both houses of Congress would be 
-necessary. 

“IT have no objection to the resolution,” said Senator Jones, 
“except it does seem to me that we have not any authority by 
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a mere Senate resolution to authorize the Interstate Commerce 
Commission or any other governmental body to go to consid. 
erable expense in preparing matter for publication.” 

Senator Fess said the Senate had frequently asked for re. 
ports from various departments of the government. Senator 
Jones made the following reply: 


Yes; but I do not remember of our ever having asked for any- 
thing like this. This resolution requires the commission, if it requires 
anything, to proceed to gather together in manuscript form all the 
provisions of law administered by the commission or which affect the 
Commission’s work, powers, or duties, and decisions of the federal 
courts and of the Commission. The resolution also provides that the 
publication must be ‘suitably annotated as the Commission deems 
to be of public interest and value with digests, following each section 
or paragraph of pertinent decisions of the federal courts;’’ and all 
that sort of thing. I think that is very desirable and I should be 
glad to get such a work. All that I had in mind, however, was that 
we ought not to ask the Commission to do a thing like that by a mere 
senate resolution. We can not authorize the Commission to do 
anything of that kind; we can not authorize the expenditure of money 
for that purpose. It takes the concurrent action of the two houses 
to do that. 


Senator Fess said he assumed the Commission itself could 
proceed to collect or assemble the information called for if it 
thought that it was important, but could not print it unless 
authority were granted. 

“I doubt very much if it could do that without authority of 
Congress,” said Senator Jones, “but I do not make any point 
about that. I am not going to object to the resolution, but it 
does seem to me that we are going quite a long way in directing 
—for that is what it is—the Interstate Commerce Commission 
to prepare a very extensive publication such as is contemplated 
by the resolution.” 

It is planned to print the manuscript as a Senate document. 
The Commission has done considerable work on the manuscript 
under the original resolution. Senator Fess said the work was 
fifty per cent completed. 


MONEY FOR MEDIATION BOARD 


The Trafic World Washington Bureau 


An appropriation of $347,902 for the Board of Mediation for 
the fiscal year ending June 30, 1929, was recommended by the 
House committee on appropriations in the independent offices 
appropriation bill. That was the amount recommended by the 
Bureau of the Budget and was $42,098 less than the appropria- 
tion for the current year. 

Members of boards of arbitration that are appointed under 
the railway labor act are paid from $50 to $100 a day and their 
out-of-pocket expenses for travel and subsistence, according to 
testimony given before the committee by Samuel E. Winslow, 
chairman of the Board of Mediation. He said the minimum cost 
of an arbitration proceeding had been $228.25 and the most ex- 
pensive one $14,606.80. The bill carries $80,000 for expenses of 
arbitration boards. 

Chairman Winslow said arbitrations were “booming” and 
urged that the $80,000 be made available for use on passage of 
the bill. The committee acceded to that request. 

“We have found that instead of having boards of three, 
which the law permits, for several reasons, some of them ob- 
vious and some of them not so obvious, it seems to please a 
great many of the interested parties in a case to have six arbi- 
trators,” said Chairman Winslow. 

The board now has available $33,000 for arbitration ex- 
penses up to July 1, 1928, according to the testimony. 

“We feel that there is quite a likelihood of our getting stuck 
for money on the balance that we now have to pay for arbitra- 
tions until July 1, 1928,” said Chairman Winslow. 

Chairman Wood of the committee asked about strikes. 
Chairman Winslow said there had not been a strike since the 
railway labor act was passed. He said there had been three 
or four strike votes taken, that not one of them had been offi- 
cially counted, he believed, and that none had resulted in the 
calling of a strike. Continuing, Chairman Winslow said: 


As to the strike, however, I think it fair to the situation and to 
the law and to congress and to the people of the country to say that 
none of these strike votes appeared to our board to have been taken 
through any desire whatsoever to have a strike; but the arrangements 
between the carriers and the employes and the law are such that 
taking a strike vote is a move of last resort, and in accordance with 
the methods which have been accepted through labor organization 
operations for many years. A strike vote is, of course, significant, 
but I have learned in the last year what I did not know before, and 
that is that it does not necessarily mean that a strike is going to be 
called, but as resorted to in our experience as a board the taking of 
a strike vote has amounted to nothing more than a referendum of 
certain subject items to the employe organization membership. It may 
be an unfortunate word. I think a great many people and many 
leaders of labor organizations are getting to a point where they feel 
that there is an odium attached to the too frequent and indiscrim- 
inate use of the word “strike.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 








wm 


es = ene Oe PD oo 


ee ae ee 





No. 3 


merce 
consid- 


for re- 
enator 


r any- 
equires 
all the 
ect the 
federa] 
hat the 
deems 
section 
and all 
uld be 
4S that 
a mere 
to do 
money 
houses 


could 
r if it 
unless 


rity of 

point 
but it 
ecting 
lission 
plated 


lIment. 
script 
kK was 


) 


Bureau 


on for 
yy the 
Offices 
yy the 
opria- 


under 
their 
ng to 
islow, 
1 cost 
St ex- 
ses of 


? and 
ge of 


three, 
n ob- 
ase a 

arbi- 


A 6ex- 


stuck 
bitra- 


rikes. 
2 the 
three 
1 offi- 
1 the 


nd to 
' that 
taken 
nents 
that 
with 
ation 
icant, 
, and 
to be 
ng of 
m of 
may 
many 
’ feel 
-rim- 


ffice 
1ent 
r to 








January 21, 1928 





MONEY FOR COMMISSION 


The Trafic World Washington Bureau 


An appropriation of $7,654,745 for the Commission for the 
fiscal year ending June 30, 1929, was recommended to the 
House by the committee on appropriations in the bill carrying 
appropriations for the executive and independent offices of 
the government. This is $326,569 less than the 1928 appro- 
priation for the Commission. The budget estimate was 
$7,642,337. 

The committee recommended appropriations for the Com- 
mission in accordance with the estimates submitted in the 
pudget, with but two exceptions. For the bureau of locomotive 
inspection, the committee recommended the sum of $493,856, or 
$2,408 in excess of the budget estimate, and $265,000 for print- 
ing and binding, $10,000 in excess of that estimated in the bud- 
get. 

“The work of the Commission is increasing and the volumes 
of decisions are essential not only to the work of the Com- 
mission but to those engaged upon pending matters, and the 
committee is of the opinion that sufficient funds should be ap- 
propriated to make these decisions available,” said the com- 
mittee, continuing as follows: 


For the general expenses of the commission the sum of $2,564,500 
is recommended to be appropriated. This sum is $103,900 more than 
the amount available for similar purposes for the current fiscal 
year and is made necessary by the increasing number of formal 
cases being filed before the commission. For the past several years 
the committee has increased this appropriation to provide for suffi- 
cient personnel to enable the commission to keep pace with the in- 
creased volume of work, but it has been found difficult to obtain 
competent employes, and the committee is of the opinion that the 
sum recommended is sufficient to meet the actual needs of the com- 
mission for the ensuing fiscal year. 


For the bureau of valuation the committee recommended the 
sum of $2,200,000 for 1929. It expressed gratification as to the 
primary valuation work of the Commission. It said that to 
bring the primary valuations down to date, it had again 
adopted a program in making appropriations that would enable 
the Commission to complete the work within the next three 
years. The primary valuation work is being completed under 
a three-year program to be finished by June 30, 1928. With 
respect to bringing valuations down to date, the committee said 
field examinations had been completed as to 214 roads with a 
mileage of 67,863, and that field examinations were in progress 
as to 47 roads, with a mileage of 81,604. 

The testimony of representatives of the Commission, taken 
in executive session, was made public when the bill was re- 
ported. This showed that Commissioner Esch had appeared 
before the committee on January 3 and that at that time he 
had not been advised of the recess appointment given him 
that day by President Coolidge. The commissioner said he 
appeared under peculiar circumstances in view of the fact that 
he had not been confirmed. 

“However,” said he, “the Commission has employed me in 
the capacity of special counsel for this and other purposes.” 

Mr. Esch, referring to an item of $15,000 for special coun- 
sel, said the Commission had employed Walter L. Fisher to rep- 
resent it in the O’Fallon recapture case. 

The committee was advised that there were then 19 vacan- 
cies in the Commission that would carry an expenditure of 
$46,000 if filled. He said the Commsision hesitated to fill these 
vacancies on account of the “state of the appropriation.” 


Mr. Esch told of the increase in the work of the Commission 
and submitted figures to support such testimony. For example, 
he said five years ago there were 1,953 formal cases pending 
while at the close of 1927 there were 2,808. Five years ago, 
said he, the number of pages of testimony in hearings totaled 
226,837, and in 1927, the total was 289,870. The number of 
printed pages of reports five years ago totaled 6,444, while in 
1927 the total was 12,276. 


Representative Wood, of Indiana, chairman of the _ sub- 
committee in charge of the bill, asked why there was an in- 
crease in the filing of complaints. 


“I think it is due to several causes,” said Mr. Esch. “With- 
in recent years, practically every town of any importance, of 
say, 5,000 or more population, has had a board of trade, 
chamber of commerce, or similar organization. The majority if 
if not all of them employ a traffic manager or traffic expert 
whose duty is to see that the rates to and from their communi- 
ties are just and reasonable as compared with the rates to and 
from points in the neighborhood or in the same territory.” 

Mr. Wood asked if the Commission did not find that “a 
lot of those complaints” had no foundation in fact and “are 
the result of some busybody wanting to make some showing 
that he is trying to do something?” 

Mr. Esch said the percentage of complaints that were 
dismissed were relatively small. 

“The increase of business throughout the country and the 
increase of competition as between industries, between indi- 
viduals, and between commodities, also, is largely accountable 
for the increase in complaints,” said he. 
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Cost of Hoch-Smith Investigation 


Mr. Esch called attention of the committee to the fact that 
neither the Hoch-Smith resolution nor the Hawes resolution 
(requiring compilation of interstate commerce law and deci- 
sions) carried any appropriation for their administration. He 
said when the Hawes resolution was originally passed the Com- 
mission asked for a supplemental estimate of $25,000 to carry 
out that resolution and also submitted the matter to the Comp- 
troller General. 

“We were advised that it was contrary to the President’s 
financial program to permit the supplemental appropriation to 
be made, that the work should be done by the Commission and 
the expense met out of our general appropriation,” said he. 

The Commission, up to January 1, 1928, had _ spent 
$15,462.50 under the Hawes resolution, said he, adding that the 
expense would go on until the work was completed. 

Under the Hoch-Smith resolution, said Mr. Esch, the Com- 
mission spent $19,063.44 in 1925; $29,581.16 in 1926, and in 1927, 
$89,448.52, or a total up to January 1, 1928, of $138,093.12, “all 
of which has been taken from our general appropriation.” 

“This will be a continuing expenditure,” said he, “because 
there are many other basic commodities than those which we 
have already undertaken to investigate. As I stated, the Hoch- 
Smith resolution did not carry an appropriation for its own 
administration.” 

The following is from the record of the testimony, showing 
questions asked by committee members and the answers of 
Mr. Esch with respect to the Hoch-Smith investigation: 


Mr. Summers. What has it so far accomplished? 

Mr. Esch. As I say, we have now 12 or 13 great investigations 
under way. 

* Mr. Summers. I mean in the way of freight rate reduction. 

Mr. Esch. Those investigations are of such wide extent that we 
have not as yet concluded any one of them. As soon as they are 
concluded the commission will undertake to determine the rate struc- 
ture, so far as it is applicable to those particular commodities or 
classes of commodities. 

Mr. Wood. Is it not possible that the conditions may so change 
that whatever conclusions you may have reached in the earlier part 
of the investigation will be worthless by the time you get through? 

Mr. Esch. That depends on what interpretation you give to the 
expression in the Hoch-Smith resolution, ‘‘depression.’’ The resolu- 
tion says, “Owing to the existing depression in agriculture.’’ That 
was in February of 1925. Of course, there have been some changes 
in those conditions since that time, but they fluctuate with the sea- 
sons. 

Mr. Vinson. When do you think you will finish those inquiries? 

Mr. Esch. You mean those that are already started? 

Mr. Vinson. Yes. 

Mr. Esch. Two or three of them have reached the point where 
the hearings in the field have been concluded. Others have become 
well advanced. The one on furniture has not yet been started, but 
it is about to start. 

It has required a great deal of time on the part of the commis- 
sioners and of our staff to carry on these very elaborate investiga- 
tions. 

Mr. Summers. Following up Mr. Wood’s question, may not finan- 
cial conditions, the labor situation, the wage scale, and so on nullify 
much of what you are doing at this time by the time you may reach 
pow 4 point where you will actually readjust rates in behalf of agri- 
culture? 

Mr. Esch. No. We have been carrying on the investigation of 
grain and grain products, and also of livestock. Those two are being 
carried on at the same time. From the survey which we shall make 
as to agricultural products, including livestock, we hope to get a com- 
plete picture of the whole United States. 

Mr. Summers. What I want to get at is this, when is this going 
to be translated into benefits 


Mr. Esch (interposing). Reduced rates? 


Mr. Summers (continuing). For agricultural and stock raisers? 

Mr. Esch. You probably can appreciate the fact that we might 
not be able to make a decision as to a reduction on agricultural prod- 
ucts and livestock until we complete our investigation into these 
other basic commodities, because if there is to be a general reduc- 
tion on agricultural products, including livestock, in order to main- 
tain the revenues of the carriers and in order to maintain an ade- 
quate system of transportation, we may have to make increases on 
these other commodities. 

Mr. Wood. At the same time you are making this survey with 
reference to the agricultural situation, looking to its relief, you also 
have to take into consideration the increased cost to the carriers, 
have ydu not, on account of increased wages, etc.? 

ai = Esch. Of course, all those things are factors to be con- 
sidered. 

Mr. Wood. I notice that all over the country they are increas- 
ing the wages of railroad men. 

Mr. Esch. Yes; under decisions of the mediation board and the 
boards of arbitration. All those are factors. 

Mr. Vinson. Could you approximate the time when the inquiries 
will be finished? 

Mr. Esch. I could not. 

Mr. Vinson. I mean the inquiries now under way. 

Mr. Esch. In one or two of them the hearings have been con- 
cluded. The preparation of reports for consideration by the commis- 
sion will be the next thing in order. 

Mr. Vinson. Do you think they will be finished within five years? 

Mr. Esch. Yes; I hope so. You mean as to those that have al- 
ready been started? 

Mr. Vinson. Yes. 

Mr. Esch. Yes. 

Mr. Vinson. But you are unable to give any approximate time of 
completion? 

Mr. Esch. I would not want to bind the commission by a state- 
ment as to that, although I will say that we are devoting our ener- 
ars to the prosecution of these inquiries under the Hoch-Smith reso- 
ution. 

Mr. Vinson. I would not understand that it would bind the com- 
mission; but have you any judgment as to the time when it will be 
completed? 

Mr. Esch. It may be we might within the year be able to con- 
sider in full commission the records in one or two of the cases where 
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the hearings have been concluded, but I would not want to be more 
definite than that. 

Mr. Summers. 
try? 
Mr. Esch. No; these inquiries are practically country wide. 

Mr. Summers. I do not quite understand what it is that you 
refer to that has been completed. 

Mr. Esch. The iron and steel hearings have been concluded. 

Mr. Summers. But you could not pass on iron and steel until 
you have all the others ready to pass on at the same time. 

Mr. Esch. We would not make it final, because we have to co-or- 
dinate all these things. When we do that we may have to delay a 
final decision in one inquiry until we get more of the facts about the 
other. 

Mr. Wason. As I gleaned from your testimony, the thing that is 
handicapping the commission most of all is lack of funds with which 
to prosecute these investigations. 


You mean as pertains to one section of the coun- 


Mr. Esch. I am coming to that in a moment, if you will allow 
me. 

Mr. Wason. Certainly. 

Mr. Esch. I stated that the total amount expended under the 


Hawes resolution and the Hoch-Smith resolution $153,555.62, 


taken out of our general appropriation. 


was 


Mr. Esch said, referring to the 2,808 cases on the formal 
docket, that with its present force it would take the Commission 
23 months to dispose of those cases, working at the rate it had 
been working for the last year and a half, and that in the 
meantime there would have been filed 2,500 new cases. 

“One reason why our output of formal cases has not been 
more than it has recently is on account of the fact that we 
have no less than 16 of our old, experienced examiners who 
are devoting practically all of their time to the consideration 
and to the hearings of these parts of docket 17,000, under the 
Hoch-Smith resolution,’ said Mr. Esch. “Eight of them are 
devoting part of their time to it, and we have three experienced 
examiners who are devoting their entire time to the Hawes 
resolution.” 

Mr. Esch said the figures submitted meant that a total of 
27 of the Commission’s experienced examiners were working 
under Hoch-Smith and Hawes resolutions—practically one- 
fourth of the Commission’s total examiner force. 

Although the number of examiners had been increased to 
116, the allocation of the old, experienced examiners to the 
work indicated “leaves us as to our routine work practically 
where we were before,” said he. 

“Supposing by the time you have completed these (Hoch- 
Smith) investigations, extending over a great number of years, 
the Commission decides that there is no agricultural depres- 
sion,” said Mr. Summers. “Then what comes of all this in- 
vestigation and rearrangement of freight rates?” 

“T think there will be some good results, because never 
heretofore has the Commission given consideration, country- 
wide, to the rate structure, as to basic commodities,” said Mr. 
Esch. 

“I think when we do that, and have a complete picture, for 
instance, as to one given commodity, we can so adjust rates as 
to avoid many inconsistencies and incongruities, not merely in 
the classification of that commodity, but also in its relation- 
ship to other commodities.” 

“Undoubtedly it would not result in increased rates,” said 
Representative Vinson. 

“When was the Interstate Commerce Commission 
ized?” asked Mr. Wood. 

“In, 1887,” said Mr. Esch. 

“In 1873 there was a greater agricultural depression than 
there is now, by far,” said Mr. Wood. “That righted itself 
without any investigation of this character.” 


Mr. Wood added that oats were selling for 10 cents a 
bushel, and other commodities at equally low figures, and the 
farmers were in a more deplorable condition. 


“Of course,” he continued, “they did not have automobiles 
and things of that kind to contend with, but that condition 
righted itself without such an expenditure of money.” 

“Of course, you realize, gentlemen, that we are simply the 
agents of Congress to carry out its own resolutions,” said Mr. 
Esch. 

“Of course, I realize that,’ said Mr. Wood. “But on the 
whole, there is a lot of this legislation that costs a whole lot of 
money, the result of which, to my mind, is nil, and this is one 
of those pieces of legislation.” 

It was noted in the record that the actual expenditure of 
$138,093.12 under the Hoch-Smith resolution did not include any 
expense for the time of the commissioners and the secretary 
and their respective offices in the handling and the considera- 
tion of the subject. Following are additional questions and 
answers on the Hoch-Smith resolution: 


organ- 


Mr. Summers. From this complete investigation over the coun- 
try presumably will come a more equitable distribution of freight 
rates? 

Mr. Esch. That is our hope. 
cation for the expense. 

Mr. Wason. If it so happens. 

Mr. Esch. Well, let us hope it may so happen; because I can 
not help but believe that with such a thoroughgoing investigation of 
these great basic commodities over the whole country we will be 
able to harmonize the rate structure better than it has been done 
before. The rate structure was primarily initiated by the carriers 
themselves, without probably full regard to the relationship with 
other areas or with other carriers. 

Mr. Wood. Is it not a fact, Mr. Esch, that this rate structure is 
constantly changing? 


That really ought to be a justifi- 
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Mr. Esch. I think if ought to, Mr. Chairman, because of the 
changing conditions of production and manufacture. ee 

Mr. Wood. That is the point about it exactly. A condition that 
you found when you commenced this investigation under the Hoch- 
Smith resolution may not obtain at all today, so that all the money 
you have spent in five years is simply a waste today. . 

Mr. Esch. No; because as a result of the investigation we will 
be able to make a classification of the various commodities, and jf 
you make a classification, that is more or less stable throughout the 
country. 

Mr. Summers. And this is the first time that such an investi- 
gation has ever been made upon which to base freight rates? 

Mr. Esch. This is the first time a country-wide investigation of 
this kind has :ver been made. | Y ; 

Mr. Vinson asked if the inquiry was being prosecuted as to 
coal. Mr. Esch said not under No. 17000. He said there had 
been and were coal cases covering wide areas and “that struc. 
ture, we hope, is getting to be more or less stabilized.” 

Mr. Esch said the Commission had asked the bureau of 
the budget for $2,645,000 for general purposes and that the bud- 
get cut it $81,100. He expressed the hope there would be no 
further cuts. 

In a discussion of the employment of Mr. Fisher as special 
counsel in the O’Fallon case, Mr. Wood indicated that he 
thought the government had enough lawyers to look after cases 
without the employment of special counsel. Mr. Esch defended 
the employment of special counsel on the ground of magnitude 
of the O’Fallon case and “ample legal ability of carrier counsel.” 

Commissioner Lewis testified as to the valuation work, the 
progress being made, and various matters relating thereto. 


RAILROAD BILLS INTRODUCED 


Senator Trammell, of Florida, has introduced S. 2508, a bill 
providing that freight, express, and passenger rates sfNall not 
be increased without authority of the Commission and that 
shippers shall be given at least 60 days’ notice of hearings on 
applications for increases of rates. 

Representative Shallenberger, of Nebraska, has introduced 
H. R. 9189, a bill to repeal section 15a of the interstate com- 
merce act, and providing that “hereafter all charges, rates and 
fares of carriers subject to the interstate commerce act greater 
than were in force on August 25, 1920, shall be unlawful.” The 
bill provides also that the act shall not operate to increase any 
rate, fare or charge above what same was prior to its passage, 
and that the Commission shall hereafter have authority to 
change any particular rule, rate, fare or charge which may be 
found not to be just, reasonable, and in conformity with the 
value of the service rendered. He has also introduced H. R. 
9193, a bill to prohibit the collection of the so-called Pullman 
surcharge. 

Representative Montague, of Virginia, has introduced H. R. 
9290, a bill to amend the Elkins act to make unlawful, and to 
provide penalties for, fradulent dealings in passenger transpor- 
tation tickets, passes, or other evidence of passenger trans- 
portation. 

Representative Shallenberger, of Nebraska, has introduced 
H. R. 9191, a bill to amend the fourth section of the interstate 
commerce act to forbid fourth section departures on account of 
water competition, provided that authorizations for such depar- 
tures lawfully in effect at the time of the passage of the act 
shall not be required to be changed except on further order of 
the Commission and that the amendment shall not apply to 
rates on import or export traffic, including traffic coming from 
or destined to a possession or dependency of the United States. 
He has also introduced H. R. 9190, a bill to amend section 26 of 
the interstate commerce act with respect to. holding railroad 
officials liable for negligence in accidents attributable to failure 
to comply with automatic train-control orders of the Com- 
mission. 


STATE COMMISSIONS OPPOSED 


A special committee of the National Association of Railroad 
and Utilities Commissioners this week expressed opposition to 
any action of Congress that might result in an invasion of state 
rights or the substitution of national for state control of utili- 
ties, particularly as to light and power companies. It expressed 
that opposition in a hearing before the Senate interstate com- 
merce committee on a resolution offered by Senator Walsh, of 
Montana, for an investigation of utilities by the committee. The 
investigation resolution is based on allegations about a “power 
trust” and the suggestion that states cannot control it. The 
existence of such a combination is denied. 

The special committee is composed of Lewis E. Gettle, of 
the Wisconsin commission; William A. Prendergast, of the New 
York commission; W. D. B. Ainey, of the Pennsylvania body; 
Charles E. Gurney, of Maine; Amos A. Betts, of Arizona; and 
H. H. Corey, of Oregon. 

On behalf of the state commissions the committee challenged 
a statement made by Senator Walsh in which he made sugges- 
tions regarding the proper functioning of state commissions, 
Mr. Gettle, as chairman of the committee, being the speaker. 
Mr. Gettle said the state commissions were not opposed to giv- 
ing relevant information concerning public utility regulation 
within the states but that they were opposed to any invasion, 
by the federal government, in any manner, of the rights of the 
states in the control and regulation of public utilities. 
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January 21, 1928 


MOTOR VEHICLE REGULATION 


Legislation by Congress covering motor vehicles operating 
interstate on public highways, both busses carrying passengers 
and trucks carrying freight, has been recommended by Attorney- 
Examiner Leo J. Flynn, in a proposed report in No. 18300, the 
Commission-initiated inquiry into motor bus and motor truck 
operation that has been going on for nearly two years. Flynn, 
after a voluminous recital of facts gathered in many hearings, 
summarizes his thoughts, as to what should be done with the 
new addition to the facilities of transportation, in thirty 
paragraphs. 

“There should be a wise, farsighted and definite coordination 
of all existing transportation agencies—land, water and air,” 
is his thirtieth or benedictory recommendation. Just before that 
he says public policy demands the fostering and preserving in 
full vigor of motor vehicle transportation as well as rail and 
water transportation. Section 500 of the transportation act, 
1920, he says, should be amended to include motor vehicle trans- 
portation in the declaration there made. 

He suggests a system of regulation in which original juris- 
diction shall be vested in such state regulatory bodies as notify 
the federal commission that they will act, with the federal body 
having original jurisdiction in states that do not notify it that 
they will accept delegation of authority to act under the federal 
statute. He also suggests joint state boards to act where the 
commerce to be regulated is carried on in two or more states. 

“Indian travois and canoe, ox cart, pack horse, Conestoga 
wagon, stage coach, canal barge, steamboat, steam railroad, elec- 
tric railway, motor vehicle, airplane—these words spell the 
progress of transportation in America,” says he, in beginning his 
report. In the course of his introduction to the report, the 
examiner said that in this country, a nation composed of many 
states, with many and sometimes conflicting interests, no other 
instrumentality had so served to preserve and maintain its poli- 
tical unity as its transportation system. He says the economic 
structure of the United States progresses almost directly in rela- 
tion to the development and efficient functioning of its trans- 
portation facilities, that the steam railroad prepared the way for 
the peopling of vast domains but that the first steam railroad 
enterprises met with opposition from existing forms of trans- 
portation and that the value and utility of the railroad, as an 
agency of commerce and transportation, was not immediately 
recognized. Continuing, he said: 


The era of railroad expansion marked the beginnings of great 
industrialization. Industrial centers were linked together and distri- 
bution throughout the vast areas of the country was made possible. 
Without such a transportation system the present industrial develop- 
ment could not have been attained. Then came the electric railway. 
There was needed, however, some agency Which would permit the 
fullest development of the country’s economic situation by permitting 
transportation and communication to reach remote communities 
through territory not able to support costly railroad facilities. This 
need has been supplied by motor vehicle transportation, flexible and 
composed of small units, so that many remote communities are now 
served by such agencies and enjoy the benefits of practically direct 
rail service. 

_ The invention of the steam expansion engine produced the steam 
railroad; the invention of the internal combusion engine brought forth 
the motor vehicle. The first patent for an internal combustion engine 
for the propulsion of a vehicle was granted in the United States in 
1895. In that year four passenger cars were produced in the United 
States. By 1904, 22,419 passenger cars and 411 motor trucks were 
produced. The output of motor vehicles increased by leaps and bounds 
until in 1920 it was about 1,900,000 passenger cars and 321,789 trucks. 
The total registration in the United States in that year was 8,225,859 
passenger cars and 1,006,082 truck. In 1926, the registration of passen- 
ger cars was 19,237,171, and of trucks, 2,764,222. 


Reasons for the Investigation 


Prior to March 2, 1926, state regulatory bodies generally had 
assumed, in the absence of any federal legislation on the subject, 
regulatory control over the operations of motor busses and motor trucks 
engaged in interstate commerce and interstate operators were required 
to conform to the laws and regulations of the states in or through 
which they operated. On that date the Supreme Court of the United 
States handed down decisions holding that state regulatory bodies 
could not restrict the operation of motor busses or motor trucks 
engaged in interstate commerce where such regulation was not pri- 
marily with a view to safety or to conservation of highways. Buck 
vs. Kuykendall, 267 U. S. 307; Bush Co. vs. Maloy, 267 U. S. 317. No 
regulation has been exercised over interstate commerce by motor 
busses or motor trucks not used in terminal service in connection with 
rail transportation since these decisions were rendered. Several bills 
providing for the regulation of interstate commerce by motor busses 
and motor trucks operating as common carriers on public highways 
were introduced at the 69th session of Congress. Steam railroads and 
electric railways had entered into the field of motor transportation 
either directly or through subsidiaries as supplementary to their rail 
operations; a number of railroads had filed applications with the 
Commission for permission to abandon portions of their lines, alleging 
as one of the reasons, loss of passenger or freight revenues by reason 
of motor bus or motor truck competition. The legality and propriety 
of arrangements under which motor busses or trucks are operated by, 
or in connection with carriers subject to the interstate commerce act 
had arisen in formal cases before the Commission and otherwise. In 
formal complaints had been received from passengers who had en 
gaged transportation for interstate travel by motor vehicle from irre- 
sponsible operators who failed to carry out their contracts. Consid- 
ering these matters, as well as the rapidly increasing importance of 
motor transport, the Commission, on June 15, 1926, entered upon an 
Investigation on its own motion into and concerning the general 
question of the operation of motor busses and motor trucks by, or 
in connection or competition with, common carriers subject to the 
interstate commerce act. The scope of the investigation included 


THE TRAFFIC WORLD l 


7 


So | 





the legality and propriety of the arrangements under which motor 
busses and trucks are operated by, or in connection or in competition 
with, carriers subject to the act; the rates, fares and charges for 
such services, and the provisions for filing schedules thereof and the 
extent to which the traffic and the revenues of the carriers subject 
to the act are affected by the operation of motor busses and trucks. 

In the course of the investigation hearings were held at Chicago, 
Tll., St. Paul, Minn., Portland, Ore., San Francisco, Calif., Los An- 
geles, Calif., Denver, Colo., Detroit, Mich., Boston, Mass., New York, 
N. Y., Asheville, N. C., Dallas, Tex., Kansas City, Mo., and Wash- 
ington, D. C. At these hearings more than 5,000 pages of testimony 
was given by over 400 witnesses. The evidence, including 403 ex- 
hibits, largely of a statistical nature, covers practically every phase 
of transportation by motor bus and motor truck throughout the 
United States. 

The witnesses included federal, state, county and municipal offi- 
cials, railroad executives, operators of motor busses and motor trucks, 
farmers, livestock men, manufacturers, shippers, representatives of 
state regulatory bodies, motor bus and motor truck associations, 
chambers of commerce, traffic associations, farm bureaus, highway 
commissions and the automotive industry. 

The Commission’s authority for making the investigation is based 
upon provisions of the interstate commerce act: (1) The Commis- 
sion has authority to investigate hte manner in which common car- 
riers subject to its jurisdiction are doing business, and (2) the Com- 
mission is authorized, and, in fact, is directed, to make such recom- 
mendations annually to Congress on matters pertaining to the regu- 
lation of interstate commerce as it may deem necessary. 


The report is divided into sections under the following cap- 
tions:—Motor busses—interstate operations; length of motor bus 
haul; motor license fees and taxes; motor bus capacities; motor 
bus fares; cost of motor bus operation; motor bus service, “wild 
cat” operations; subterfuges practiced by some motor vehicle 
operators to escape regulatory control by state authorities; 
brokerage in interstate transportation of passengers by motor 
carriers; consolidation of motor bus lines; motor trucks; classi- 
fication of motor trucks; length of motor truck haul; motor truck 
service; motor truck rates; motor truck capacities; commercial 
truck transportation; motor truck interstate tonnage; motor 
truck operating costs; common carrier fees and taxes on motor 
trucks; transportation of livestock by motor truck; transporta- 
tion of milk by motor truck; store door delivery and terminal 
congestion; motor bus and truck terminals; effect of weather 
conditions on motor carriers’ schedules; interstate commerce 
by motor vehicles over Delaware River Bridge and through 
Holland vehicular tunnel; transportation of foreign commerce by 
motor vehicles; development of new areas and new business as 
result of motor carrier transportation; steam railroads the back- 
bone of nation’s transportation system; motor bus and motor 
truck operation by or in connection or in competition with steam 
railroads; motor bus; motor trucks; decrease of passenger rev- 
enue—steam railroads; decrease in L. C. L. traffic; effect of 
growth of automobile industry on freight revenues of railroads; 
short lines; electric railways; railroad abandonments and cur- 
tainment of train service and their relation to motor carrier 
transportation; joint rates, fares and charges and through traffic 
arrangements between carriers subject to the interstate com- 
merce act and motor carriers; section 15A and its relation to 
operations of motor carriers; express companies; transportation 
of explosives and inflammables by motor vehicle; motor carriers 
are subject to bills of lading act; Clayton anti-trust act and its 
relation to motor carriers; legislation proposed for the regula- 
tion of interstate commerce transported by motor vehicles on 
highways in the Sixty-Ninth Congress; public interest is para- 
mount in regulatory legislation and administration; certificates 
of convenience and necessity; liability insurance and indemnity 
bonds for common carrier motor operations; power of Congress 
under commerce clause; original jurisdiction over motor vehicles 
operated in interstate commerce should be vested in state regu- 
latory bodies, with appeal to the Interstate Commerce Commis- 
sion; and cooperation between state commissions and Interstate 
Commerce Commission. 


Appendices to the report summarize the decisions of the 
courts on the subject of motor vehicle, to the returns made by 
the railroads and others to the Commission’s questionnaire about 
motor vehicle operations and statistics referred to in the report, 
in greater detail than shown in the report. The summary of 
thirty points made by Attorney-Examiner Flynn show, in out- 
line, the things he said under the captions hereinbefore 
mentioned. 


Broadly speaking, the report shows that there is no uni- 
formity in rates, fares and charges either by motor busses or 
motor trucks engaged in interstate commerce and that the 
operators have been too busy to keep adequate cost statistics. 
It shows that the motor vehicle has opened areas which hereto- 
fore have not had railroad service and developed new business. 
It further shows that the motor vehicle has hurt the railroads 
in their passenger and short haul freight business, particularly 
the L. C. L. business but that the business created by the auto- 
motive business, in so far as the trunk lines are concerned, 
has more than balanced the loss. That, however, the report indi- 
cates, is not the fact about short lines and electric lines, aban- 
donments of many short line railroads being attributable in part 
to the competition of the motor vehicle. 

“Steam railroads are, and, so far as can now be discerned, 
will remain, the backbone of the national transportation sys- 
tem,” says Mr. Flynn. “They alone can be relied upon for mass 
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transportation and long distance hauls of passengers and goods. 
. . . In 1926, the freight capacity of the steam railroads was 
111,450,000 tons and that of motor trucks about 3,066,000 tons. 
Steam and electric railways had a potential passenger-carrying 
capacity of 6,600,000. Automobiles, private and common carrier, 
had a passenger carrying capacity of about 70,390,000 passengers. 
. . . In 1925, the total freight ton mileage of the steam rail- 
roads was reported as 414,139,835,000 ton-mlies; ton-mileage of 
motor trucks as estimated by the Bureau of Public Roads was 
16,356,526,667 ton-miles over city streets and rural highways. 
If one-half of this ton-mileage was produced on rural highways 
it would represent but 1.9 per cent of the ton-mileage produced 
by the railroads in 1925.” 


Under the caption “public interest is paramount in regu- 
latory legislation and administration,” Mr. Flynn said: “Rail- 
roads have no more economic right to any traffic than had 
canals and stage coaches which opposed the construction of 
railways on the ground that they would take traffic already car- 
ried on canals and highways. But economically wasteful rival- 
ries which marked the past should be avoided, for, in the end, 
the public must pay.” That was by way of suggestion that the 
new facility of transportation should be allowed freedom in 
competition such as he said there was in the building and devel- 
opment of railroads for sixty years before any regulation 
of steam railroads was undertaken. In his summary, Mr. 
Flynn said: 


Transportation of passengers and property by motor vehicles 
operating over the public highways is a well-established, useful, and 
permanent factor in the nation’s transportation system. 

Steam railroads and electric railways are engaging more and more 
extensively, either directly or through subsidiaries, in motor vehicle 
transportation as supplementary to their rail operations to replace 
train operations or as feeders or distributing agencies. 

Carriers now subject to the act should be authorized_by law to 
engage in motor vehicle service over the public highways, directly 
or through subsidiaries, upon obtaining a certificate of convenience 
and necessity as provided in such law. 

. The revenues, expenses and investments and other statistics in- 
cident to motor vehicle operations by carriers now subject to the act, 
either directly or through subsidiaries, should be required to be 
regularly reported to the Commission and be declared by law as 
coming within the provisions of section l5a of the interstate com- 
merce act in determining net railway operating income under the 
provisions of that act. 

A more detailed classification of accounts adapted to the peculiar 
problems arising from motor carrier operations by carriers subject 
to the interstate commerce act, directly or through subsidiaries, 
should be adopted. 

Carriers subject to the interstate commerce act and their motor 
earrier operations should be authorized by law to participate in joint 
rates and through routes with common carrier motor bus and motor 
truck lines holding certificates of convenience and necessity from 
some regulatory body in substantially the same manner as they are 
now authorized to do with carriers now subject to the act. 

The problem of regulating motor vehicle operations in interstate 
commerce is a comparativley new one, and it is too early to attempt 
regulation by a rigid law. It seems wise, however, to lay down a few 
principles governing such operations at this time. 

The law should provide for the regulation of interstate commerce 
by motor vehicles operated as common carriers of passengers and 
property over public highways. 

Regulation should not include motor vehicles operated by the 
owners incidently to the conduct of their business. 

The motor vehicle operations of so-called ‘‘contract carriers’’ 
are not sufficiently standardized to make the regulation of such oper- 
ations in interstate commerce advisable at this time. 

Motor carriers operating in interstate commerce as common car- 
riers should be classified: (1) Those operating between fixed termini 
or over a regular route; (2) all other common carriers. 

Original jurisdiction in the administration of regulation over motor 
vehicles operating in interstate or foreign commerce as common 
earriers over the public highways should be vested in such state 
regulatory bodies as notify the Interstate Commerce Commission that 
they will act. The Interstate Commerce Commission should be dele- 
gated to act with original jurisdiction whenever a state board fails 
to notify the Commission of its acceptance of the delegation of 
authority to act under the federal statute, and until such notice is 
received. Joint boards composed of two or more state boards, or 
representatives of such state boards and of the Interstate Commerce 
Commission, when acting for a state board, should be authorized to 
act where the commerce is carried on in two or more states. 

The right of any party to appeal from the action of a state board 
or a joint board to the Interstate Commerce Commission should be 
preserved. 


Legislation for the regulation of motor vehicles operating as com- 
mon carriers over the public highways should provide as prerequisites 
io operation: 

(1) Certificate of convenience and necessity; 

(2) Liability insurance or indemnity bond or satis- 
factory assurance of financial responsibility which will 
insure adequate protection for the responsibility as- 
sumed in the transportation of passengers or property. 

The law should provide that in determining whether or not public 
convenience and necessity require the granting of a certificate to 
operate, reasonable consideration, among other pertinent matters, 
should be given to available transportation service by any other exist- 
ing transportation agency operating in the same territory, and to the 
effect which the proposed service may have upon any such existing 
transportation agency, the continued operation of which is important 
to the community served by it. 

The law should provide that the fact that an applicant for a 
certificate of convenience and necessity was in, bona fide operation 
on March 2, 1925, and continuously since then and at the time appli- 
eation is made shall be considered prima facie evidence as to the 
convenience and necessity of such operation. 

Transfer of certificates of convenience and necessity should be 
permitted with the approval of the issuing board. Revocation of a 
certificate should only be permitted under circumstances of com- 
pelling public necessity. 

As a condition to the exercise of rights granted with a certificate 
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of convenience and necessity the holder of the same should he 
required to undertake to furnish such additional service as the needs 
of the public might demand in the future. 

The law should require that rates be just, reasonable, not un- 
justly discriminatory, and not unduly preferential or unduly 
prejudicial. : 

Provision should be made for the filing of complaints against 
rates, practices or service of motor vehicles operating in interstate 
commerce over the public highways. The procedure upon hearing of 
such complaints should be substantially the same as the procedure 
at hearings upon complaints against steam railroads or electric 
railways. 

The regulatory boards should be vested with wide discretion in 
the administration of the law, particularly with respect to rates, fares 
and charges, accounting and filing reports, and in the making of 
rules and regulations for the regulation of motor vehicle operations 
and service. 

Broad discretionary powers should be given to the regulatory 
boards in the matter of exempting interstate motor vehicle opera- 
tions from any of the provisions of the law if such exemption would 
be in the public interest, as in the case of small operators who are 
giving transportation service important to the communities served, 
but who might be unable to continue operations if required to comply 
with all regulatory provisions on account of the additional expense 
involved. 

Brokerage in transportation of passengers for hire in interstate 
commerce by motor vehicles operated by a person or company not 
holding a certificate of convenience and necessity from a regulatory 
body covering such service should be prohibited. 

The issuance, interchange or exchange of free passes and free 
transportation by common carrier, motor carriers operating over the 
public highways in interstate commerce should be prohibited, except 
in substantially the same manner and to the same extent as provided 
for in the case of common carriers now subject to the interstate 
commerce act. 

Federal legislation for the regulation of commerce by motor 
vehicles should include the transportation of passengers or property 
to or from a foreign country, but only so far as such transportation 
takes place within the United States, in substantially the same manner 
and to the same extent as interstate commerce. 

The transportation of explosives and inflammables by motor 
vehicles in interstate or foreign commerce is prohibited by the trans- 
portation of explosives act, except and in the manner provided therein. 

The provisions of the bills of lading act are applicable to motor 
carriers operating in interstate or foreign commerce. 

The provisions of the Clayton anti-trust act relating to the busi- 
ness and transactions of common earriers are applicable to the 
business and transactions of motor carriers operating as common 
earriers in interstate or foreign commerce. 

Public policy demands the fostering and preserving in full vigor 
motor vehicle transportation as well as rail and water transportation. 
Section 500 of transportation act, 1920, should be amended to include 
motor vehicle transportation in the declaration of policy there made. 

There should be a wise, farsighted and definite co-ordination of 
all existing transportation agencies—land, water and air. 


The bus division of the American Automobile Association, 
in a statement to the public, asserts that the conclusions stated 
by Attorney-Examiner Leo J. Flynn in his report on motor 
vehicle operation clearly justify the stand of the 2,100 bus oper- 
ators affiliated with the association in favor of regulation, and 
give hope for early consideration of the nation-wide economic 
problem by Congress. The division thinks the Flynn report is 
one of the most comprehensive on the bus industry that has 
yet been prepared. 


SHORT LINES AND SECTION 15-A 


The Traffic World Washington Bureau 


The House committee on interstate and foreign commerce 
heard testimony January 17 of representatives of short line 
railroads in support of H. R. 8549, the bill to amend section 15a 
so as to exempt certain classes of short lines from the recapture 
provisions of the section. 

After the committee has completed consideration of pro- 
posed consolidation legislation, it will take up the question of 
general modification of section 15a as proposed in H. R. 8833, 
the bill introduced by Representative Newton, of Minnesota, and 
as proposed in the revised text of that bill as approved by the 
National Industrial Traffic League. 

Bird M. Robinson, president of the American Short Line 
Railroad Association, offered an amendment to H. R. 8549 so as 
to provide a basis of five years for recapture of excess earnings 
instead of on a basis of one year as now provided by the law. 
He said, however, he would not press consideration of that 
amendment at this time but would wait until the committee 
took up section 15a as an entirety with a view to modification 
thereof. 

So far as the short and weak roads were concerned, said 
Mr. Robinson, the recapture and loan provisions of section 15a 
had utterly failed. He said short lines had made payments 
into the recapture fund but had obtained no loans from that 
fund, and that no equipment had been purchased as provided 
by the section. He said if weak roads had the kind of collateral 
required for loans from the recapture fund, they could go in the 
open market and obtain money at less than 6 per cent, the 
percentage fixed in section 15a as the interest rate on loans. 
He also made the point that the carriers were not in need of 
cars. 

Mr. Robinson said a large number of short lines were seri- 
ously burdened by the recapture provisions and that they should 
be relieved from it. 

Ben B. Cain, vice-president and general counsel of the asso- 
ciation, pointed out that earnings of short lines fluctuated from 
year to year—that in one year earnings might be good due to 
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some special development along a given line and that then a 
slump in earnings would come. 

“What Congress intended to do was to give the weak car- 
riers bread; instead it gave’us a stone,” said he. 

Representative Cooper, of Ohio, raised the question of a 
line 200 miles long (the bill provides for exemption of lines of 
200 miles and less, with certain gross earnings, from the re- 
capture provisions) paralleling another line 250 miles long that 
would not be exempted. Mr. Cain said he did not see how the 
legislation could take care of every kind of railroad. 

Representatives Huddleston, of Alabama, and Burtness, of 
North Dakota, did not see why the classification of exempted 
roads was not based on net railway operating income rather 
than gross revenue. C. M. Oddie, regional vice-president of the 
association, representing Pacific coast roads, said net earnings 
were irregular and sporadic and that it was felt that gross 
earnings afforded the best measure with respect to classifica- 
tion. He referred to instances in which certain classes of lines 
had been exempted from provisions of law, as for example, 
exemption of lines of 100 miles or less from the provisions of 
the Adamson law. 

W. L. White, general manager of the Yosemite Valley rail- 
road of California, said his company would go bankrupt if the 
recapture clause were enforced against it. He told of several 
years in which the road had had such earnings as to bring it 
within recapture of excess earnings but said the accumulated 
deficit of the company was $1,366,000. 

Senator Caraway, of Arkansas, made a brief general state- 
ment as to short lines in Arkansas, in connection with the case 
of the Jonesboro, Lake City & Eastern that had excess earnings 
in 1922 and 1923 but poor returns in every other year. 


Mr. Cain gave illustrations of several lines that were subject 
to recapture in a given year, although they really were in poor 
financial condition. One road borrowed $50,000 from the govern- 
ment. The loan is past due and the company is being pressed 
for payment. Yet, said Mr. Cain, the road in 1923 had excess 
earnings of $170.38 and paid half that amount to the government, 
and the road was charged something over $4 for interest on 
account of delayed payment. Continuing, he said: 


These small roads, and there are hundreds of them, are unable 
to keep the sort of books and records that are required in the re- 
capture process. Most of them at the end of the year count up the 
money they have taken in, count up that which they have spent, 
find there is no cash on hand and the books are balanced. Continu- 
ance of the section as it now stands without any exemption of these 
little roads will mean that the Commission will have to send auditors 
out and practically keep their books. 


A number of representatives of short lines were heard 
January 18 when the hearing was concluded. The witnesses 
included George Janvier, general counsel of the Louisiana South- 
ern; T. L. Wilson, general counsel of the L. E. F. & O.; W. E. 
Brown, president of the Cowlitz, Chehalis & Cascade; J. E. Du- 
Pont, Jr., vice-president of the Pearl River Valley; A. T. Young, 
vice-president and general manager of the San Luis Central; 
W. M. Cannon, president of the Louisiana & Northwest; O. W. 
Tuckwood, general manager of the Trona Railway; J. A. Dem- 
eke, traffic manager and assistant to president of the Gideon 
& North Island; W. L. Sykes, president of the Grasse River rail- 
road; G. W. Peabody, general agent of the Gulf & Sabine River; 
J. A. Sisk, general manager of the Appalachian Railway, and 
Dawson Ditt, secretary and comptroller of the Mohassuck Val- 
ley. A statement prepared by W. V. Tompkins, assistant gen- 
eral attorney of the Prescott & Northwestern, was filed. The 
testimony dealt with particular situations faced by the short 
lines represented and reasons why they should be exempted 
from the recapture clause provisions. 


DEPRECIATION CHARGES CASE 

The Commission, in a notice to those concerned, in No. 
14700, depreciation charges of telephone companies; No. 15100, 
depreciation charges of steam railroads; and Ex Parte No. 91, 
general revision of accounting rules for steam railroads, says 
hearings in those cases will be resumed in Washington on 
March 14, before Commissioner Eastman and Examiner A. M. 
Bunten. The program will be as follows: 


No. 15100, presentation of further evidence in behalf of the 
steam railroads; No. 14700, presentation of evidence of telephone 
companies; Ex Parte No. 91, presentation of further evidence 
on behalf of interests other than steam railroads and cross- 
examination of witnesses; No. 15100, cross-examination of wit- 
nesses; and No. 14700, cross-examination of witnesses. 

Those desiring to cross-examine witnesses who testified at 
the previous hearing in No. 15100, the notice says, are requested 
to notify Examiner Bunten not later than February 11, giving 
the names of the witnesses they desire to cross-examine. 

The telephone companies and the bureau of accounts of 
the Commission, the notice says, have agreed upon changes they 
think should be made in the order heretofore entered in No. 
14700. They are circulating the stipulation containing the 
changes, which are not binding upon the Commission. Wit- 
nesses for the bureau and the telephone companies, the notice 
Says, will be prepared to explain the changes. 
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CONSOLIDATION LEGISLATION 


The Trafic World Washington Bureau 


Wilbur LaRoe, Jr., appeared before the Senate interstate 
commerce committee, January 13, for the Port of New York 
Authority, to ask that specific provision be made in the consoli- 
dation bill authorizing the Commission, to such extent as it 
might find the public interest required, to provide for the omis- 
sion from any system of any terminal railway properties, in- 
cluding main-line tracks for a reasonable distance outside the 
terminal; to provide for the inclusion of any such terminal rail- 
way properties in any system but subject to joint or common 
use, and to provide for the joint or common use of any railway 
properties so omitted or included, upon such conditions as the 
Commission might determine would insure such common use 
in the public interest. 

Mr. LaRoe said the Port of New York Authority was en- 
gaged in the co-ordination and unification of terminal facilities 
at the port of New York and had already made considerable 
progress in the direction of terminal unification. He referred to 
inclusion in the Cummins consolidation bill of provisions sim- 
ilar to those urged for inclusion in the Fess bill and said he 
thought it was partly as a result of “our efforts that there was 
included in that bill (Cummins bill)” the provisions referred to, 
but that they had been omitted from the Fess bill. He said 
there was no sound reason why the terminal facilities of the 
Central of New Jersey on the New Jersey shore, for example, 
should be turned over to any single trunk line system. 


“It is of the utmost importance,” said he, “that you authorize 
the Commission to attach such conditions to its findings in any 
consolidation or unification proceeding as will insure the com- 
mon use of terminal properties where the Commission finds 
such common use to be in the public interest.” 

Mr. LaRoe said the St. Louis situation was a good illustra- 
tion of joint terminal use; that there no carrier had a terminal 
monopoly. 

“The terminal problem encountered in so many cities will 
never be solved so long as the terminal development is left to 
the rivalry of individual railroads,” said he. 

Mr. Thom expressed the view that the provisions of the 
pending bill covered such situations as those discussed by Mr. 
LaRoe but the latter said specific treatment of the problem 
was desired. Senator Couzens said he agreed with the witness. 

Samuel W. Moore, general counsel of the Kansas City 
Southern, appeared in behalf of inclusion in the bill of a pro- 
vision to the effect that the states should not discriminate in 
favor of or against railroad properties unified under the legis- 
lation in the matter of taxation. Senator Fess asked that the 
witness file a brief on the power of Congress in that respect. 
Mr. Thom said he agreed with ‘the witness that Congress had 
power to protect the instrumentalities of interstate commerce 
from unjust taxation; that such a provision as that advocated 
had been in one of the consolidation bills at one time but that 
it had been omitted because of objection that it was not ger- 
mane to the subject of consolidation. Senator Couzens thought 
there would be “violent objection” in Congress to inclusion of 
the tax provision advocated in a consolidation bill and that he 
did not think it was germane. 

A letter from W. H. Williams, chairman of the board of 
the Missouri Pacific, referring to his testimony before the com- 
mittee January 28, 1927, with respect to the affect of a decision 
by the Commission requiring short line properties to be in- 
cluded in unification plans on prices of stocks, was submitted 
for the record. 

Only Senators Couzens and Fess were present at the hear- 
ing January 13. 

In a discussion as to the bill being wholly voluntary, Sen- 
ator Couzens said that the initiative would be wholly with the 
railroads. Mr. Thom reiterated the view that a substantial 
number of unification proposals would be made if the bill were 
passed. 

The question of whether or not stock jobbing might be 
made possible by a provision permitting a carrier to withdraw 
an application for unification was discussed. Senator Couzens 
thought there was that danger ‘but S. T. Bledsoe, general coun- 
sel of the Santa Fe, thought the greater danger was that if 
such a provision were not included in the bill, a carrier might 
be forced to acquire stock of another road at a price that would 
be against the public interest. 

The views of the National Industrial Traffic League on 
proposed railroad consolidation legislation were submitted to 
the Senate interstate commerce committee January 14, by R. C. 
Fulbright, chairman of the legislative committee of the League. 
Senator Couzens, acting as chairman, and Senator Fess, were the 
only mmbers of the committee present. The committee has 
nineteen members. 

Mr. Fulbright explained that those for whom he spoke were 
against any declaration of policy with respect to consolidations 
being included in the bill and that they desired unequivocal 
language as to preservation of competition. With those matters 
taken care of, he said the League favored enactment of a per- 
missive consolidation bill at this session of Congress. 

Competition in service and in rates was discussed by the 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V.- P. and Gen’l Mer. 
666 Summer St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads—direct discharge 
ship to cars and cars to ship—storage direct 
from ship—no transfer or trucking charge. 
A mile of berthing space—Piers 100 feet wide. 
Open storage for lumber, pig iron and similar 
bulk cargoes. 


NORFOLK 


NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 


Norfolk, Va. 

Three piers, each 1300 ft. long —4 open bulkhead 
berths—8 warehouses with 2,200,000 sq. ft. space— 
Warehouses served by depressed tracks and concrete 
drives. Receiving, delivering and classification yards 
have over 4,000-car capacity—Every modern device 
for rapid and economical handling, all classes of 
metals and ores. No lighterage Served by Norfolk’s 
eight Trunk Lines. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
W. J. Bishop, Gen'l Supt. 
Seneca and Hamburg Sts., Buffalo, N. Y. 


Strictly modern warehouses located at the “Hub” THE CHAIN OF Ar 
of the wholesale and retail districts. Served by 
all railroads entering Buffalo, including the Great 
Lakes steamers and N. Y. Barge Canal lines. HARVEY C. ‘ 
Also by all suburban auto trucking companies. 319 COMMERCIAL TRU@., | 
General warehousing with pool car distribution 


and cartage facilities. 
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NEW YORK 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V.- P. and Gen’! Mgr. 

17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. Icng, 150 ft. 
wide—located foot 58th St., Brooklyn—within free lighterage 
limits, affording shipments via all railroads—slips 250 ft. wide 
—Quicker docking and undocking, faster arrival and depar- 
ture. Best labor conditions — Faster loading and discharg- 
ing—Less stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maximum dispatch. Fireproof 
storage direct’ from ship — No trucking or transfer charge. 
Reasonable storage and handling charges. 


PHILADELPHIA 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen'l Mgr. and Treas. 
10 Chestnut St., Philadelphia, Pa. 


Berths for 15 largest ocean cargo carriers—2 rein- 
forced concrete and steel fireproof warehouses—over 
one million sq. ft. covered storage space available— 
Lowest insurance rates — Exceptional facilities for 
handling both general and bulk cargoes—No lighter- 
age—Railroad storage yard 500-car capacity—Tracks 
extend entire length all 3 piers—25 acre yard adjacent 
to piers for storage and distribution of lumber. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO. 
Snowden Henry, Superintendent 
10 Chestnut St., Philadelphia, Pa. 


Eleven mammoth warehouses, with floor area of 

1,300,000 square feet, served by Penn. R. R. sid- 

ings. Largest operators of public warehouses in 

» PRESIDENT Philadelphia. Equipped to aad any kind of 

) PHILADELPHIA, PA. service incident to handling of package freight 
on L. C. L. shipments. Low insurance. Liberal 
advances on stored goods. 
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witness. He said people were prone to have the idea that when 
regulation stepped in, competition stepped out. He said it was 
true that, under regulation, competition in rates had been 
largely but not wholly eliminated. He discussed specific in- 
stances of how competition in service benefited the shipping 
public and referred to the competitive rate situation as between 
New Orleans and Texas ports as proof of the statement that 
there was still competition in rates. He said establishment of 
rates by lines serving Texas ports to meet competition of lines 
serving New Orleans, for example, had inured to the benefit of 
exports and producers. 


The thought that the Commission had gone pretty far afield 
in permitting elimination of competition under paragraph 2 of 
section 5 of the act (acquisition of control cases) was expressed 
by Mr. Fulbright. He said it was argued that provisions in 
other paragraphs of section 5 with respect to preservations of 
competition did not apply to acquisition of control leases, but 
he said he did not think Congress intended that the Commission 
should destroy competition under paragraph 2 of section 5 and 
then recreate it when authorizing consolidations under the other 
provisions of the section. He said he did not think the present 
law was adequate because the Commission had permitted acqui- 
sitions of control that substantially curtailed competition. He 
said it was true that in some cases it had denied applications 
under paragraph 2 in some cases on the ground that competition 
would be curtailed. He said the Commission, however, did not 
construe paragraph 2 as a mandate that competition should be 
preserved. He thought Congress should put unequivocal lan- 
guage in the bill on that subject. 


Mr. Fulbright discussed the view of the late Senator Cum- 
mins that there should be a policy of consolidation because 
of numerous weak lines that the senator regarded as being 
incapable of serving the public unless the lines were taken 
into larger systems. 


“I wish to state that the short and weak lines have been a 
popular theme and that many tears have been shed about them,” 
said he, “but the problem has been ‘grossly exaggerated,’ as 
Mark Twain said about the report of his death.” 


Mr. Fulbright said Senator Cummins estimated there were 
about 60,000 miles of lines that were incapable of making a com- 
pensatory return unless they were helped. He said he took up 
that matter with Senator Cummins, particularly with reference 
to lines in the southwest. He showed that a number of the 
lines classified as weak by the senator were parts of strong 
systems and that weak lines had become strong lines with 
respect to service and earnings. He said he did not deny that 
strength could come through proper consolidations. He asserted 
that the only issue in working out consolidation plans was that 
competition should be substantially preserved. 

Mr. Fulbright submitted figures to show that now there were 
approximately 32 railroad systems that owned 88 per cent of 
the railroad mileage of the country, that did 90 per cent of the 
business of the country, and that took in over 90 per cent of 
the cash. This “consolidation” ofproperties, said he, had come 
about through action before and after the enactment of the trans- 
portation act. 


The “weak line problem,” in the opinion of the witness, 
was not “such a major problem of the country.” He referred 
to thesbuilding of logging roads purely as plant facilities and 
said he did not think such properties should be forced on larger 
roads at other than their true value for common carrier pur- 
poses. 


Mr. Thom thought that the line of argument being resorted 
to by Mr. Fulbright might be misunderstood with respect to the 
question of consolidation legislation generally, and asked of the 
witness did not confine his statement as to “major problem” 
to the short line question. 

“I do not think that consolidation is such a problem that 
Congress should say that there should be consolidations,” said 
Mr. Fulbright. “I think there should be a permissive system.” 

“You believe the railroads are largely scrambled now,” said 
Senator Couzens. 

Mr. Fulbright said the roads were largely consolidated now, 
but he said the process should go on on the basis indicated 
by him. He said he regarded the question as important and 
that legislation should be passed at this session. 

“Not that we advocate consolidations,” he added, “but there 
ought to be a way to get done what is in the public interest.” 

Mr. Thom desired to know whether he did not think that 
consolidation was a major problem. Mr. Fulbright said he 
thought it was a major problem for the committee to provide 
means for consolidations. 

“As far as the public convenience is concerned, it is not a 
major problem,” said Senator Couzens. 

Mr. Fulbright said the railroads were functioning efficiently 
today to the great satisfaction of the shipping public. He sub- 
mitted some statistics to show the increase in the operating 
efficiency of the roads since 1920. 

Section 202 of the bill, which is the general statement in 
the bill as to consolidations, should be greatly reduced, accord- 
ing to Mr. Fulbright. He said as it stood it was a “long speech” 
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as to what might be expected from consolidations. Another 
time he referred to section 202 as a “long rigmarole.” He 
submitted the following as a substitute for the section: 


The unification of carriers or property of carriers through any 
method or procedure provided for in this title may be authorized 
by the Commission where it finds that such unification is in the 
public interest, and that it will not substantially reduce existing 
carrier competition. 


Mr. Fulbright also suggested the following as an alternative 
revision of section 202: 


The unification of carriers or property of carriers through any 
method of procedure provided for in this title may be authorized by 
the Commission where the Commission finds that such_ unification 
has been shown to be in the public interest. It is hereby declared 
to be in the public interest that competition shall be preserved as 
fully as possible and wherever practicable the existing routes and 
channels of trade and commerce shall be maintained. 


Senator Couzens said an able senator who had had some 
connection with the railroads said the bankers were for railroad 
consolidations, but that the operating forces were not so keen 
for them. 


Mr. Fulbright said if there were a declaration in the law 
that there should be consolidations some enthusiast or some 
soldier sent out to capture the enemy would argue that Congress 
had said “this line must be put there.” 


Action taken by the League in its conventions on the sub- 
ject of railroad consolidations was reviewed by Mr. Fulbright. 
He said the League, in 1922, advocated repeal of the provision 
requiring the Commission to prepare a plan; that it opposed 
compulsory consolidations and declaration of a policy by Con- 
gress that there should be consolidations. He said the subject 
was not new at all. 


Bird M. Robinson, president of the American Short Line 
Railroad Association, said that in view of statements made by 
Mr. Fulbright, the short lines would desire two hours before 
the committee. He said the short lines did not concur in state- 
ments made by the witness. 


Mr. Thom said that, in response to the request that a promi- 
nent railroad operating official testify as to the desirability of 
consolidation from an operating standpoint, R. H. Aishton, 
president of the American Railway Association, would testify. 


The following summary of his testimony was issued by 
Mr. Fulbright: 


Mr. Fulbright took issue with representatives of the railroads 
who are favoring the bill. He opposed the proposal that Congress 
should declare railroad consolidation to be in the public interest. 
He pointed out that in 1920 Congress had been persuaded to author- 
ize large scale consolidations on the theory that the only way to 
preserve service on the short and weak lines would be to group 
them with strong systems. He showed that in the numerous hearings 
held looking to preparing a plan of a few large systems, that scant 
notice was given the weak lines. He also showed that the problem 
of the weak lines had been exaggerated. It was claimed the 60,000 
miles of line was not self supporting. Much of this, said Mr. Ful- 
bright, was made up of companies already parts of large systems, but 
required by state laws to report separately, as for example, the 
Frisco of Texas, which in itself makes a poor financial showing each 
year, but which is really an integral part of the powerful Frisco 
system. Other short lines were industrial tracks which had been 
practically abandoned after exhausting a mine or other source of 
supply which the short track had been built to serve. 

Mr. Fulbright showed that thirty-two systems now supplied nine- 
tenths of the railroad service of the country. He also called attention 
to the excellent and improving service being rendered by the rail- 
roads. He said that the benefits of further consolidation were so 
speculative that Congres should not encourage a general movement 
toward railroad mergers. He thought it would be sufficient if Con- 
gress should permit consolidation after a group of railroads had 
made formal application to the Interstate Commerce Commission, and 
in open hearing had introduced evidence which the Commission would 
regard as conclusive that the particular merger would be in the 
public interest. Each application should stand upon its own merits 
and there should be no declaration by Congress which railroads 
could construe as calling for a general movement toward grouping 
all the railroads into a few huge systems. 

Mr. Fulbright was emphatic that the bill should direct the Com- 
mission to preserve competition in whatever consolidations it might 
in the future approve. He pleaded for no substantial reduction of 
competition. He said that he voiced the conviction of hundreds of 
experienced traffic men, and of the widest experience among shippers, 
when he stated that competition in service among railroads was 4 
boon of incalculable value to the American people. Any lessening 
of such competition would be a loss to the people generally. 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, began his testimony on the revised Parker 
consolidation bill before the House committee on interstate and 
foreign commerce, January 19. He covered matters that were 
discussed by him before the Senate interstate commerce com- 
mittee. He made a general appeal in support of the proposed 
consolidation legislation, arguing that it would be in the public 
interest and to the advantage of the shipping public to have 
twenty instead of one hundred and fifty railroad executives de- 
Ss broad policies with respect to transportation by 
railroad. 


PARCEL POST REGULATION 


Effective February 1, the weight limit for parcel post pack: 


ages exchanged with Barbados will be increased to 22 pounds. 
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UNIFICATION OF G. N.-N. P. 


The Trafic World Washington Bureau 


Taking of testimony in opposition to the unification of the 
Great Northern, the Northern Pacific and the Spokane, Portland 
& Seattle was begun by Commissioner Brainerd and Director 
Mahaffie on January 16, with the Chicago, Milwaukee, St. Paul 
& Pacific taking the leading part. H. E. Byram, chairman of 
the board of the reorganized Milwaukee, Ralph Budd, president 
of the Great Northern, and Charles Donnelly, president of the 
Northern Pacific, attended the opening session, but none of them, 
except Mr. Byram, was scheduled to take any part in the case 
at the hearing in Washington. Mr. Byram was slated to testify 
later in the week. Fred H. Wood was in charge for the Milwau- 
kee and Walker D. Hines appeared for the lines which, in 
finance No. 6409 and No. 6410, applied for authority to unify and 
to issue the necessary stock. 

While the Milwaukee is opposing the unification on account 
of the adverse effect it believes the merger will have upon it, 
the testimony at the beginning of the hearing was to the effect 
that the benefits of unification of terminals could be obtained 
without corporate union. C. S. Christoffer, general superintend- 
ent of the Milwaukee, the first witness, said that following an 
exhaustive study of the terminal situation at the head of the 
lakes (comprising the terminals at Duluth, Minn., and Superior, 
Wis.), he was convinced that the economies promised by the 
proposed merger could be as readily effected without corporate 
union of the Great Northern and Northern Pacific. 

Great Northern officials had previously testified that they 
could not unify terminals at the head of the lakes because it 
would necessitate providing room for 2,000 additional cars per 
day. There was no available property upon which to effect this 
expansion, they contended. 

Mr. Christoffer submitted statistics to show that this expan- 
sion was unnecessary. During an entire month the largest num- 
ber of cars handled at the terminal was 8,293, Mr. Christoffer 
said. 

“This number included even the St. Paul cars,” he continued. 
“Had these 8,293 cars been standing on yard tracks, they would 
have filled only 56.9 per cent of the capacity of the yards, whcih 
is 14,779 cars daily. 

“Considering further trackage upon which cars may be 
spotted for routing and unloading, this maximum number of cars 
would constitute only 37.3 per cent of capacity. 

“As a matter of fact, the average number of cars loaded 
each day covered by the month’s study was 1,171 and the av- 
erage number unloaded 1,341.” 

Previous testimony of merger witnesses promised saving at 
the head of the lakes terminals of $203,000 as the result of re- 
tirement of Great Northern ore dock No. 3. 

Charles H. Smith, consulting engineer, was put on the stand 
to discuss the proposition made in behalf of the merger that the 
Great Northern by reason of the merger could use Rosebud coal 
from Northern Pacific points in southern Montana. Mr. Smith 
suggested that it was possible for the Great Northern to use 
that coal by making arrangements to have it hauled to it with- 
out incurring the expense of unification. 


“The proposed merger of the Great Northern and Northern 
Pacific would create a transportation monopoly in the northwest 
that would completely dominate the competitive traffic field,” 
said Chester Oliphant, chief statistician of the Chicago, Milwau- 
kee, St. Paul & Pacific. He presented 12 exhibits to show that 
the merger would virtually create a system of 27,000 miles of 
track, which would be, he said, about three times the size of 
the next largest railroad. 


“This huge system would include not only the Great North- 
ern and Northern Pacific, but on account of their control of the 
S. P. & S., Burlington, Quincy, Omaha & Kansas City, Colorado 
Southern, Ft. Worth & Denver City, and the Wichita Valley 
railroads, would bring in those lines also,” he said. He said 
that the combination would constitute one-fifth of the total class 
I railroads west of Chicago and that no other single system 
would have half as much mileage or strength in that part of the 
country. The gross and net earnings of the proposed system, 
he said, likewise would be approximately one-fifth of the total 
of the entire western district. The value of its physical prop- 
erty he estimated at $2,000,000,000, which would be about one- 
fourth of the total value in the western district. He estimated 
that the combination would handle approximately 70 per cent 
of all transportation business in the northwestern tier of states. 
All together he regarded the proposed merger as such an over- 
powering transportation monopoly as would completely disrupt 
the competitive field and would violate in spirit and in fact the 
terms of the transportation act requiring the Commission to 
preserve competition in permitting the consolidation of railroads. 

Testifying in opposition to the merger, H. E. Byram, chair- 
man of the board of the Chicago, Milwaukee, St. Paul & Pacific, 
said he was of the opinion that the greater part of the econ- 
omies promised by the unification of the properties could be 
attained without corporate union. That was the principal point 
he made against the proposed merger. He was at pains to make 
it plain that he was not opposed to the principle of mergers in 
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general. This one, he said, he opposed because it was not com- 
prehensive and did not provide for a railroad grouping in the 
northwest which would maintain the balanced competition vital 
to good railroad service. 

“Railroad conditions in the northwest are not satisfactory,” 
Mr. Byram said. “They are by no means so desperate as to 
justify consolidation of its two strongest railroads into a single 
system as a curative measure merely by the fact that thereby 
from $5,000,000 to $10,000,000 in operating expenses might be 
saved. And if they were so desperate as to require so extreme 
a measure the result accomplished would be far from adequate.” 

Whether this merger were or were not in the public in- 
terest, he said, might not be determined on the narrow point 
presented by the applicants. His thought was that it would have 
to be determined by much broader considerations and by the 
application thereto of “standards created by the transportation 
act”. On cross-examination he said that when he talked about 
standards created by the transportation act he did not make a 
good choice of language. Considered under that act he said 
the proposed merger was opposed to the public interest for the 
following reasons 


(1) The proposed unification would create and preserve an 
unbalanced condition as between carriers of the north- 
west in respect of earning power, competitive strength 
and financial credit. 

(2) It would make the lines of the northwest that are now 
comparatively strong relatively stronger, and those that 
are corparatively weak relatively weaker. 

(3) It would so occupy the field involved as to prevent future 
consolidations that would be in the best interests of the 
public and of the railroads as a whole. 

(4) It is not, in itself, a comprehensive scheme, either as to 
railroads of the general territory involved or as to bene- 
fiting the public of that territory. 

(5) It leaves entirely to future consolidation plans the matter 
of taking care of the smaller and weaker lines that are en- 
tirely disregarded in the pending application. 

(6) It would, to a large and unnecessary degree, eliminate 
competition now existing between the applicant lines and 
would unbalance competition now existing between these 
lines and other lines of the northwest. 

(7) It would, in practical effect, include the Chicago, Burling- 
ton & Quincy Railroad in the property under the complete 
domination of the Great Northern Pacific Railway Com- 
pany through stock ownership. 

(8) It is directly opposed to the consolidation plans evolved 
for the railroads of the west by Professor William Z. 
Ripley, of Harvard, in the study and report he made for 
the Interstate Commerce Commission and which was, with 
certain modifications, presented to the public for discus- 
sion in I. C. C. Docket No. 1266. 


“While neither the Ripley report nor the Commission’s 
tentative plan of consolidation were ever adopted by the Com- 
mission,” said Mr. Byram, “it is significant that both contem- 
plated the division of the railroads in the territory west of the 
Mississippi River into five transcontinental systems and two 
southwestern systems, a total of seven. Even then some rail- 
road executives who appeared testified that in their opinion the 
systems which it was proposed to create were too few in num- 
ber and covered too much territory.” 


Mr. Byram asserted that President Holden of the Burlington 
was the only executive who advocated the creation of a lesser 
number of systems west of the Mississippi. 


Mr. Byram added that it was perfectly plain to all that 


President Holden’s suggestion was made because of a desire 


to bring about a consolidation of the Great Northern, Northern 
Pacific and the Burlington and it subsidiaries. 


“Of the lines reaching into the northwest and having a 
large mileage in the central west as well, the Burlington is, and 
for many years has been, the strongest. The practical consoli- 
dation of the two strongest lines in the northwest with the 
strongest lines in the central west will thus create in the north- 
ern half of the entire territory west of the Mississippi a com- 
bination which can never be matched by any other consolida 
tion of lines in that vast territory.” 

Mr. Byram added that the proposed merger would have a 
tremendous preponderance in mileage, in centralization of con- 
trol, in purchasing power, and in financial resources. So crush- 
ing a monopoly could not but seriously impair the present high 
standard of service rendered by the Chicago, Milwaukee, St. 
Paul & Pacific, the principal competitor of the lines proposing 
to merge, said he. Mr. Byram cited statistics to show that more 
than seventy per cent of the tonnage of the St. Paul’s lines 
west of the Missouri River was destined to, or originated at, 
stations located exclusively on these lines and served by no 
other railroad. 

“We submit that a railroad handling such a large propor- 
tion of exclusively non-competitive tonnage serves a most useful 
purpose to the public and should not be subjected to the dis- 
advantages which the proposed unification will bring to bear 
on the St. Paul,” said he. 

W. W. Colpitts, a consulting engineer, also opposing the 
merger, said its effect would be continued prosperity for the 
stronger lines and continued poverty for the weaker lines. Con- 
tinued poverty of the weaker lines, he said, would keep the 
latter from giving the public adequate service. Inasmuch as 
systems in the same general territory had to live on the same 
rates, he said, they should not be widely different in financial 
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strength. It was his thought that no system should be of such 
magnitude or control such a volume of competitive traffic as 
to overshadow all others. 

The hearing in Washington was brought to an end with the 
testimony of Mr. Colpitts. Adjournment was taken to St. Paul 
on January 30. At that time the testimony of the Minneapolis 
& St. Louis and other interveners will be taken. Individuals 
and civic bodies have asserted that they would make vigorous 
opposition to the proposed merger, but at the time the Wash- 
ington hearing came to an end the Commission had not been 
definitely advised as to any plans other than those of the car. 
rier mentioned. 


POSTAL RATE BILL 


Representative Griest, of Pennsylvania, has introduced H. R. 
9296, a bill providing for reductions and readjustments of postal 
rates. He is chairman of the House committee on post offices 
and post roads. The bill is understood to have the approval 
of the administration. Mr. Griest said the Post Office Depart- 
ment estimated that enactment of the bill would result in an 
aggregate reduction of $10,805,000 in postal revenue. The pro- 
visions of the bill were outlined as follows by him: 


First Class: Post card rate reduced from 2 cents to 1 cent, and 
a new facility known as business reply cards and envelopes is estab- 
lished at the rate of not more than 2 cents in addition to the regular 
rate of postage. The bill also provides for collecting on delivery 1 
cent an ounce additional for first-class matter when mailed with 
postage deficient more than one rate. 

Second Class: The transient rate for mailing single newspapers 
and magazines by others than the publishers is reduced from 2 cents 
for each two ounces to 1 cent for each two ounces; and the zone 
rates on the advertising portions of newspapers and magazines when 
mailed by publishers are readjusted as follows: 

First and second zones reduced from 2 cents to 1.75 cents per 
pound; third zone reduced from 3 cents to 2.5 cents per pound; fourth 
zone reduced from 6 cents to 4 cents per pound; fifth zone reduced 
from 6 cents to 4.75 cents per pound; sixth zone reduced from 6 
cents to 5.5 cents per pound; seventh zone reduced from 9 cents to 
7 cents per pound; eighth zone reduced from 9 cents to 7.75 cents 
per pound. 

Third Class: In third class matter, bulk pound rates of 12 cents 
per pound on ordinary third class, and 8 cents per pound on books, 
catalogues, seeds, plants, etc., when mailed under permit in quantities 
of not less than 20 pounds, subject to a minimum charge of 1 cent 
each, are provided, as against the 1% cent rate for each two ounces 
now existing, thus, in effect, restoring the 1-cent rate on open envelope 
direct advertising which prevailed prior to the act of 1925. 

Fourth Class: In fourth-class matter the parcel post rate is re- 
duced 1 cent on parcels destined to points in the fourth, fifth, sixth, 
seventh and eighth zones, and remains as at present in the first, 
second and third zones. 

Special Delivery and Handling: It is proviced that special delivery 
stamps shall expedite not only the delivery of mail at its point of 
destination, but also the handling of it in transit to that point. In- 
stead of paying 10 cents for special delivery and 25 cents for special 
handling, mail will now be expeditiously handled and also specially 
delivered for 10 cents, and upward, in addition to the regular postage. 
This service is extended to all classes of mail. 

Credit for Free Mail: It is provided also that the Post Office De- 
partment is to take credit in the financial statements of the Depart- 
ment for the officially estimated cost of carrying and handling franked 
mail, penalty mail, free to the blind mail, and free-in-county news- 
paper mail, all of which is estimated to cost the government at pres- 
ent about $13,000,000 annually. 


»REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 7, which 
included the New Year holiday, totaled 754,062 cars, according to 
reports filed by the railroads with the car service division of the 
American Railway Association. This was an increase of 74,462 
cars above the preceding week, which included the Christmas 
holiday, with increases being reported in the total loading of 
all commodities. 

The total for the week ended January 7 was, however, a 
decrease of 179,828 cars under the same week in 1927, while it 
also was a decrease of 155,560 cars compared with the corre- 
sponding week two years ago. 

Revenue freight loading by districts the week ended Jan- 


uary 7 and for the corresponding period of 1927 was reported 


as follows 


Eastern district: Grain and grain products, 5,198 and 8,762; live 
stock, 3,076 and 3,148: coal, 38,515 and 49,616; coke, 2,185 and 2,809; 
forest products, 4,387 and 6,105; ore, 1,097 and 1,275; merchandise 
L. C. L., 52,949 and 63,894; miscellaneous, 60,353 and 73,815; total, 1928, 
167,760; 1927, 209,424; 1926, 203,790. 

Allegheny district: Grain and grain products, 2,711 and 3,336; live 
stock, 2,135 and 2,590: ccal, 28,160 and 51,937; coke, 4,738 and 5,405; 
forest products, 2,008 and 2,970; ore, 815 and 2,458: merchandise, L. 
Cc. L., 42,218 and 49,561; miscellaneous, 58,975 and 67,380; total, 1928, 
151,760; 1927, 185,637; 1926, 181,257. 

Pocahontas district: Grain and grain products, 176 and 214; live 
stock, 96 and 102; coal, 34,157 and 43,509; coke, 398 and 556; forest 
products, 1,162 and 1,477; ore, 90 and 111; merchandise, L. C. L., 6,050 
and 7,193; miscellaneous, 4,246 and 5,353; total, 1928, 46,375; 1927, 
58,515; 1926, 56,471. 

Southern district: Grain and grain products, 3,171 and 4,001; live 
stock, 2,088 and 2,439; coal, 28,011 and 29,863; coke, 617 and 698; forest 
products, 13,947 and 19,868; ore, 909 and 948; merchandise, L. C. L, 
33,199 and 39,306; miscellaneous, 39,171 and 52,611; total, 1928, 121,113; 
1927, 149,734; 1926, 139,497. 

Northwestern district: Grain and grain products, 10,299 and 9,832; 
live stock, 9,308 and 11,404; coal, 10,806 and 9,969; coke, 1,465 and 
1,400; forest products, 12,157 and 16,051; ore, 420 and 640; merchandise, 
I. C. L., 24,447 and 30,683; miscellaneous, 23,660 and 30,771; total, 
1928, 92,562; 1927, 110,750; 1926, 115,077. 
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Central Western district: Grain and grain products, 10,485 ang 
12,187; live stock, 10,089 and 11,593; coal, 18,038 and 20,786; coke, 404 
and 405; forest products, 5,025 and 6,461; ore, 3,446 and 3,795; mer. 
chandise, L. C. L., 26,876 and 32,690; miscellaneous, 39,197 and 52,569. 
total, 1928, 113,560; 1927, 140,486; 1926, 137,429. : 

Southwestern district: Grain and grain products, 4,560 and 5,895- 
live stock, 2,288 and 2,972; coal, 7,292 and 7,655; coke, 228 and 245: 
forest products, 6,046 and 8,896; ore, 351 and 450; merchandise, L. ¢. 
L., 14,033 and 16,335; miscellaneous, 26,134 and 36,986; total, 1928 
60,932; 1927, 79,344; 1926, 74,101. : 

Total, all roads: Grain and grain products, 36,600 and 44,137; live 
stock, 29,080 and 34,248; coal, 174,979 and 213,335; coke, 10,035 ang 
11,518; forest products, 44,732 and 61,828; ore, 7,128 and 9,677; mer- 
chandise, L. C. L., 199,772 and 239,662; miscellaneous, 251,736 and 
319,485; total, 1928, 754,062; 1927, 933,890; 1926, 907,622. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 
Week ended JangAry 7.0 occcccccckecsae 754,062 


1927 
933,890 


1926 
907,629 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on the Class I railroads of 
this country on January 1 totaled 8,257 or 13.6 per cent of the 
number on line, according to reports filed by the carriers with 
the car service division of the American Railway Association, 
This was a decrease of 891 locomotives compared with the num- 
ber in need of such repairs on December 15, at which time 
there were 9,148 or 15.1 per cent. Locomotives in need of class- 
ified repairs on January 1 amounted to 4,406 or 7.3 per cent, a 
decrease of 440 compared with December 15, while 3,851 or 63 
per cent were in need of running repairs, a decrease of 45] 
compared with the number in need of such repairs on Decem- 
ber 15. Class I railroads on January 1 had 7,490 serviceable 
locomotives in storage compared with 6,754 on December 15. 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ 
Association from 457 of the larger lumber mills of the country 
indicated that production for the week ended January 14 was 
about 40 per cent larger than for the week before, and appre. 
ciably larger than for the same period of 1927. The total re- 
ported production was 227,742,000 feet, as compared with the 
normal for the week of 242,858,165. Shipments increased over 
those of the preceding week by 50,000,000 feet, and were some- 
what larger than in 1927. Orders gained over the preceding 
week by more than 50 per cent, and were well in front of those 
for the same week of 1927. 

The advance in the volume of the movement was chiefly 
due to the softwood group, which showed tremendous gains 
over the previous week, and satisfactory gains over the 1927 
figures. As compared with the normal production of 221,641,165, 
the actual softwood production was 210,515,091. 

The hardwood group showed some increase in production 
and shipments and a heavy apparent increase in new business, 
but with 116 mills reporting as against 106 for the week before. 
Actual production for the week was 17,227,000 feet, as against 
a normal of 21,217,000. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and two hard- 


wood, regional associations, for the three weeks indicated; 
000’s omitted: 

Corresponding Preceding Wk., 

Past Week Week, 1927 1928 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

GI So isecaracaceceleie are 341 116 351 104 340 131 

Production ..210,515 17,227 198,383 16,362 153,200 14,673 

Shipments » »218,923 16,512 200,409 14,485 165,453 15,225 

Orders (New 
Bus.) <0... .206,102 19,217 242,086 14,200 159,973 15,241 


RAILROAD FUEL COSTS 


In the eleven months ended with November, 1927, Class | 
railroads (switching and terminal companies excluded) consumed 
87,255,572 net tons of coal and 1,865,811,468 gallons of fuel oil 
in freight and passenger train road service at a total cost of 
$284,944,922, according to the monthly statement compiled by 
the bureau of statistics of the Commission from carrier reports. 
The consumption and cost in the corresponding period of 1926 
were 91,713.991 net tons of coal and 1,881,083,428 gallons of oil, 
and $295,840,092, respectively. 

The average cost per ton of coal in the eleven months of 
1927 was $2.66 as against $2.62 in the 1926 period. The average 
cost of fuel] oil was 2.82 cents a gallon as against 2.94 cents in 
the 1926 period. 

The total cost of coal in the 1927 period was $232,276,462 
as against $240,479,516 in the 1926 period. The total cost of 
fuel oil in the 1927 period was $52,668,460 as against $55,360,576 
in the 1926 period. 

In November net tons of coal consumed totaled 7,846,672 as 
against 9,116,166 tons in November, 1926. The average cost per 
ton was $2.60 as against $2.72 in November, 1926. The total 
cost was $20,382,865 as against $24,815,892 in November, 1926. 

In November, 173,185,418 gallons of fuel oil were consumed 
as against 179,724,303 in November, 1926. The average cost pe! 
gallon was 2.68 cents as against 3.03 cents in November, 1926. 
peed total cost was $4,639,889 as against $5,439,482 in November, 
1926. 
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Freight Rates 


Kighteenth of a Series of Fifty-two Articles on this Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Classification Rules—Part III 


Rule 34.—Rule 34 provides the basis for the assessment of 
carload minima higher than those prescribed by the Official, 
Southern, and Western classifications, by exceptions to these 
classifications, or by tariffs of the carriers, when freight speci- 
fically subject to the rule is loaded in or on cars exceeding the 
standard car of 36 feet, 6 inches in length. When the freight is 
loaded in or on a car of the standard length, or less, it is 
charged for at the carload rate applicable on the basis of the 
carload minimum weight provided in the description items of 
the classification or upon the actual weight, if the latter is 
greater. If cars exceeding the standard length are ordered or 
used, the minimum weights are increased according to the 
scales provided in the rule, which will be referred to presently.’ 
It should be noted that Rule 34 does not apply in connection 
with all shipments, but only when the classifications, tariffs, or 
exception sheets specifically provide that the traffic is to be so 
governed. Exceptions are also made when cars of standard 
size are ordered by the shippers and longer cars furnished in 
lieu of the sizes ordered, and when two smaller cars are fur- 
nished by the carriers in place of one large car ordered by the 
shipper.* 

When the carload minimum prescribed for freight subject to 
Rule 34 is 10,000 pounds, the rule provides higher minima up to 
20,000 pounds for cars of over 50 feet, 6 inches, long, with 
gradations between these two extremes. Similar minima, 
higher than those prescribed for standard cars, are provided 
for freight to which are assigned other carload minimum weights 
by the classification, exception sheets, or tariffs. A few repre- 
sentative weights are shown in Table No. 1. 

The higher base minimum weights worked out by the rule 


Table No. 1 


Representative Minimum Carload Weights Provided by Rute 34 


When carload minimum weight is 


pounds pounds 
20,000 30,000 


pounds pounds 
20,600 30,900 


pounds pounds 
10,000 15,000 


Over 36 feet 6 inches and not pounds pounds 
over 37 feet 6 inches 10,000 15,450 


Over 40 feet 6 inches and 
over 41 feet 6 inches....... 


Length of cars 


11,700 17,550 23,400 35,100 


Over 42 feet 6 inches and not 
over 46 feet 6 inches....... 


Over 46 feet 6 inches and not 
over 50 feet 6 inches 


Over 50 feet 6 inches in length.. 


14,200 21,300 28,400 12,600 


32,400 
40,000 


48,600 
60,000 


16,200 
20,000 


24,300 
30,000 





are for carload minima in even thousand pounds up to 16,000 
pounds and in steps of 2,000 pounds up to 30,000 pounds. The 
formula used in determining the higher minimum weights is 
revealed in the table provided for working out the minimum 
weights for cars over the standard length when the higher 
minima are not shown in the table. These formula are shown 
in Table No. 2. 


If a shipper orders a standard size car in which to ship 
freight subject to this rule and the carrier supplies a longer 
car because of its inability to supply a car of standard size, or 
less, the car actually used is governed by the following regula- 
tions: 

When the carrier furnishes a car longer than that ordered, 
but not longer than 40 feet, 6 inches, long, the minimum weight 
is determined by that which would have applied to the car 
ordered, except that, when the loading capacity of the car is 
actually used, the minimum provided for the latter is used. If 
the carrier is unable to furnish a car of the length ordered or a 
car of not more than 40 feet, 6 inches, in lieu of it, within six 
days after receiving the order, and furnishes a car exceeding 
the latter size, the minimum weight for the car furnished is 
that which is fixed for the car ordered. This regulation is 
also subject to the exception that when the car furnished is 
— to its capacity, the carload minimum of the car furnished 
$8 used. 


When longer cars are furnished by the carriers in place 
of shorter cars ordered by the shippers, the agents of the car- 
riers at the originating stations are required to endorse the 
Rule 34, Section 6. 

“See Section 2, 3 and 4. 


bills of lading and waybills with a notation to the effect that 
a car of a certain length was ordered by the shipper on a cer- 
tain date; and that a car of specific length was furnished by the 
carrier on the date indicated, under Rule 34 of the Consolidated 
Classification.* 

Section 3, of Rule 34, is known as the “two for one” rule. 
‘When cars over 36 feet, 6 inches, in length are ordered by 
shippers for consignments of freight subject to Rule 34 and 
ears of the sizes ordered cannot be furnished by the carriers 


Table No. 2 





Formuia Used in Determining Carload Minima Under Rule 34 


Percentage of base 

weights prescribed for 

freight subject to rule 

—-Length of car-—— 34 by classification, 

Over Not exc-eding exceptions or tariffs 
36 feet 6 inches......... 37 feet 6 inches......... 103% 
37 feet 6 Inches:.......65. 88 feet 6 inches......... 106% 
Se feet 6 iMcChes. ........ 39 feet 6 inches......... 109% 
So Feet 6 INCHOE....06:6.6:0:0: 40 feet 6 inches......... 112% 
40 feet 6 inches......... 41 feet 6 inches......... 117% 
41 feet @ iImches.............. 42 feet 6 inches......... 122% 
42 feet 6 inches......... 46 feet 6 inches......... 142% 
46 feet 6 inches......... 50 feet 6 inches......... 162% 


50 feet 6 inches......... 





within six days of the date the orders are given, the carriers 
will furnish either two smaller cars or one longer car. If 
longer cars or cars of the sizes ordered cannot be supplied and 
two shorter cars are furnished in lieu of the cars ordered, the 
freight in the longer of the two cars is charged for at the 
actual or estimated weight contained in the car, subject to the 
minimum fixed by the table or formula in Rule 34 for a car of 
this size. The remainder of the freight loaded in the other 
car is charged at the actual or estimated weight at the carload 
rate. In no case must the total weight for the two cars be 
less than that fixed for the car ordered. 


When the continuous length of articles loaded in flat or 
gondola cars is so great as to rest on two or more cars, or, if 
loaded on one car, to extend over another car or other cars, the 
shipments are charged for on the bases of the minimum weight 
for th articles constituting the shipments, plus 24,000 pounds for 
each additional car used. The actual or authorized minimum 
weights are observed as minima, if these weights exceed the 
minimum determined in this way. 


If the articles are of lengths that could have been loaded 
on single cars of the size ordered, the minimum charge on the 
freight on two smaller cars must not exceed the minimum es- 
tablished for the car ordered. If the actual or authorized 
estimated weights exceed the minima of the cars ordered, the 
former, of course, are used in determining the charges. 

Agents of the originating carriers at the points of origin 
are required to endorse bills of lading and waybills covering 


Form No. 1 





A CONTAINER CERTIFICATE 
Certificate of Maker 


This is a (type of container) «.... 6... made of fibreboard 
and conforms io all construction requirements of the Consolidated 
Freight Classification. 


eee watt Bafa Salah sin peta seracivaretarelomcavesiesiie oes pounds per square inch 
I TIN 6555-5 ond ros eras wid OR eget inches 
GORE: WETEIE TINIE oss a csvinseaicnronssawss pounds 


Maker's name and address. 





freight for which two smaller cars have been supplied for one 
ordered with the following notation: 


RE aie Carne eae inches in length ordered by 
shipper on (GACO).. «oie cssviccs By iolaeeiaioiiwianetolene aes CRE wicewaucwnsaes feet 
arihianevesensieceie THCWOE BME occiccwcce.s TOC ciccciccscese Mies. in Ione. 
furnished by carrier on (date)............ , under Rule 34 of the Con- 


solidated Classification.‘ 


When cars exceeding 36 feet, 6 inches long are used by 
shippers for loading freight subject to Rule 34 without previous 
orders having been placed with the carriers for cars of such 





3Rule 34, Section 2; see also Section 6 and Note 1. 
‘Section 3(b). 
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sizes, the minimum weights to be applied are those fixed for 
the cars appropriated and used. This rule applies in all cases 
except when longer cars are furnished in lieu of shorter cars 
ordered. The overflow rule does not apply in connection with 
goods subject to Rule 34 so as to allow excess quantities of 
freight to be shipped at carload rates, unless the description 
of the articles are in the classification, in exception sheets, or 
in tariffs of the carriers.° 

The lengths of freight cars are based on the platform 
measurements of flat cars and on the inside measurement of 
all other cars, except refrigerator equipment. The lengths of 
refrigerator cars are measured, if they are equipped with ice 
boxes at the ends extending from the tops of the cars part way 
to the floors, from the inward sides of the ice boxes. Fractions 
of an inch are ignored in measuring the cars. The platform 
measurements of flat equipment and the inside measurements 
of other types of cars must be shown on waybills and on trans- 
fer slips accompanying the freight to connecting lines. The 
official lengths of all steam railroad freight cars are published 
in the Official Railway Equipment Register.° The lengths of 
electric railway equipment are published in the Official Inter- 
urban Railway Equipment Register.‘ 


Rule 35 


Rule 35 governs the shipments of liquid freight in tank 
cars. The ratings provided by the classification of freight in 
tank cars do not obligate the carriers to supply shippers 
with such cars. If equipment of this sort is furnished volun- 
tarily by the carriers, the interior sof the cars must be cleaned 
by and at the expense of the shippers. 

Minimum carload weights are ordinarily based on the full 
shell gallonage capacity of the tanks—that is, on the number of 
gallons the tanks can actually hold. Allowances are made to 
permit smaller quantities of inflammable liquids to be shipped 
in tank cars the domes of which are not of sufficient capacity 
to permit the outage required by the regulations governing the 
transportation of dangerous freight.‘ 

The capacity of tank cars does not include that of the 
domes. If the lading extends into the domes the weight of the 
liquid in the domes must be added to the weight computed on 
shell gallonage to arrive at the total weights. Estimated 
weights published by the carriers, per gallon, are used in con- 
nection with the shell gallonage and the amounts in the domes 
in arriving at the shipping weights. If estimated weights a 
gallon are not published, the shippers must certify the actual 
weights of the liquids per gallon on the bills of lading. 

When tank cars are loaded to their full gallonage capacities 
and weighed on track scales by sworn weighmasters, the 
weights shown on the weighmasters’ certificates are used, or 
the weights arrived at under weight agreements may be used 
in lieu of weight arrived at in other ways.” The gallonage capa- 
cities of tank cars are officially published by Agent Boyd’s Tank 
Car Capacity Tariff..°. The weight carrying capacities of the 
ears are shown in the Railway Equipment Register.” 

Tank cars are often not completely unloaded at destination 
because of difficulties in draining the tanks. If such residue is 
returned in the same tank cars to the points of origin, the 
weights of the liquid in the tanks are declared by the receivers, 
and charges for the return transportation are based on the less 
than carload rates applicable to the liquids in bulk in barrels. 
The charges, however, may not exceed the charges on carloads 
of the same commodities in tank cars. If no commercial con- 
sideration is given to the residue by credit allowance or other 
means, or if it is removed from the cars and discharged as 
waste before new shipments are loaded in the cars, the weights 
need not be declared and no charges are assessed. 


Liquid freight of an inflammable nature with a flash point 
lower than 200 degrees Fahrenheit, in tank cars, may not be 
shipped and will not be delivered by the carriers, except when 
consigned to consignees taking delivery on private sidings 
equipped with facilities for piping the liquids from the cars to 
permanent storage tanks, or to persons who accept delivery at 
railroad sidings equipped with such facilities. The list of ar- 
ticles coming within this restriction includes petroleum and its 
products, except road oil and fuel oil.” 


Rule 36 


Rule 36 is the fraction disposition rule observed every- 
where by the carriers in computing rates. Fractions of cents 
are disposed of according to the following formulae: When 
rates are computed on multiples of other rates, such as one and 
one-half or one and one-quarter times the first class rates, or on 





‘See Rule 24 and Rule 34, Section 5. 
' *Agent G. P. Conard’s, I. C. C., R. E. R., No. 181, supplements and 
reissues, P 
‘Agent L. E. Earlywine’s, I. C. C. No. 26 supplements and reissues. 
‘See Agent B. W. Dunn’s No. 1, I. C. C. No. 1, Supplements and 
reissues. 
*9Rule 35 Section 3 (a) and (b). 
*Agent E. B. Boyd’s I. C. C., 
issues. 
_ "Agent G. P. Conard’s I. C. C., R. E. R. No. 181, supplements and 
reissues. 
Rule 35, Section 7. 


No. A-1760, supplements and re- 
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proportions of other rates, such as 80 per cent of sixth class 
or one-half of fourth class, or when increases specified by the 
classification for failure to comply with any of its requirements 
which are penalized by additions added to the normal rates. 

Fractions of less than % or .25 are omitted. 

Fractions of 4 but less than % or of .25 but less than .75 
are stated as % or .50. 

Fractions of % or .75 or greater are increased to the next 
higher whole number. 
Rule 37 


Rule 37 establishes the connection between line haul rates 
and special service and terminal service charges and the ab. 
sorption of such additional expenses. It provides that the 
rates published in the tariffs of the carriers governed by the 
classification are subject to the lawfully established rules, regu- 
lations, and charges, at points of origin and destination. These 
rules, regulations and charges include those applying to de- 
murrage, switching, storage, and other terminal expenses, 
privileges, and facilities. 

The rates published for transportation service are also 
subject to the rules, regulations, and charges established and 
published in lawful manner by initial, terminal, or intermediate 
carriers governing diversion and reconsignment, demurrage, 
and other privileges or facilities afforded the shipments in 
transit by the carriers. 

The rules, regulations, and charges must be applied to 
shipments in strict accordance with the tariffs of the carriers 
providing the services and the tariffs, to be effective, must be 
lawfully on file with the Commission. This rule of classification 
is of cardinal importance in rate making, for it is the basis for 
the assessment by the carriers of extra charges for terminal, 
special, transit, and other accessorial services and for the ab- 
sorption of such charges, in some cases, but of the line haul 
rates. 

Rule 38 


Rule 38 is another rule of great importance in rate making, 
establishing, as it does, the connection between and the appli- 
cation of class and commodity rates. It provides that the es- 
tablishment of a commodity rate removes the application of 
class rates on the commodity to or from the same points. This 
applies not only to carload commodity rates but to less than 
carload commodity rates as well. 

The general rule, indicated above, is applied in all cases 
except in so far as the alternative use of class and commodity 
rates is specifically provided for through the inclusion, in each 
section, of tariffs prepared after the sectional plan, publishing 
both class and commodity rates, of a rule providing that, if the 
rates in the specified section of the tariff make a lower charge 
on any shipment than the rates in another section referred to 
by number, the rates in the section establishing the lower rates 
will be applied. 

Rule 39 


Rule 39 incorporates the provisions of the Explosives and 
Dangerous Articles Tariff by reference in every contract for 
the transportation of explosives and other dangerous articles. 
The rule provides that the shipping containers, marking re- 
quirements, packing specifications, and handling procedure in 
connection with the transportation of these classes of hazardous 
freight must be in accord with rules and regulations prescribed 
by this tariff published by the Bureau of Explosives of the 
American Railway Assocaition.” 


Rule 40 


Rule 40 provides detailed specifications for containers of 
iron or steel or of wood used in interstate commerce. Specifica- 
tions are provided for boxes, crates, pails, firkins, kits, tubs, bar- 
rels, casks, drums, hogsheads, kegs, and tierces. Specifications 
are also provided for jacketed metal cans, glass carboys, bags, 
and compressed felted pulp and indurated or hardened fibreboard 
containers of various types. Penalty ratings higher than the 
standard rates provided for in the descriptions of the commod- 
ities in the classification are provided. Certificate of the 
makers of certain types of containers showing the resistance 
and strength of the containers are required in some cases. 


Rule 41 


Rule 41 provides the specifications of containers of solid 
fibreboard, double faced corrugated strawboard, chestnut or 
pine wood fibreboard boxes, fibre barrels, drums and pails, and 
fibreboard baskets. Specifications are laid down to govern the 
construction of containers of these types, for packing freight in 
them, for fastening the containers and preparing them for trans- 
portation. Resistance tests are required to be complied with 
and certified to by manufacturers of the containers. Certificates 
of various kinds are required to be printed or stamped on the 
containers indicating that the containers comply in all ways 
with the requirements of the classification rule. A typical cer- 
tificate is shown in Form No. 1. 

Penalty ratings are provided to be assessed on shipments 





BPublished by Agent B. W. Dunn, Freight Tariff No. 1, I. C. C. 
No. 1, supplements and reissues. 
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contained in packages that do not comply fully with the re- 
quirements of the classifications. Standards are set up for ap- 
plying the Cady and Mullen tests to determine the resistance 
strength of the containers.” 


Rule 42 


Rule 42 is a collection of verbatim extracts from the laws 
of the United States governing steamship transportation that 
forbid the transportation of certain explosives, inflammables, 
and other dangerous freight by steamships or other vehicles by 
land and water which carry passengers, and restricting the 
carriage of other types of dangerous freight. 

The Commission is specifically authorized by law to pro- 
vide regulations to govern the transportation of explosives in 
interstate and foreign commerce, and the regulations made by 
this body are binding on the carriers, shippers, consignees and 
owners of the dangerous goods.” 


bAct of Congress, March 4, 1909, Sections 232, 233 and 235. 


The sections of the law that establish the civil and crimi- 
nal liability of persons who violate the provisions of the act 
governing the transportation of explosives and other dangerous 
commodities are also quoted.” 


Rule 43 
Rule 43, the final rule of the Consolidated Freight Classifi- 


“Rule 41, Section 14. 
Sections 235 and 236. 


. 
*, 
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cation, provides for the basis on which attendants accompany- 
ing shipments other than live stock and animals are carried, and 
the contract they must sign releasing the carriers from liability 
for their safety. Regulations are made in connection with at- 
tendants in general similar to those made with reference to at- 
tendants accompanying shipments of fresh fruits or vege- 
tables.” A copy of the standard contract entered into by the 
carriers with the men in charge of property other than live 
stock, live wild animals, or ostriches is reproduced in the rule. 


Conclusion 


In presenting this summary abstract of the rules of classi- 
fication, an attempt has been made to simplify and correlate 
the rules with rate-making, and to indicate the importance of 
the rules in mou'ding rate formations. The rules are the re- 
sult of gradual development and reflect years of transportation 
experience. They are classic, and many of them have had the 
benefit of conference rulings and decisions of the Commission 
and interpretations by the courts. There are, however, certain 
faults in the rules that tend to increase the difficulty of under- 
standing and applying them. There is much repetition and re- 
dundancy, due in part to additions made in attempts to clarify 
the rules, and there is no orderly grouping of rules dealing with 
related subjects. These, it is true, are minor defects, but the 
extreme importance of the rules makes it desirable that they 
be codified and revised to make the meaning more clear and 
the arrangement more logical. 





“See Rule 33. 
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Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 


MILEAGE RATE SCALES 
Editor The Traffic World: 


In the beginning of rate making the railroads gave small con- 
sideration to distance in making either class or commodity rates. 
This is no reflection, however, on the method or principle em- 
ployed, which I think best served the intercst of both carriers 
and industry at that time. With the development of industry, 
if not as well the development of transportation itself, it has 
become more and more necessary to insure greater uniformity 
in rates in order that the cost of transportation be equitably 
distributed among competitive industries. In fact, the most re- 
cent movement in this direction, the Hoch-Smith resolution, 
calls for particular attention on the part of the Commission to 
arrange rates generally so that each class of industry may bear 
its full share, and only, its full share, of the whole transportation 
burden. With this condition there have developed, at first ex- 
perimentally and later with more and more tendency toward 
the lead of scientific principles, rates based on mileage or 
distance as the controlling factor. A discussion of mileage scale 
rates, therefore, has become of unusual importance. 


First, let me say that I believe freight rates are of a duofold 
nature. Their construction should be undertaken not only for 
the purpose of providing revenue for the carriers, but also for 
the proper development of industry. While they are, in fact, 
the sole basis for revenue, which we will all readily admit 
should be adequate, a narrow view of this essentiaal in their 
construction may easily defeat their very purpose. It is per- 
fectly obvious that to increase a given rate to produce more 
revenue will do the opposite when the increase is such as to 
Stifle the movement of such traffic. Again, the reducing of a 
rate, if it will develop additional desirable traffic, will increase 
revenue. These are fundamentals and are only mentioned here 
because I shall show later how they should influence the con- 
struction of mileage scales of both class and commodity rates. 


Mileage scales, as originally constructed, are not especially 
helpful in determining the proper principles to be followed. 
It has often been conceded by the Commission that such scales 
always reflect the purpose of their maker. That purpose was 
usually to construct as harmonious an adjustment as possible 
around certain bases. These bases were usually two or more 
already established rates which, for special reasons, it was 
considered desirable not to disturb. It will readily be observed, 
therefore, that the propriety of the entire scale depended on 
the propriety of these rates, which might or might not be proper 
in and of themselves. Most of the scales, both class and com- 
modity, that have heretofore been established, except, probably, 
the most recent ones, can be helpful in determining proper 
Principles only where it might be considered desirable to avoid 
too abrupt a change in any present rates because of the’ effect 
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on established industry. Recently, however, as I have already 
hinted, more particular attention has been given to certain 
fundamental and more or less scientific principles in the fixation 
of rate scales. 

In any rate there are always the two essential factors— 
terminal and line-haul. The terminal factor, usually based on 
cost entirely, is not so susceptible to the influence of industrial 
competition as is the line-haul factor. It should cover all costs 
incident to the receiving of the shipment from the shipper, 
clerical costs, and, if less than carload, the warehouse handling 
costs and the switching costs necessary to place the shipment 
in the train for movement. Since quite similar, if not identical, 
service is performed at the destination of the shipment, the 
costs at both ends of the movement are consolidated in the 
terminal factor and become a constant or fixed portion of the 
corresponding rate for all distances. 

To illustrate this, let us refer to the southern class scale, 
recently prescribed by the Commission after an exhaustive in- 
vestigation followed by a series of traffic tests to determine 
various costs (113 I. C. C. 207). We find the first class rate 
for the first mileage block to be thirty-four cents. As is cus- 
tomary and proper, the first part of this scale is composed of 
a number of mileage blocks of five miles each. The rate re- 
ferred to above applies, therefore, for five miles. For each 
additional five miles is added to this original rate two and three 
cents alternately. This is five cents for each ten miles, or 
two and one-half cents for the five-mile line haul in the first 
rate. This leaves thirty-one and one-half cents as terminal fac- 
tor. This same amount is to be found in the first class rate 
for each and every block in the scale, regardless of the dis- 
tance. The total rate is increased for the greater distances 
only by additions to the line-haul factor. This terminal factor 
is intended to cover the cost of terminal service at both the 
origin and destination of any freight moving as first class. 

It is perfectly obvious, even to the inexperienced, that the 
cost of handling different articles in shipment varies greatly. 
For this reason they have been apportioned into a number of 
classes. Those having the highest costs are rated first class 
or multiples thereof. As we pass down the list of commodities 
we find that, as their transportation characteristics. render them 
less expensive to handle, they take correspondingly lower classes, 
the rates for which are fixed at certain per cents of first class. 


As to the terminal factor of any rate, several pertinent 
observations may here be made. As a general proposition, it 
may be said that the purely clerical expense does not differ 
greatly as between carload and less-than-carload shipments. In 
fact, if there be any difference, it must be somewhat less for 
carloads. Since the average weight of carload shipments is 
many times that of less-than-carload shipments, it is perfectly 
clear that, as to this feature of terminal costs, it is much less 
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per unit of weight for carloads than for less than carloads on 
the same commodity. As to carloads, the shipper loads the 
freight and the consignee unloads it, while with less-than-carload 
shipments the carrier must perform warehouse and handling 
service at both origin and destination. This further adds ma- 
terially to the excess in the terminal costs of less than carload 
over that of carload. Car service costs are also much higher 
on less than carload than on carloads, because of the lighter 
loading per car. The general practice, therefore, is to give 
earload traffic the lower classes and less than carload the 
higher. As to terminal factor alone, therefore, the proper re- 
lation in the rates for carload and less than carload may readily 
be obtained by a proper Classification. 

The line-haul factor should cover the costs of service given 
the shipment after it has been loaded and switched into the 
train for movement and until it reaches its destination. As 
illustrated by the southern scale, referred to above, it amounts 
to two and one-half cents a hundred pounds for each block of 
five miles on first class for the shorter distances. For the 
longer distances this factor decreases in its amount per unit 
of distance. This is known as the rate of progression of the 
scale. The reason for this is obvious. Shipments for distances 
of less than sixty to eighty miles must be handled largely, if 
not wholly, in local or way trains, the most expensive train 
service performed by the carriers. For greater distances they 
may be handled by through or divisional trains. This class of 
train service is usually about uniform on shipments moving for 
distances up to approximately two hundred and fifty to three 
hundred miles. At this point another rather marked difference 
in the train or line-haul service may be noted. Generally it 
may be said that shipments moving distances greater than this 
receive a somewhat more expedited service, known as fast or 
high-class train service. As to line-haul costs, it cannot con- 
sistently be said that they diminish materially at any point in 
movements for distances greater than the above, at least, not 
in a sufficiently marked degree to warrant any further break in 
the rate of progression of the scale. There is another influence 
that does warrant a further breaking down of this rate of pro- 
gression, but that will be discussed later. 

The line-haul costs of the first class of service referred 
to are highest of the three. This is apparent because, while 
the local or way trains must use the same tracks, the same 
rolling stock, the same supervision. and, generally, quite the 
same personnel and motive power as each of the other two 
classes of service, they require the use of all this for a much 
longer time to perform a given number of miles’ service than 
either of the others. In this respect the second class of service 
mentioned is found to be intermediate between the first and 
the last. Any attempt to determine the exact amount of the 
various items of these costs develops.almost innumerable indi- 
vidual variations. Many of the items are so inter-allied and 
intricately connected with the general service of the carriers 
that an accurate segregation and determination is impossible. 
Relatively, the several different speeds of movement of the 
traffic in these different classes of service become, for practical 
purposes, about the sole index for the rate of progression of 
the scale. This rate of progression, on this basis, properly fixes 
the relationship between the short-haul and long-haul rates. 
This» then, becomes the more important factor to the shippers. 
As a general proposition, though there are some notable excep- 
tions, the shipper is more concerned in the relationship of rates 
than in the level of the rates themselves. 


As a concrete example, it has been pointed out that the 
southern class rate scale starts with a first class rate for the 
first five-mile block of 34 cents. The line-haul factor added to 
this rate is 5 cents for each ten miles added distance up to 
sixty miles. As this part of the scale is divided into five-mile 
blocks, two and three cents are added alternately to these blocks. 
On the lower classes this rate is fixed at certain specified per 
cents of first class. It is apparent, therefore, that, on a lower 
class that might be fixed at fifty per cent of first, the line-haul 
factor would be but one and one-quarter cents, and on a still 
lower class fixed at twenty-five per cent, it would be but five- 
eighths of one cent. The first class is essentially a less-than- 
carload class and any as low as those referred to above would 
be carload classes or moving carload traffic. 


At sixty miles this scale has a break in its rate of progres- 
sion or a reduction in the line-haul factor. At this point the 
rate of progression or line-haul factor becomes sixty per cent of 
the original, or three cents for each ten miles up to a distance 
of one hundred and sixty miles. On a lower class, fixed at 
about fifty per cent of first class, this rate of progression would 
be one and one-half cents for each ten miles and on a still 
lower class fixed at twenty-five per cent (which is exactly class 
nine under this scale) the rate of progression would be but 
three-quarters of one cent for each ten-mile block. 

At one hundred and sixty miles this scale has another break 
in its rate of progression, where it becomes two cents for each 
ten miles on first class. On a fifty per cent class this becomes 
one cent and for the twenty-five per cent class it becomes but 
one-half of one cent. This takes care of the several causes for 
diminishing costs of line-haul service referred to above. This 
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particular scale has two further breaks in its rate of progression 
which can only be justified on the basis of commecrial cop. 
petition. These breaks occur at four hundred miles, where jt 
is on the basis of three cents for twenty miles, or one and a half 
cents for each ten miles. The next one appears at eight hup. 
dred miles, where it becomes three cents for each block of 
twenty-five miles. The rate of progression at four hundred Miles 
becomes thirty per cent and at eight hundred miles is by 
twenty-four per cent of the original. 


Some contend that there is no propriety in breaking down 
this line-haul factor or rate of progression after the influence 
of diminishing line-haul costs has been passed, or beyond about 
three or four hundred miles. This, however, appears to be a 
too restricted view. The influence of commercial or industria] 
competition demands still further reductions in this rate of 
progression. This is nothing more or less than the principle of 
“what the traffic will bear.” With the present day development 
of industry, it is quite safe to say that any traffic moving for 
a distance of five hundred miles or more must move in con. 
petition with like traffic much nearer to such market. With a 
continuation of the rate of progression usually found in scales 
for the distances in excess of about one hundred and sixty miles, 
the iast influence of diminishing line-haul costs, on the extreme 
long distances we would have rates so high that most commodi- 
ties could not move on them in competition with like con. 
modities that could take advantage of the much lower rates for 
the shorter distances. It, therefore, becomes the wiser plan 
to reduce further the rate of progression on the longer distances 
where it will stimulate the movement of traffic and thus produce 
more revenue. 


Some also contend that there should be one scale for less. 
than-carload freight and another and entirely different scale for 
carload traffic. This, they say, is because the terminal costs of 
less-than-carload shipments bear a decidedly different relation to 
the terminal costs of carload shipments from that of the line-haul 
costs of less-than-carload bear to those of carload. It is true 
that theory, at least, would point that way, and what facts we 
now have would not seem conclusively to dispute it. The 
result, however, if carried into practice, would be to make the 
less-than-carload scale relatively higher on the short distances 
and relatively lower on the longer distances than the carload 
scale. However, the influence of industrial competition, just 
referred to, is more potent on carload than on less-than-carload 
traffic on the longer distances, and this would offset much of 
the theory of the carload scale not being relatively as low on 
the longer hauls as the less-than-carload scales. Much of the 
ground advanced for this so-called different relation in costs 
is not and cannot be supported by actual cost figures and, there- 
fore, remains largely theoretical. 


Furthermore, as I have already pointed out, the rate of 
progression of the carload or lower classes of any scale is s0 
small per mileage block that any attempt to carry a different 
rate of progression there from that on less-than-carload classes 
must be of small consequence in the measure of the rates then- 
selves. Any difference in these rates of progression must with- 
stand the test of practical extension. Any actual difference in 
the rates of progression in these scales for the shorter dis- 
tances must cause the scales actually to cross each other and 
become far apart before the longer distances are reached, or 
they will blend after the shorter distances are passed. This is 
evident because, as previously pointed out, this rate of progres- 
sion amounts to but a few cents on the highest classes and 
but a fraction of a cent on the lower or carload classes. The 
possibility of deflection is so slight as to be of small consequence. 


Any attempt at application of this principle, or, rather, the 
ory, in the construction of an actual scale would promptly 
demonstrate its impracticability. In short, since it is impossible 
to determine costs covering these movements sufficiently to 
demonstrate the actual difference, or even the fact that there 
should be a difference, in these rates of progression, it would 
be carrying theory beyond the limits of practicability. It is 
still unproved that there is an actual difference in the relation 
ship of terminal costs of less than carload and carload and the 
line-haul costs of less-than-carload and carload traffic. Until 
such time as it may be clearly demonstrated, it would seem 
to be a needless expenditure of effort to construct separate 
seales for less-than-carload and carload traffic, in view of the 
impossibility of giving them practical effect. 


A somewhat analogous situation may be found in the ter 
minal costs of less-than-carload shipments themselves. The 
clerical costs, and some others as well, are manifestly less pe! 
unit of weight on the larger than on the smaller less-than-carload 
shipments. No one would dispute the fact that these costs 
would be but one-tenth as much on a shipment of 2,000 pounds 
of flour, as an example, as on the same 2,000 pounds of flour i 
made into ten shipments of 200 pounds each to ten differen! 
destinations. It is apparent that these costs are less per hut 
dred pounds on the larger less-than-carload shipments than 0! 
the smaller shipments of the same articles, yet no one would 
seriously argue that a lower rate should be charged on the 
larger less-than-carload shipment than on the smaller shipments 
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of the same commodity. It appears that the two-scale theory 
is in much the same category. 

So far, we have had particularly in mind class-rate mileage 
scales. When properly constructed, they will afford a much more 
logical and consistent basis for many commodities than now 
move on specific commodity rates which have been made under 
the old system and because of their gross lack of uniformity 
and proper relationship, are the source of serious complaint. 
This seems to be much in line with the recent tendencies of 
the Commission, as illustrated, for example, by the decision in 
the consolidated southwestern cases, 123 I. C. C. 203. There, 
it will be noted, they have fixed the rates for carload movements 
of various commodities, that have heretofore generally moved 
on specific commodity rates, on certain specified per cents of 
first class, the same as the various class rates themselves are 
fixed. 

I contend, however, that there are certain commodities that, 
for various reasons, based on both transportation and commercial 
conditions peculiar to themselves, should be treated separately 
trom the general class rate adjustment. It is in the construc- 
tion of such rates that the principle of avoiding too abrupt a 
disruption of established rate adjustments because of the effect 
on industry, already referred to, will more often become im- 
portant. Aside from this influence, what has already been said 
with regard to the principles of class rate scales generally will 
largely govern here. Such commodity rate scales, because of 
the very peculiar conditions that have removed the commodity 
from the general class rate adjustment, need not and, in fact, 
generally will not bear any fixed relation to the class rate scales 
of the same territory. Therefore, whatever potency there may 
be in the theory of a different scale for carload from that on 
less-than-carload classes should simply influence the removal 
of more of the basic and heavy-moving commodities from the 
class rate adjustment and the application thereto of proper 
specific commodity scales. 

The practical obstacles in the way of applying this so-called 
two-scale theory in any class rate adjustment have already been 
pointed out. No such obstacles will be encountered where the 
principles behind such theory are applied to commodity mileage 
scales. This is evident, since they need bear no relation to 
the class rates—at least, no fixed relation. 

The conclusion seems obvious, therefore, that the so-called 
two-scale class rate structure theory is not practical; that cer- 
tain principles on which it, apparently, is founded, may and 
should receive practical application in the establishment of 
specific commodity rate scales. 


Indianapolis, Ind., Jan. 3, 1928. H. A. Hollopeter. 





JONES MARINE BILL 
The Traffic World Washington Burean 


By a vote of 61 to 20, the Senate, January 16, made the 
Jones merchant marine bill, S. 744, the unfinished business. 
Senator Jones moved that the bill be made the unfinished busi- 
ness to the end that a vote might be had in the near future on 
the merchant marine question. Senators Copeland, of New 
York, and King, of Utah, declared that the Jones bill, as re- 
ported, provided permanent government ownership and opera- 
tion of the merchant marine. The New York senator said if 
the bill passed it would be a great blow to the American mer- 
chant marine. The Utah senator said he would direct the 
Shipping Board to sell all its ships. The bill was laid aside 
temporarily after the vote was taken. Senator Copeland, a 
member of the commerce committee, said he wished to file a 
minority report on the bill before it was taken up for action. 


The Senate commerce committee has agreed to an amend- 
ment to the Jones bill so as to confine the general declaration 
in the measure to a reaffirmation of the policy declared in the 
first section of the merchant marine act of 1920. Critics of the 
first section of the Jones bill contended that, as it was origi- 
nally drafted, committed the government to permanent govern- 
ment ownership and operation of the merchant marine. Other 
provisions left in the bill, however, also would result in prac- 
tically permanent government operation, it is contended. Sen- 
ator Copeland, of New York, who is opposed to the bill in its 
present form, was unsuccessful in an attempt to get the com- 
mittee to approve a number of amendments proposed by him. 

“So far as I'am concerned, while 67 per cent of our com- 
merce is carried in foreign bottoms, and until private interests 
are able to take care of much of this large percentage, opposed 
as I am to ship subsidies, I am for a government-owned mer- 
chant marine,” said Senator Walsh, of Massachusetts, in urging 
early action by the Senate on the Jones bill that the senator 
said he understood “seeks this end.” 

Senator Walsh, in opening discussion of the merchant 
marine problem, said the decline in the exportation of wheat 
from the United States had been most marked, and that the 
increase in exports from Canada had been amazing. 

_ “The entire shipments of wheat from the port of Montreal 
in 1920 were 44,121,000 bushels,” said he. “In 1921 the ship- 
ments were 50,112,000 bushels. In 1926 the shipments were 
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90,000,000 bushels—a gain of more than 100 per cent in six 
years.” 

From the United States, continued the senator, there were 
exported in the fiscal year ended June 30, 1927, 156,250,000 
bushels of wheat as compared with 293,268,000 bushels in 1921 
and 208,321,000 bushels in 1922—a decline of almost 100 per 
cent in the exportation of wheat from the United States. 

“These figures show the inroads which Canada is making 
into the wheat-export business of the United States, and they 
also show what is of equally great importance—that the Cana- 
dian government policy of supporting and maintaining a mer- 
chant marine of its own has been of tremendous assistance in 
increasing the export business of Montreal and other Canadian 
ports,” said he. “Canada has a merchant marine policy. We 
have none. Canada has given preferential freight rates to farm 
products. We have not. Canada has, through its own trans- 
portation systems, what is called a national interest in devel- 
oping export business. We have none.” 

Senator Walsh said exports of grain from Boston to for- 
eign ports in 10-year periods from 1906 were: Year ended 
December 31, 1906, 18,204,757 bushels; 1916, 33,274,441 bushels; 
and 1926, 3,492,721 bushels. He said the exports of wheat from 
Boston in 1916 were 3,775,000 bushels and in 1926, 225,000 
bushels. Continuing, he said: 


In Montreal the amount of wheat exported has increased in 10 
years from approximately 14,298,000 in 1916 to 90,000,000 bushels 
in 1926. In five years the port of Montreal has increased its export 
of wheat 100 per cent, while its nearest American port has decreased 
its export of grain (including all wheat) from 33,000,000 bushels to 
3,000,000 bushels. 

The intention of Canada to further reduce traffic through our 
ports is well indicated by the recent request of the Canadian Rail- 
road Commission that the rates from Buffalo to St. John and Hali- 
fax be made the same as the rate from Buffalo to New York, disre- 
garding the fact that the haul from Buffalo to Halifax is twice as 
long as the haul from Buffalo to New York. 

In 1923 the number of bushels of grain exported from the following 
ports were: . 

Year ending December 31: Montreal, 120,013,038 bushels; New 
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York, 87,130,000 bushels; Baltimore, 41,083,000 bushels; Philadelphia, 
32,107,000 bushels; Boston, 9,387,662 bushels. 

The development of the port of Montreal and other Canadian 
ports reflects the policy of the Canadian government. A continuation 
of this policy can only be counterbalanced by placing our ports in 
a favorable position with regard to rail and ocean port differentials 
for the sake of ‘‘national interest.’’ 

I call attention to these figures to ask the Senate to give some 
thought to the importance of a definite merchant-marine policy be- 
fore the same story will be repeated in regard to the exports of other 
products than wheat. 


Senator Smoot, saying he believed in a merchant marine 
with all his heart, asked what form of subsidy Senator Walsh 
would approve. The latter said he was opposed to subsidies of 
any kind or character and that he saw no other solution at this 
time than a government-owned and government-operated mer- 
chant marine. He said he was in favor of “a vigorous, positive, 
enthusiastic development of our merchant marine, and of aban- 
doning the policy that has been pursued in recent years of 
destroying it, or taking the very lifeblood out of it by delaying, 
postponing, and discrediting the opportunity to give a real trial 
of government operation.” 

“T hope,” said he, “that attention will be given before many 
weeks have passed to the legislation pending here seeking to 
resuscitate, to put life, to put vitality into our merchant marine, 
and to establish a definite policy which will declare us either 
in the business or out of the business of shipping.” 

The Senate commerce committee has favorably reported to 
the Senate S. 789, to amend the merchant marine act by insur- 
ing exemption from income taxes in a specified period of prof- 
its on the sale of vessels when the proceeds of such sales are 
invested in new American vessels approved by the Shipping 
Board. 





MONEY FOR SHIPPING BOARD 


The Trafic World Washington Bureau 


The House committee on appropriations has recommended 
an appropriation of $12,288,750 for the Shipping Board and 
Merchant Fleet Corporation for the fiscal year ending June 30, 
1929. This is $1,400,000 less than was recommended by the 
Bureau of the Budget. Of the total recommended, $12,000,000 
is to meet operating losses incurred by the Fleet Corporation. 

The committee’s bill authorizes the expenditure of not in 
excess of $12,000,000 for reconditioning of the Mount Vernon 
and Monticello, the latter formerly called the Agamemnon, both 
ex-German passenger liners, of which $10,000,000 is to be made 
available from the board’s ship construction loan fund. 

The committee said it was developed in the hearings that 
approximately 269 employes with salaries aggregating $733,980 
were engaged upon work of the Shipping Board, but were car- 
ried on the rolls of the Fleet Corporation, and paid from money 
available for the expenses of the corporation. 

“To prevent such details in the future,” said the committee, 
“the committee recommends the following provision be made a 
part of the paragraph making appropriations for the Shipping 
Board: 


Provided, That the annual estimates of the Shipping Board 
for the fiscal year 1930 shall include the salaries of all employes 
whose service with the board has become permanent through detail 
from the Merchant Fleet Corporation. 


Tha committee recommended that the salary of the secre- 
tary of the board be fixed at $7,500 so long as the position was 
retained by the present incumbent, Samuel Goodacre, and that 
in the event of a change in incumbency, compensation should 
be in accordance with the classification act of 1923. Mr. Good- 
acre has been getting $5,600 a year. The part of the committee’s 
report dealing with the Fleet Corporation follows: 


To provide for operating losses incurred by the Merchant Fleet 
Corporation the committee recommends the sum of $12,000,000 for 
the fiscal year 1929. This is $1,400,000 less than the estimate sub- 
mitted in the budget. It was adduced during the hearings that 
certain economies might be effected through reductions in fuel and 
supply costs and the sale of several lines of vessels. In addition the 
committee deducted the sum of $350,000, which approximates the 
annual earned interest on various funds under the control of the 
corporation. To compensate for this latter reduction, however, a 
new section has been added to the paragraph making appropriations 
for the Fleet Corporation, as follows: 

“(e) All interest earned on the funds of the United States Ship- 
ping Board Merchant Fleet Corporation is to accrue to these funds 
and is made available for the purposes hereinbefore set forth sub- 
ject to the limitations herein established.’’ 

A new paragraph is recommended by the committee relating to 
the reconditioning of the steamships Mount Vernon and Monticello 
(formerly Agamemnon), which is as follows: 

“For the reconditioning of the steamships Mount Vernon and 
Monticello at a total cost not in excess of $12,000,000, not to exceed 
$10,000,000 is made available from the construction loan fund and 
shall be reimbursed to such fund with interest at such rate and within 
such period as the board may determine but not exceeding 10 years 
after the date of commission of such reconditioned vessel.”’ 

These vessels have been very carefully surveyed, and the cost of 
complete reconditioning and installation of geared turbines and water- 
tube boilers, enabling them to maintain a speed of 20 knots is esti- 
mated at $12,000,000. The committee believes that if more than $10,- 
000,000 is necessary, which sum is authorized by the paragraph 
just above set forth, it can be obtained from other funds at the dis- 
position of the fleet corporation. Very careful estimates indicate that 
each vessel would earn approximately $400,000 per annum after re- 
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conditioning, and in addition would provide the United States Lines 
with a more balanced fleet, enabling the establishment of a weekly 
sailing service to European ports. , 


The bill also continues the special fund of $10,000,000 for 
operation of ship lines taken back by the board from private 
purchasers, with the proviso that no money is to be expendeg 
therefrom without the approval of the President of the Uniteg 
States. It also provides that no salary shall be paid in excess 
of $10,000 a year, except one at not to exceed $18,000; three 
at not to exceed $15,000 each, and one at not to exceed $12,000. 
The salary of $18,000 is paid to the vice-president and genera] 
manager of the Fleet Corporation and the other salaries above 
$10,000 go to other officials of the corporation. 

The committee made an exhaustive investigation of al] 
phases of Shipping Board and Fleet Corporation activities. In 
the report of the testimony, pages 606 to 814 are devoted to 
examination of witnesses for the board and corporation. 

The subject of railroad contracts with foreign shipping lines 
was discussed. Commissioner Plummer said ‘we are at a dis. 
advantage with them” because “they make their contracts with 
the foreign lines.” He said railroads serving southern ports 
were cooperating with the board and that effort was being made 
to promote a sympathetic relationship between the board and 
the railroads. 

Commissioner Plummer said he thought that at least three. 
quarters of the foreign purchasers of goods in the United States 
stipulated in what vessels the goods should be shipped, but that 
“we cannot get our people to stipulate in that way.” 

Representative Wood inquired whether any effort was made 
to get cooperation of boards of trade and chambers of com- 
merce with respect to use of American ships. 

Commissioner Plummer said such organizations had been 
asked and that “we get some nice letters. I was secretary of 
a board of trade for 19 years and I know how the letters are 
written. I used to write the letters.” 

“Would not this be a very valuable field of service for the 
Chamber of Commerce of the United States?” asked Representa- 
tive Summers. 

“You would not get very much sympathy there,’ said 
Representative Wood. 

“As I said to Secretaray Kellogg yesterday, ‘It would not be 
polite for me to tell you what I think of the United States 
Chamber of Commerce,’” said Commissioner Plummer. 

“Nobody gets himself into a sweat trying to get freight for 
American ships,’ said Mr. Plummer at another point. 

The committee quizzed Commissioner Teller with reference 
to the loan transaction of former Commissioner Hill, and about 
the five-year and ten-year guaranty plans in connection with 
sale of ships. 

Vice-President Dalton testified as to the need for additional 
ships for the United States Lines and for modern freight vessels. 

Special inquiry was made into the payment of a salary of 
$15,000 to J. C. Jenkins, vice-president of the Fleet Corporation 
in charge of administration. He formerly was an official of 
the board, and has been with the board for nearly 11 years. 
Chairman O’Connor and Vice-President Dalton praised the ability 
of Mr. Jenkins. Mr. O’Connor said Mr. Jenkins was one of the 
most competent men connected with the board. He said it 
was his idea that Jenkins was made a vice-president by unani- 
mous vote of the board, but that “his salary was not unanimous.” 
He said some commissioners did not think Jenkins should get 
$15,000. 

The records of the Shipping Board, put in the testimony, 
showed that Commissioner Benson voted against appointment 
of Mr. Jenkins as vice-president. They also showed that Com- 
missioners Smith and Plummer voted “no” on the proposal to 
increase the salary of Mr. Jenkins from $10,000 to $15,000. One 
of the records quoted Commissioner Smith as saying that 
‘neither the experience nor the ability of Mr. Jenkins justifies 
a salary greater than he is now receiving with this organization.” 

“There are commissioners who consented to Mr. Jenkins’ 
promotion te executive offices of the Fleet Corporation primarily 
to relieve confusion in his former position, and on the statement 
volunteered by Chairman O’Connor at the time that it would 
mean no increase in his salary,’ said Commissioner Smith. 

“As the duties performed are largely those of a chief clerk, 
I cannot approve this adding of another $5,000 to a salary al- 
ready ample,’ said Commissioner Plummer in voting against 
the increase. 

Commissioner Myers moved that the salary be increased 
from $10,000 to $15,000. Commissioners Myers, O’Connor, Hill 
and Teller voted “yes.” 


Later there was put in the record a detailed statement of 
the duties performed by Mr. Jenkins, showing that under his 
jurisdiction were the finance department, insurance department, 
comptroller’s department, ship sales division, personnel divi- 
sion, advertising division, statistical division, and the secre- 
tary’s office. Commissioners Benson and Plummer said the 
statement was correct as to the duties performed by Mr. Jenk- 
ins and that he was well qualified for the performance of the 
duties as outlined, but that they did not approve of the form 
of organization involved. 
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OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


While there has been no material change in the full cargo 
markets recently, the undertone in the last week has been 
stronger. Grain, which is usually the backbone of the chartering 
trades, has been inactive, but sufficient business has developed 
in other traffic to reduce the number of vessels seeking employ- 
ment and thus enhance the probability of a prompt increase in 
full cargo rates when grain demand revives. Shipowners are 
attempting to bring about slight advances, but their efforts are 
fruitless until they have the support of a substantial grain 
movement. 

Among the developments of recent interest are the fixture 
of a part cargo of coal from Hampton Roads to Montevideo 
at $3.20 a ton for February loading; inquiries on coal for 
South America at about the same figure, and for Italy west coast 
at $2.25 a ton; a sugar charter from Santo Domingo to the 
United Kingdom or Continent at 18 shillings a ton, January 
loading. The West Indian trades generally show some im- 
provement over last week, with a,slight stiffening of rates. The 
oil tanker market is quiet, with an ample supply of vessels for 
all demands and no indication of rate increases in the near 
future. 

Rate quotations in the heavy grain market, nominal at 
present, are as follows: from Boston and Portland, 2s 9d per 
quarter to the United Kingdom, 10 to 11 cents a 100 pounds to 
Antwerp-Rotterdam, 101% to 11% cents to Hamburg-Bremen, 
and 15 cents to the Mediterranean; from St. John, 2s 9d to 3s 
for the United Kingdom, 11 cents to Hamburg-Bremen, 11 to 11% 
cents to Hamburg-Bremen, and 16 cents to the Mediterranean. 

Officials of the Black Diamond Line, Shipping Board oper- 
ators of the American Diamond service of sixteen freighters be- 
tween north Atlantic ports of the United States and Rotterdam, 
said that their position had been strengthened by action of the 
Shipping Board in upholding their withdrawal from the North 
Atlantic Continental Freight Conference last May following 
unsuccessful efforts to obtain a differential under the Holland 
America Line and the International Mercantile Marine. 


Francis E. Huck, vice-president of the Black Diamond Line, 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
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Also unexcelled passenger service: Steamers JUNIATA, 
OCTORARA and TIONESTA between Buffalo, N. Y., and 
Duluth, Minn., and intermediate ports. 
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commenting on the issues which led to the break with the con- 
ference, said: 


We had no alternative but to take the position that we did, 
for it stands to reason that a fleet of small ships with no great 
speed cannot compete on the same rate basis as companies who have 
combination passenger and freight ships of greater speed. We sought 
from the conference a differential which should give an American 
line some advantages in the eastbound business. We then withdrew 
and implanted our differential, not going below the rates we had 
petitioned for. 

We have simply sought to build up one branch of the Amer- 
ican merchant marine, and since the withdrawal from the confer- 
ence our contracts have increased from a level of thirty to a level 
of 500. It will be seen from this that we have not been the losers, 
but in conformity with sound business it is our wish and desire to 
operate our fleet and its rates on a scale that will sustain living and 
profitable returns for us as well as our competitors. 


It is reported that the Holland-America Line is ready to 
reach an agreement with the Black Diamond Line on westbound 
traffic, but not on eastbound. This, it is understood, is not 
acceptable to the Shipping Board operators. 

It is reported that the Shipping Board may soon hold a 
special hearing at Washington on the subject of split deliveries 
in the intercoastal service. This hearing, it is expected, may 
also deal with the general subject of the effects of industrial 
carrier operation on the regular lines in the trade. 

Ocean rates on Douglas fir from north Pacific ports to 
South America, have been advanced to parity with the rates on 
yellow pine from Texas gulf ports. Formerly the rate on Doug- 
las fir to South America ranged around $7.50 per 1,000 feet, while 
the rate on yellow pine from Texas ports was $16.50. The 
margin, it is stated, virtually closed the South American market 
to the Texas exporters. The equalization followed a series of 
conferences between representatives of the Shipping Board and 
officers of the Pacific steamship lines. 

Members of the Jute and Gunnies Importers’ Association, 
which includes all of the leading factors in this branch of the 
trade, have agreed to pay a premium of 50 cents a ton to the 
Cunard Line during the months of January, February and 
March over the low rates recently established by the line to meet 
the quotations of the American India Line of the Shipping Board, 
operated by the Roosevelt Steamship Company. 

The premium, it was explained, was agreed on in recogni- 
tion of the efficient service given by the company in handling 
cargo for the importers, such as assuring expeditious discharge 
and, if necessary, permitting shipments to remain on dock for a 
reasonable period of time in order that the importer might have 
an opportunity to take advantage of pending market changes 
without incurring added expense for storage. 

At a conference with Assistant Collector Stuart at the 
customs house, members of the executive committee of the 
New York Customs Brokers’ Association asked for a change in 
the provisions of term bonds required in the clearing of ship- 
ments so that liability would be up to the brokers only when 
they handled the import entries. Suggestions were made also 
for a change in the method of handling claims for duty allow- 
ance on short shipments. Both matters were taken under con- 
sideration and an early decision promised. 


It is the practice for importers having regular shipments 
to file customs bonds covering payment of duties, production of 
missing documents and other liabilities. In some instances 
bonding companies are the surety, but more frequently brokers 
handliny the business become responsible. It was pointed out 
that importers frequently change their brokers but continue 
to use the same term bonds with the result that the surety 
is responsible without having had anything to do with the 
shipments. 

The objection raised over short shipment claims was in 
connection with notices sent out by the customs authorities. 
These are forms of affidavits to be filed in and are sent direct 
to the importers. The brokers declared that importers are not 
aware of the requirements and, consequently, fail to press their 
claims in many instances. It was asked that the notices be sent 
to the brokers for them to instruct the importers as to procedure. 

In order to clear away apparent misunderstanding among 
importers as to the requirements for obtaining duty allowance 
on shortages not officially reported by examining officials, cus- 
toms officers at this port have issued instructions that shortages 
claimed in packages not examined by customs officials must 
be reported within ten days after discovery. A reasonable 
time is allowed afterward for the furnishing of affidavits by the 
importer, opening packer and truckman who delivered the case. 
In addition a copy of the claim on the shipper, and the reply, 
if either is made, is required. 

In the case of shortages reported by the appraiser at the 
time of examination, a supporting affidavit is required from the 
importer before allowance is made. This must be made on 
a form supplied by the customs authorities, and if it is not 
returned within thirty days, full duty will be assessed. 

Duty on jute, burlap and bagging will continue to be as- 
sessed at the rate of 1 cent a pound, instead of 40 per cent ad 
valorem, as the result of a letter of instruction transmitted to 
customs collectors throughout the country by Commissioner of 
Customs Ernest W. Camp. 
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The letter specifies that the 40 per cent ad valorem rate ig 
to be levied only on certain jute cloth strips, the raw edge of 
which on either side is secured from raveling by a double 
cotton thread. This rate will be applicable, therefore, to only a 
small portion of the imports of this commodity. The classifica. 
tion of jute fabrics having one or more cotton threads in the 
selvedge is still before the customs bureau, it is stated. 

The instructions for assessing duty at 40 per cent instead of 
one cent a pound have been before the collectors of customs 
throughout the country since January 4, but were being enforced 
only at San Francisco, where the question was brought up. Cus. 
toms officials at New York and Boston had contended from the 
first that a single cotton thread at each edge to prevent raveling 
did not bar classification of jute at 1 cent a pound. 


The Shipping Board has authorized the Roosevelt Line, 
operators of its India service, to absorb the differential in freight 
insurance premiums between Shipping Board and foreign flag 
tonnage as a further move in its fight against the latter for a 
share of the huge volume of jute and burlap being imported 
from India by American firms. 


Although the exact differential is not known, it is reported 
that the Shipping Board premiums are higher than that of for. 
eign flag tonnage, a situation which naturally places the latter 
in a more favorable position in the solicitation of freight. 


The equalization of the insurance rates is only one of many 
moves on the part of the board in its fight directed against the 
Ellerman-Bucknall and Cunard-Brocklebank interests, who, pre- 
vious to the first of the year, carried the buk of the jute and 
burlap movement from Calcutta to the United States. 


Failure to reach an amicable agreement with the British 
lines for a share of the cargoes already has resulted in the Ship- 
ping Board slashing the rates on the commodities which go into 
the making of bags from $7.90 to $4 a ton, a move which was 
met by the foreign lines reducing their rates to $4.50 a ton. 


The board next ordered the Roosevelt Line to increase the 
number of sailings from Calcutta to the United States from 
sixteen to twenty-four yearly, and shortly after this move or- 
dered its operators to inaugurate a new direct service from 
Calcutta to New Orleans in order to offer shippers improved 
American flag service. 

This new line will be inaugurated on February 15, with the 
sailing of the Shipping Board freighter West Loquassuck from 
New Orleans to Australia, returning via Calcutta to New Or- 
leans direct. This service will be operated with a monthly sail- 
ing out of the Gulf and means that an additional twelve sailings 
will be added to the twenty-four a year now offered out of Cal- 
cutta with Shipping Board tonnage. 

It is understood that officials of the Roosevelt Line are 
more than pleased over the response of American companies to 
their increased service. 

Resolutions adopted last week by the New York Customs 
Brokers’ Association and New York Freight Forwarders’ & 
Brokers’ Association and recording those organizations as op- 
posed to any change in the method of handling shipments con- 
signed inland at ports of arrival have been forwarded to the 
Treasury Department at Washington. The action of the asso- 
ciations followed introduction in the Senate of a bill to replace 
immediate transportation entries with affidavits to cover each 
shipment. In addition, the Senators from New York have been 
asked to oppose the measure. 

It is claimed by opponents of the proposed change that it 
would not result in a saving to importers or in less work to 
the government but that it would, on the contrary, make close 
supervison more difficult. 


STEEL INTERESTS MAY BUY LINE 
The Trafic World New York Burea 


Nathan L. Miller, acting for the United States Steel Cor- 
poration, has sounded the Shipping Board as to the possibility 
of acquiring the. American India service, now operated by the 
Roosevelt Line, headed by Kermit Roosevelt, John M. Franklin 
and Basil Harris. 

If the Shipping Board decides to call for bids, which is 
thought unlikely at this time, the present operators are pre- 
pared to submit a firm offer for the tonnage, which is now 
involved in a rate war with foreign flag lines for a share in 
the heavy jute trade moving from Calcutta to the United States. 

The Steel Corporation’s interest in adding more ships to 
its already extensive fleet of American flag vessels comes as 
no surprise to shipping men, as James A. Farrell, president of 
the Steel Corporation, is well known for his steamship. activities 
and has played a prominent part in building up a large fleet 
to carry his organization’s products and general merchandise to 
all parts of the world. 

The American India Line is composed of the steamships 
Algic, Arcturus, Egremont, Jalapa, and Nile, aggregating 47,649 
deadweight tons, but the Roosevelt Line, which also operates 
the Atlantic Australian service for the government, has received 
permission to double up on the former service homeward s0 
that the operators can maintain twenty-four sailings a year 
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“THE TRAILBLAZER”’ is one of the 


fleet of 61 named Pennsylvania freight trains 
that have set remarkable records for regular- 


ity and dependability of on time arrival. 


T RAILBL 


A Pioneer in the Land of “On Time Performance” 


HEN trailblazing is the topic of 

conversation one’s mind turns 
naturally to the deeds of such ad- 
venturous gentlemen as Coronado, 
Daniel Boone, Kit Carson, Lewis 
and Clarke and others who, in 
pioneer days, penetrated the vast 
American wilderness. 


The great adventure of blazing 
trails still goes on in many fields of 
endeavor, even in that vital phase of 
American industry known as trans- 
portation. 


Blazing an Old Trail 
in a New Way 


Today freight trains are blazing trails 
in a new land—the land of “on 
time performance’—and one of the 
first to leave its mark along the 
routes of this new country was ““The 
Trailblazer,” a big freight of the 
Pennsylvania Railroad Service. 


“The Trailblazer” travels the route 
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from St. Louis to Pittsburgh. It did- 
n’t discover this trail. But it did dis- 
cover how to get from the “Mound 
City” to the “Steel Town” in record 
time for freight service, and regularly 


and dependably “The Trailblazer” 


Here are three other Penn- 
sylvania freights whose res- 
ular on time arrivals have 
earned them distinctive 
names: 


“THE BULL DOG’”’ 
Merchandise 


Akron to Seaboard Cities 


‘“*“FLYING CLOUD”’ 
Merchandise 
Buffalo to Pittsburgh 


‘‘MAN O’ WAR”’ 
Live Stock 
Chicago to Seaboard Cities 
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keeps up this record of consistent on 
time performance. 


Each night “The Trailblazer” 
starts from St. Louis carrying mer- 
chandise and petroleum products 
consigned to the Pittsburgh district. 
En route it passes through Terre 
Haute, Ind., Indianapolis, Ind., 
Bradford, O. and Columbus, O. 
And at every point the greatest care 
is taken to see that this train with 
its important cargo maintains its 
schedule. This care enables receivers 
of merchandise entrusted to “The 
Trailblazer” to enjoy prompt de- 
liveries regularly. 

* * 

During month after month “The 
Trailblazer” has hung up its on time 
records. Handled by efficient train 
crews and guarded by hundreds of 
men along its line of flight, this train 
has built up a reputation as one of 
the most reliable carriers in the Penn- 
sylvania Railroad service. 


PENNSYLVANIA RaiILRoOAD 


Carries more passengers, hauls more freight than any other railroad in America 











































174 


direct between Calcutta and north Atlantic ports of the United 
States. 

This increased service is an outgrowth of the rate war 
started shortly before the first of the year for a share of the 
jute and burlap movement from India to the United States, 
which amounts to more than 650,000 tons yearly. The board 
has authorized the Roosevelt Line to enter into long-term con- 
tracts up until the end of 1930 in order to insure shippers of 
the permanency of the service. At the same time shippers were 
assured that they would be protected on all such contracts, for 
in the event of the lines being sold the purchaser would be 
obliged to assume all obligations entered into by the present 
operators. 

This is taken to mean that the Shipping Board would re 
quire any purchaser of the India service to take over the Aus- 
tralian ships in order that two sailings a month be maintained 
between Calcutta and the United States. A five-year guaranty 
that this service would continue uninterrupted also would be 
required. In this event the purchase price of the ships would 
set a record for Shipping Board tonnage, inasmuch as the 
Australian service is made up of a fleet of ten motor-ships and 
three steamships, nine of the former having recently been con- 
verted from steam to Diesel drive at a cost of $7,245,000. The 
modernized vessels are the City of Dalhart, City of Rayville, 
Crown City, Sawokla, Seminole, Unicoi, West Cusseta and West 
Honaker, aggregating 78,785 deadweight tons. 

The lowest possible purchase price for which the nine 
freighters could be bought would be the conversion cost of 
$7,245,000 plus $787,850, or a total of $8,032,850 for only nine 
freighters out of a total fleet of eighteen freighters. The tenth 
motorship operated in the Australian trade is the William Penn, 
but this vessel was built as a motorship. 


SEAMEN’S BILLS INTRODUCED 
Representative Free, of California, has introduced H. R. 
9490 and H. R. 9491, bills to amend existing provisions of law 
with respect to payment of wages of seamen and regulations as 
to crews on duty on ships. 


RESTRICTION ON SHIP SALES 


Senator Fletcher, of Florida, has introduced §S. J. Res. 77, 
a joint resolution directing the Shipping Board to make no sales 
of vessels operated by it pending the enactment of further 
legislation by Congress, provided that, if five members of the 
board are convinced that any line or service can be sold with 
a reasonable expectation that a private company can and will 
permanently maintain it, such line or service may be sold under 
a contract binding the purchaser to maintain the line or service 
for a period of not less than 10 years and with a suitable pro- 
vision obligating the purchaser to provide for replacements to 
maintain efficiently the line or service so sold, and that no sale 
shall be made that tends to create a monopoly in American 
shipping. 

“I understand that great pressure is being brought to bear 
on the Shipping Board to dispose of a fleet of some 36 ships on 
the Pacific coast, and I understand the same movement is on 
foot as to the Atlantic coast,” said Senator Fletcher. “I intro- 
duce the joint resolution so that we may, if possible, protect 
the Shipping Board from being coerced into a position which 
I know is wrong.” 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved five agreements entered 
into by the American Hawaiian Steamship Company with the 
American South African Line, the Ellerman and Bucknall Steam- 
ship Company, the Houston Line, the Prince Line, Ltd., and the 
Union Castle Line, respectively, filed in compliance with the 
requirements of section 15 of the shipping act. These agree- 
ments, which are identical in each instance except as to parties, 
apportion the through rates on shipments moving on through 
bills of lading from Pacific coast ports of the United States to 
designated South African and Portuguese East African ports, 
via New York. Transhipment at New York is arranged for by 
the American-Hawaiian Steamship Company, which assumes the 
cost of transfer. 


PORT OF NEW ORLEANS TRAFFIC 

Ocean-going vessels numbering 2,938, of 10,994,618 gross 
register tonnage, arrived in the port of New Orleans in 1927, 
according to the records of the Board of Commissioners of the 
Port of New Orleans. Of these arrivals, 1,360 entered with 
general cargo to be discharged at New Orleans, 645 arrived 
with fruit and general cargo, 148 with fruit only, 138 with pe- 
troleum only, 420 in ballast, and 227 with freight in transit. 
Of 2,934 (2,808) vessels leaving the port, 2,038 carried general 
cargo, 45 carried petroleum only, 735 left in ballast, and 90 left 
with transit freight. : 

In the river trade there were 2,652 vessels, of 1,031,435 net 
register tons, entering the port. (Records for this class of trade 
are kept in net tons, for deep-sea vessels in gross tons.) Of 
these river craft, 1,047, of 743,355 n. r. t., were in the Mississippi- 
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Warrior Service of the Inland Waterways Corporation, other 
vessels numbering 1,065, of 288,080 n. r. t. 

A large increase in the use of the Inner Harbor Navigation 
Canal, which connects the Mississippi River with Lake Pont. 
chartrain and the tidal outlets to the Gulf of Mexico, is re. 
ported by the Board of Commissioners for 1927. Transits 
amounted to 9,577 vessels, of 3,680,356 gross register tons—tolls 
being based on gross tonnage. This compares with a total of 
7,574 vessels, of 3,153,326 2g. r. t., in 1926. 

Northbound traffic for the year was 4,740 vessels, of 1,842,027 
g. r. t., which compares with 3,795 vessels, of 1,623,126 g. r. t., in 
1926. Of this movement, 2,957 vessels, of 1,716,453 g. r. t., passeq 
through the locks from the Mississippi, and 1,783, of 125,574 
g. r. t., used the canal only. 

Southbound traffic was 4,837 vessels of 1,838,329 g. r. t, 
comparing with 3,779 vessels, of 1,530,608 g. r. t., in the previous 
year. In this movement, 2,987 vessels, of 1,700,445 2g. r. t., passed 
through the locks into the river, and 1,850, of 137,884 g. r. t,, 
used the canal only. 

The greatest number of transits for any one month was 
1,106 in August, but the largest tonnage occurred in October, 
transits aggregating 355,968 g. r. t. for that month. The traffic 
remains practically constant throughout the year, however— 
about 800 vessels for each month and approximately 300,000 
gross register tons. 


SWAYNE. AND HOYT OPERATING CONTRACT 


Commissioner Teller, of the Shipping Board, has submitted 
to the board for consideration a resolution calling for termina- 
tion of the provisional agreement with Swayne and Hoyt as oper. 
ators of the American Australia Orient Line. The operating 
contract with Swayne and Hoyt was canceled by the board after 
the developments with respect to former Commissioner Hill 
having obtained a loan evidenced by a note endorsed by the 
president of Swayne and Hoyt, but the company was permitted 
to continue operations of the Shipping Board line until a suc- 
cessor was elected. The Teller resolution would cancel the 
provisional agreement effective when the Fleet Corporation re. 
ported that it was in position to operate the line and would 
provide for Fleet Corporation operation until such time that the 
iine might be sold. 





BOSTON PORT HANDICAPS 


According to a circular sent out by the Boston Chamber of 
Commerce, there is a deadlock in negotiations between steam- 
ship operators and the longshoremen’s committee at Boston as 
regards the present year’s agreement as to working rules and 
regulations. The circular calls attention to the fact that the 
state of Massachusetts has invested $20,000,000 in channel im- 
provements and port facilities and states that “no less an 
authority than Robert Dollar has publicly declared that Boston 
is the most expensive port in which to handle cargo in the 
United States.” 

The expensiveness of operation at the port is attributed to 
working conditions and demands of the port laborers that do 
not exist at other ports. The Boston Chamber of Commerce, 
the circular says, has been active for more than a year in an 
effort to correct the handicap resulting from the existing labor 
situation. On January 3 the board of directors adopted a res- 
olution declaring that “such a wage scale and working agree- 
ment for the ensuing year should be adopted by the local 
steamship and labor representatives as will place this port on 
a parity with other north Atlantic ports.” The points on which 
disagreement exists are minimum pay for Sunday and holiday 
work, limit of slingload, limitation of the activities of the fore- 
men, and the time for employment of labor for work on Sundays 
and holidays. 

The employes contend for a limitation of 1,120 pounds on 
the slingload and ask pay for a minimum of four hours for each 
time called out on Sundays and holidays. 


EXTENSION OF N. Y. FREIGHT SERVICE 


The Traffic World New York Bureau 


Support has.been given by the Port of New York Authority 
to the negotiations for railroad freight service to the Jamaica 
Bay waterfront. This was made known in a letter sent to the 
borough presidents of Brooklyn and Queens, who had been 
named as a committee by the Board of Estimate to negotiate an 
agreement with the Long Island Railroad. 

The Port Authority, asking an opportunity to discuss the 
proposed location and operating arrangements, said, in a letter 
signed by Chief Executive Officer Ramsey: 


The comprehensive plan of the port authority, adopted by the 
two states and approved by the federal government provides, among 
its other features, for a belt line, known as No. 7, skirting the north- 
erly and westerly shores of Jamaica Bay and connecting with the 
Long Island Railroad in the vicinity of New Lots, Brooklyn. We 
desire to cooperate with you in every way possible to the end that 
railroad freight service may be extended to the shores of Jamaica 
Bay as soon as economically practicable. 


The Port Authority also has directed attention to the settle- 
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Serving all the 
midwest’s greatest 
commercial 


centers 


yrs 


s10UXK CIty 


a es P» des moines 
econ” OO ,' 


KANSAS CITY 


The Burlington Railroad is amply 
equipped to meet all traffic de- 
mands upon it as to freight and 
passenger service—and operated 
with a full sense of its obligation to 
shippers and the traveling public. 


Everywhere West 


* 
Black Commercial | *Oriental a 


Hawk Limited Limited Limited 
Le. CHICAGO............... 6:30 P.M. | 8:45 P.M. | 11:00 P.M. | 10:35 A.M. 
Ar. ST. PAUL..................|. 7:00 A.M. | 8:15A.M. | 10:55A.M. | 10:25 P.M. 
Ar. MINNEAPOLIS.....|. 7:35 A.M. | 8:55A.M. | 11:55A.M. | 11:25 P.M. 


*Solid through trains to,the Pacific Northwest—Spokane, Seattle, Portland 


Colorado Nebraska tOverland | Missouri 
Limited Limited Express Limited 
Lv. CHICAGO.............. ..| 10:30 A.M. 6:15 P.M. | 11:30 P.M. | 6:00 P.M. 
Ar. OMAHA....................] 11:30 P.M. 
Ar. LINCOLN................ 
Ar. DENVER 


awa S! Son to California, via Denver, Royal Gorge, 
alt Lake City and the Feather River Canyon 


S. J. OWENS, General Agent 
179 West Jackson Street Phone Wabash 4600 
“ Chicago 


LITTLE DIFFERENCE 


T makes little difference where 

you ship from—London, Bre- 

men, La Harve, or other ports— 
ae 


Goods consigned to any point 
in the Great Southwest, should 
be routed via 


Ghe , 
Port of Houston 
“‘Gateway to the Southwest Empire”’ 


19 Railroads serve Houston, 
assuring you of splendid rail 
service and low rates. Ample 
wharfage, storage and han- 
dling facilities. Dock accom- 
modations that assure you of 
speedy service. 


For information that will prove of 
utmost value to you, send for the 


PORT BOOK 
It’s FREE 


Address your request 


DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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ment of questions relating to circuitous routing and rates on 
coal and coke over Belt Line No. 13, which the Port Authority 
brought into existence on the New Jersey side of the Hudson 
River. A railroad representative has been named to confer 
with the Port Authority on coal and coke matters, thereby plac- 
ing handling of the latter on the same basis as merchandise 
traffic. A circuitous routing of coke, previously the subject 
of a complaint, meantime had been eliminated by the New 
Jersey Public Utility Commission. Belt Line No. 13 has had 
the effect of eliminating hauls of more than 100 miles in favor 
of short-line routings of ten to fifteen miles between points 
within the port district. 

The Port Authority’s recommendation that a union terminal 
be established for the live poultry trade, has been followed by 
negotiations by the New York Poultry Exchange for such a 
terminal accessible to all carriers. 


FAVORABLE PORTER REPORT 
The Trafic World Washington Bureau 


The Senate interstate commerce committee January 20 
ordered a favorable report on the nomination of Claude R. Por- 
ter to be a member of the Commission. No action has been 
taken on the nomination of Commissioner Esch. 

R. C. Fulbright, on behalf of the National Industrial Traffic 
League, has asked the Senate committee for an opportunity for 
League representatives to be heard in a public hearing in con- 
nection with the Esch nomination if the committee is going to 
consider arguments against Esch because of the way he voted 
in a certain case. The League does not wish to be heard if 
that issue is not going to be brought forward, but, if it is, it 
wishes to submit views on the principles involved. The request 
of the League was made because of an understanding that a 
fight is to be made against confirmation of Esch on the ground 
that his decision in a certain case was deemed by some mem- 
bers of the Senate to be contrary to the interests of their 
constituents. It is understood that the League representatives, 
if they appear before the committee, will not take a stand one 
way or the other as to Esch personally, but confine their state- 
ment to the pinciples involved in the proposal to reject a nom- 
ination because of the nominee’s vote in a given case. A hear- 
ing before the committee on the Esch nomination may be held 
some time next week. 


MOVEMENT OF CARS, ETC. 


The average daily movement per freight car for the first 
eleven months in 1927 amounted to 30.7 miles, according to the 
Bureau of Railway Economics, which says: 


For the same period in 1926, the average was 30.5 miles per 
day, while in 1925 it was 28.5 miles per day. 

The average daily movement per freight car in November, 1927, 
was 30.2 miles, compared with 32.1 miles in November, 1926. 

In computing the average movement per car, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
-— also cars on side tracks for which no load is immediately avail- 
able. 

The average load per car in November was 26.8 tons, a decrease 
of 1.7 tons under the same month in 1926 and a decrease of four- 
tenths of a ton below November, 1925. For the eleven months’ period 
in 1927, the average load per car was 27.2 tons compared with 27.3 
tons for the first eleven months in 1926. 

The volume of freight traffic handled by the Class I railroads in 
November amounted to 37,227,800,000 net ton miles. 

This was a decrease of 6, 132, 337, 000 net ton miles or 14.1 per cent 
under November, 1926. 

In the eastern district there was a decrease of 20.8 per cent 
in November compared with the same month in 1926, in the volume 
of freight traffic, while the southern district reported a decrease of 
13.8 per cent. The western district reported a decrease of 4 per cent. 

For the first eleven months in 1927, the volume of freight handled 
by the Class I railroads amounted to 440,083,329,000 net ton miles. 
This was a decrease of 8,502,584,000 net ton miles or 1.9 per cent 
below the corresponding period in 1926 but was 5.2 per cent above the 
corresponding total for 1925. 

Railroads in the eastern district for the eleven months’ period 
reported a decrease of 3.3 per cent in the volume of traffic compared 
with the same period in 1926, while the southern district reported a 
decrease of 3.5 per cent. The western district reported an increase 
of eight-tenths of one per cent. 


FRUIT AND VEGTABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 14 totaled 16,743 cars, as compared with 12,940 
cars (revised) the preceding week and 14,495 cars in the cor- 
responding period of 1927, according to carrier reports to the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. Shipments were reported as follows: 





Apples, 1,337 cars; cauliflower, 404 cars; cabbage, 1,422 cars; 
celery, 1,107 cars; cucumbers (imports), 4 cars; eggplant ‘imports), 
15 cars; grapefruit, 530 cars; imports, 26 cars; green peas, 3 cars; 


imports, 56 cars; lemons, 124 cars; lettuce, 1,110 cars; mixed citrus 
fruits, 333 cars; mixed vegetables, 928 cars; imports, 12 cars; onions, 

982 cars; peppers, 30 cars; imports, 41 cars; oranges, 1,963 cars; im- 
ports, 25 cars; pears, 60 cars; spinach, 229 cars; string beans, 14 cars; - 
sweet potatoes, 688 cars; tomatoes, 168 cars; imports, 186 cars; pota- 

toes, 5,371 cars; imports, 72 cars. 
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BIG ROAD FIGURES 


Large Class I steam roads had an aggregate net railway 
operating income of $886,585,524 in the eleven months ended with 
November, as compared with $977,983,987 in the same period of 
1926, and of $77,975,303 in November as compared with $100, 
628,377 in November, 1926, according to the monthly statement 
prepared by the bureau of statistics of the Commission from 
reports of carriers with annual operating revenues above 
$25,000,000. 

The detailed figures on operating revenues, operating ex. 
penses, net railway operating income and operating ratio, for 
November, follow: 

Net Oper- 
railway ating 


operating ratio 
income 


Operating Operating 
revenues expenses 
Total—Roads reported: 


1927 $435,074,051 $322,375,758 $ 77,975,303 74.1 
1926 481,822,934 344,838,924 100,628,377 11.6 
New England Region: 
Boston & Maine— 
1927 6,217,241 5,696,585 *125,607 91.6 
1926 6,938,011 5,255,530 1,108,353 75.8 
New York, New Haven & Hartford— 
1927 11,997,827 8,259,872 2,448,301 68.8 
1926 12,504,100 9,136,835 2,106,756 73.1 
Great Lakes Region: 
Delaware & Hudson— 
1927 3,528,569 3,002,342 445,998 85.1 
1926 4,117,934 3,109,473 820,914 75.5 
Delaware, Lackawanna & Western System— 
1927 7,073,305 4,887,243 1,540,429 69.1 
1926 yi 930, 574 5,440,004 1,806,644 68.6 
Erie (including — & Erie) — 
927 787,353 8,338,960 652,311 85.2 
1936 10, "950, 629 8,437,233 1,691,357 77.0 
Lehigh Valley— 
1927 6,060,544 4,903,881 674,866 80.9 
1926 6,671,766 5,285,357 912,869 79.2 
Michigan Central— 
Eon 6,787,944 4,761,996 1,470,429 70.2 
1926 7,466,200 4, 943, 479 2,002,339 66.2 
New York Central including Boston & ‘Albany)— 
1927 29,914,462 24,958,044 3,090,206 83.4 
1926 33, 841, 934 26, 160, 067 5,703,917 11.3 
New York, Chicago & St. Louis— 
1927 4,173,741 3,020,561 744,423 72.4 
1926 4, 476, 650 3,336,263 758,917 74.5 
Pere Marquette— 
peal 3,524,336 2,757,471 455,211 78.2 
4, 033,962 2,871,332 812,079 71.2 
Pittsburgh & ates erie 
1927 2,294,087 2,094,195 488,661 91.3 
1926 3,126,843 2,469,490 890,791 79.0 
Wabash— 
1927 5,242,069 4,059,287 691,027 77.4 
1926 6,152,682 4,116,549 1,454,458 66.9 
Central Eastern Region: 
Baltimore & Ohio— 
1927 18,927,350 15,003,872 2,737,183 79.3 
1926 22,743,781 16,815,520 4,381,007 73.9 
Central of New Jersey— 
1927 4,757,303 3,518,514 741,111 74.0 
1926 4,906,751 4,063,463 459,103 82.8 
Chicago & Eastern Illinois— ‘ 
1927 2,123,989 1,735,662 188,072 81.7 
1926 2,483,490 1,908,663 333,441 76.9 


Cleveland, a Chicago & St. Louis— 
1 


7,143,396 5,632,052 986,621 78.8 


1926 8,047,556 5,973,192 1,638,076 74.2 
Elgin, Joliet & Eastern— 
1927 1,739,771 1,377,119 103,858 79.2 
1926 2,047,096 1,395,052 372,371 68.2 
Long Island— 
1927 3,182,436 2,468,901 362,525 77.6 
1926 3,213,931 2,692,208 201,317 83.8 
Pennsylvania— - 
1927 52,622,554 40,245,808 8,114,830 76.5 
1926 62,667,412 47,662,224 10.501,001 76.1 
Reading— 
1927 7,651,805 5,672,714 1,664,358 74.1 
1926 9,302,108 6,201,359 2,878,026 66.7 
Pocahontas Region: 
Chesapeake & Ohio— 
1927 9,717,573 7,182,070 1,977,244 73.9 
1926 11,912,987 7,910,873 3,352,987 66.4 
Norfolk & Western— 
1927 8,450,415 5,816,826 2,078,614 68.8 
1926 11,444,947 6,310,655 4,233,327 55.1 
Southern Region: 
Atlantic Coast Line— 
: 1927 6,355,448 5,311,381 607,332 83.6 
1926 7,742,123 5,892,896 1,306,373 76.1 
Central of Georgia— 
1927 2,118,644 1,643,523 370,879 77.6 
1926 2,569,889 1,958,097 476,034 76.2 
Illinois Central— 
1927 11,986,151 10,020,236 1,374,188 73.6 
1926 13,725,507 10,507,644 2,381,618 76.6 
Louisville & Nashville— ; 
1927 11,166,558 8,994,340 1,422,164 80.5 
1926 12,291,472 9,660,536 2,100,375 78.6 
Seaboard Air Line— 
1927 4,906,764 3,750,042 797,351 76.4 
1926 5,673,137 4,156,908 1,127,803 73.3 
Southern— 
= 12,186,141 8,235,400 2,916,583 67.6 
1926 13,101,664 8,914,770 3,118,479 68.0 
Yazoo & tee Valley— 
927 2,559,898 2,065,581 337,093 80.8 
1996 2°890,163 2,078,411 434,837 71.9 
Northwestern Region: 
Chicago & North Western— 
1927 $11,676,716 $ 9,743,376 $1,079,531 83.4 
1926 12493601 10,590,748 1,062,551 84.8 
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WAREHOUSE 
“‘Service That Will Satisfy’’ 


THE MERCHANDISE STORAGE CO. 


U. 8. BONDED 


COLUMBUS, OHIO 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15c. Loans Negotiated. 


Office Rentals. The Weicker Transfer & Storage Company 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia. ..Wednesdays and Saturdays 











From Houston. .......Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 
GENERAL OFFICES: 





321 Commercial Trust Bldg., PHILADELPHIA, PA. 





GERMAN RAILROAD 


FREE FREIGHT RATE SERVICE 


The German Railroad Company of Germany has established a 
free freight rate bureau for the convenience of 
American Import and Export shippers 


Freight Rates Furnished To, From and Through 
Germany and To Central Europe Free of Cost 


APPLY TO 
GERMAN RAILROAD COMPANY 
Freight Information Office 
HANS ENGEL, General American Representative 


11 Broadway, NEW YORK, N. Y. 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 


Scheduled Ry 4 via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
Te HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
Ss. S. COLOMBIA February 4 February 6 
February 25 February 27 
S. S. ECUADOR h 17 March 19 
Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur, 
Balboa and Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 


—OFFICES— 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 


NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 
Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday 
 Ponmapioesie Pier 4, Canton (Baltimore), ~— Monday ianorcieba. 


AB and C Terminal, Brunswick, Ga., Thursday. 
For information apply to 


New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 


Cotton Exchange Building N. Emanuel & Co., Agents 
Houston, Texas Brunswick, Ga. 


Dallas National Bank Building A. L. Richardson, Manager 
Dallas, Texas 515 American Bldg., Baltimore, Md. 


ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 
Territory 
In the South 
MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


INDIANAPOLIS 





Service That Satisfies 


TRIPP WAREHOUSE COMPANY 
Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W, Broadway 
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Net Oper- Net Oper. S 
railway ating railway ating 
Operating Operating operating ratio Operating Operating es Tatio 
revenues expenses income % 7 mi — expenses ncome ‘ 
Chicago, Milwaukee & St. Paul— Chicago & Eastern nois— 
1927 13,903,742 10,631,560 2,025,382 76.5 1927 24,608,248 19,867,786 2,089,918 a7 
1926 13,928,917 10,480,860  2,229.711 75.2 1926 25,762,976 20,661,809 2,327,434 ys 
Chicago, St. Paul, Minneapolis & Omaha— Cleveland, Cincinnati, Chicago & St. ae cee 18,987.00 Ch 
1927 2,128,252 1,808,052 118,015 85.0 1937 84,547,479 802, 13,987,001 184 
1926  2,221'228 1,726,865 352,863 77.7 ‘ tet @ Hatt 86,783,876 64,365,027 6,806,990  74'3 
Cnt Deen a oe oso27 22 15,572,734 4,244,588 
1927 12,224,036 6,688,303 4,454,103 54.7 1927 22,579,163 572, 244,588 94 
1926 12,218,696 6,482,617 4,673,515 52.6 eines 1926  247322'880 15,731,209 5,472,527 — 64°7 
ee x 7 384,093, 3,022,250 787,613 69.7 1927 37,778,268 27,732,211 5,683,602 734 “7 
1926 4,217,687 2,899,732 942,032 68.8 sieiaaniaiaiiie 1926 36,623/144  26526,270 5,531,327 124 
wena ee 9,225,518 5,224,995 3,375,533 56.6 1927 616,887,527 468,402,243 100,283,087 154 - 
1926 | 8,807,047 5,422,283 2°952,337 61.6 in 1926 651,110,191 500,136,140 101,745,437 763 
Oregon-Washington R. R. & Navigat oe So 508,542 64.6 1927 85,613,873 65,870,154 15,951,049 153 
1926 -2°598;554 1,785,626 494,916 68.7 tas Region: 1228 90:521,191 66,690,612 20,656,174 731 
Central Western Region: “Ebacneeaie’ Ss Ohio— 
Atchison, Topeka & Santa Fe— . 1927 124,286,261 83,429,484 34,321,873 674 
1927 18,592,239 10,842,968 6,075,871 58.3 ioe lavereea « Swaiease | SgSBLgTs 1 
1926 19,853,735 11,333,837 6,831,219 57.1 instiie & Mee 2,787, 915, 827, 
Chicago & Alton— , 1927 103,146,721 64,774,770 31,689,332 623 
_ 927 2,261,326 1,930,970 91,342 = 85.4 1926 109,748,030 64,874,342 37,601,829 591 
1926 2737536 27008,226 459,440 73.4 southern Region: 
—_ Atlantic Coast ne— 
Cnlcago, Burling tot yy 13,954,044 10,081,228 2,450,842 71.9 1927 73,851,615 59,010,715 _9,672,169 193 
1926 14,709,659 10,553,982 27832,603 71.7 1926 88,847,220 64,835,177 15,899,949 799 
Chicago, Rock Island & Pacific— i eS ees Ct 808,466 75.1 
a Soe 86eeee OCMC 1926 29,355,368 21,905,109 5,505,566 744 
1926 11,292,000 8,266,604 11964,953 73.2 iia 1355, 905, 505, 
Denver & Rio Grande Western— 1927 143,528,624 109,035,842 23,902,418 78.9 
1927 3,130,577 2,149,092 747,360 68.6 3,528, 035, 902,418 i 
1130, ce 3. 1926 145,338,466 111,438,612 247154255 767 
hort Lines? 084638 2'102/503 727.578 68. ‘iii: te die: 
ne— rc » 
Oreron Short Tinticay gnggm  10iGaTs © .0mRL 5b iar qapeenere opggosye  gBgnaTe 
1926 8,012/906 1/902,067 688,992 63.1 iaiianei is iat 204, 596, ,651, 5. 
aceeindinneeas CT97 16,802, 834 12,177,397 3,331,849 72.1 1927 56,816,580 = 42,855,895 9,831,741 75.4 
1926 17,317,413 11,280,234 4,240,184 65.1 Dain. 1926 63,647,419 46,775,534 11,162,799 73.5 
i ‘ . 
Union Pacific— 1927 10,158,552 «6,187,141. «2,656,045 60.9 1927 196,217,915 95,842,897 80,842,811 1 
1926 9,830,386 6,045,306 2635,809 61.5 —— 26 142,550, 5 833, 1867, 9.3 
Southwestern Region: 1927 24,723,406 20,795,336 1,325,658 84.1 
Gulf, Colorado & Santa Fe— 1926 28,653,551 22°343°186 «3,121,660 730 
1927 3,080,881 1,870,832 i ,653, 343, (121, 
1926 3,793,919 2'135,300 Eile ony ty 
Missouri-Kansas-Texas— 1927 $139,345,236 $107,158,077 $20,328,748 76.) 
— ew fis Hee 1926 "142'561,068 "109,817,161 22,023,252 7710 
1926 3,281,393 1'993,359 1,111,606 60.7 Chien, tee ho 817, 023, 
Missouri-Kansas-Texas of Texas—- . 1927 150,459,521 122,194,345 14,088,606 81.2 
1927 = 1,905,640 = 1,416,054 Sa 6 1926 148,107,540 117,967,081 1775325653 79.8 
1926 2,259,033 1/586,718 431,083 70.2 Chicago, St. Paul, Minneapolis & Omaha— nnn 
Missouri Pacific— 1, 10,771,050 «8,224,588 «1,794,149 «76.4 1927 24,664,630 19,880,156 2,570,238 80.8 
1926 11,704,214 8,891,309 1,854,460 76.0 ies Otitis 1926 24,230,162 19,583,575 2,839,347 80.8 
St. Louis-San Francisco— , 1927 110,126,719 72,166,363 27,362,389 65.5 
1927 6,713,628 = 4,625,201 1,818,086 = 68.9 1926 109/272,866 69,637,362  29'561,712 637 
1926 7,638,352 5,405,170 1'923'718 70.8 nneedte &. Pls ne ee 561, 
Texas & New Orleans— " "1927 45,590,477. 32,792,050 8,386,900 71.9 
«og 1926 434141509  327963;104 «6,583,229 75.9 
1926 6,557,548 5,055,862 820,661 77.1 sii eal 414, 963, 583, ‘3 
Texas & Paci 97 3,689,020 2,434,405 = 910,201 «66.0 1927 $8,042464 62,834,556 20,515,173 105 
ve , ’ ’ , ' 1926 9 ,160, 5 ’ ’ , , - 
1926 3,289,173 2/275, 633 748,392 69.2 Oregon- Washington, ft R, & Navigation” com io 
ied J ,’ , , , ’ 0 
The figures for the eleven months follow: 1926 28,296,097 20,694,605 4,336,334 73.1 
g 
Total—Roads reported: Central Western Region: 
1927 $4,909,104,519 $3,631,706,674 $886,585,524 74.0 Atchison, Topeka & Santa Fe— 
1926 5,064,947,314 3,695,873,010 977,983,987 73.0 1927 190,541,990 131,016,691 43,353,645 68. 
New England Region: 1926 191,539°811 122'947/491  51/199;405 64.2 
Boston & Maine— Chicago & Alton— ¥ 7 
1927 71,595,109 55,238,567 10,346,946 =—77.2 1927 25,955,142 20,557,008 2,286,905 79. 
1926 74,995,698 56,892,264 12,240,461 75.9 si Burlingtod’% ris? 464 22'312'299 3'364,320 77.6 
Hart — cago, v— 
ie tats: Bee MoT 38, 564,148 92,090,298 28,316,059 71.6 1927 142,851,994 100,169,695 27,469,333 70.1 
1926 130,891,479 | 95,757,121 23,177,902 73.2 1926 148,162,593 106,146,974 28,076,667 71.5 
Great Lakes Region: Chicago, Rock Island & ou c01 iain ane ons 
Delaware & Hudson— 1927 122,610,59 ,207, 9,700, at 
1927 39,527,494 31,730,540 6,435,986 80.5 1926 119,751,460 89,954,947 18,594,004 75. 
1926 42/552078 31,434,345 9,771,779 73.9 Denver & Rio Grande Western— sanaieai ci il 
Delaware, Lackawanna & Western System— ions eT pg gacd ‘oe Ff 
1927 78,237,246 55,389,839 16,193,746 70.8 rn... 545, ,205, 
ding CaO BO evar ey Ho AMUN BEGG MR 
Erie (includin a erie )— ,<11, ,062, D 
. e927 113, 281, 695 91,041,952 13,704,477 80.4 Seuthon Pasic Caate Ue 
Lehigh Valley— 1926 197,742, 827, 1245, 
” . 1927 69,055,270 54,814,564 9,277,477 79.4 Union Pacific— 
. 1926 73,708,986 55,430,139 13,023,150 75.2 1927 104,407,347 67,318,379 25,556,615 ss 
Michi n Central— 192 ’ ’ ’ ’ ’ ’ a. 
” 1927 83,091,161 57,451,321 19,608,502 69.1 southwestern Region: 
New York Central Tootelien Boston & Alban y)— 1927 31,643,467 23,075,436 5,556,424 72.9 
1927 355,705,680 271,530,224 57,857,802 76.3 1926 29,839,007  21'063°709 5,919,892 70.6 
“n 1926 365,984,016 272,652,243 66,870,697 74.5 Missour!-Kansas-Texas— ice, ieee aah ae 
New York, cago . uis— a 510, 597, 577, , 
1927 49,471,617 35,763,415 8,776,066 72.3 1926 32/578,594 21/659/283 8,739,412 66.5 
1926 50,477,800 36,728,460 9,309,375 72.8 eemmimedis a i ny an “ai oi . - oi 1.5 
Pere Marquette— 299, 079, 314, A 
7 1927 41,677,564 29,293,532 8,819,088 70.3 1926 20,469,722 14,953,848 2,981,917 73.1 
1926 42,503,767 29,309,660 9,333,207 69.0 atest Peatiie~ 
Pittsburgh & Lake Erie— 1927 115,514,491 90,827,521 15,977,728 78.6 
1927 29,711,494 24,368,638 7,647,573 82.0 1926 123,169,595  942415,406 18,749,737 76.7 
1926 31,206,460 25,012,092 8,353,023 80.2. St. Louis-San Francisco— 
Wabash— 1927 78,014,624 53,963,775 20,084,689 _—«69.2 
--1927 62,029,429 47,378,453 8,807,180 76.4 1926 82,923,021 57,307,358 21,937,738 69.1 
1926 65,667,404 48,301,489 11'241,115 73.6 Texas & New Orleans— 
Central Eastern Region: ’ 1927 65,082,086 53,122,704 5,986,519 $8 
Baltimore & Ohio— 1926 65,869,571 53,241,771 6,619,240 80. 
1927 228,204,677 170,041,364 43,639,747 74.9 Thees & Pactho~ 
1926 235,706,410 173,939,012 47,512,278 73.8 1927 35,038,953 26,082,516 5,606,702 74.4 
Central of New Jersey— 1926 32,154;341 24,068,985 5,505,021 74.9 
1927 54,360,514 39,881,684 9,686,716 78.4 





1926 55,191,766 40,270, 243 9,135,315 73.0 *Deficit. 
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$00 TERMINAL — 


Chocolate and other candies stored 


“THE ECONOMICAL WAY” 


DISTRIBUTION WAREHOUSE 
ST. LOUIS COTTON COMPRESS CO. 


East St. Louis, Illinois 








Storers and Distributors of 


MERCHANDISE 


all year round. 
Space for Rent 


Cool Temperatures 


LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from a you have 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 
supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 


Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 


Finance Through Our Warehouse Receipts. 


THE TRAFFIC WORLD 





The MODERN 


SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 


No Trucking, Switching or Draying. Fire-Proof Storage—Automatic Sprinkler. Daily Stock Reports if Desired. 
Write or Wire for Detailed Sadecnnstivensitent 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . HOUSTON, TEXAS 


179 


CHICAGO, ILL. 


LOCATED NEAR LOOP 


40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 


Represented by 
NATIONAL WAREHOUSING, INC. 


296 4 wed New York 
7 Drumm St. » Cal. 
36 Comanevetal St.,Las Angetes,Cal. 





A sprinklered warehouse, 2,000 feet long by 180 feet 
wide, divided into 18 compartments of about 20,000 
— feet each with platform and tracks on two 
sides. 

The floor is built on the ground and is particularly 
adapted to storage of heavy commodities. Will rent 
any number of compartments and represent renter 
or lessee here if desired, or will handle commodities 
on a regular storage basis. Traffic information fur- 
nished on request. 

Low Insurance—A Wonderful Distribution Point. 
Address Room 407 Federal Commerce Trust Building 

ST. LOUIS, MISSOURI 


Electricity Means 


Better Work 


HE Woodstock Electrite, newest member of 
the Woodstock family, has all the features 
that distinguish the standard Woodstock ma- 
chine, plus the speed and ease of electrical opera- 
It is a revelation in typewriter efficiency and 
high grade character of work. Send for booklet 
which describes both the Electrite and the standard 
Woodstock machine. 


Ask for Demonstration * 


Woodstock Typewriter Company 
General Sales Office: 


35 East Wacker Drive, Chicago, Illinois 


Branches in All Important Cities 
Agents All Over the World 


WOODSTOCK (lectrite- 


powered by 
typewriter electricity 
























































































Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, “a is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. . ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Ce ee engl 





Limitation of Actions—Recovery by Carrier of Amount Errone- 
ously Refunded as Overcharge 

Oklahoma.—Question: During June, 1925, a claim was filed 
by claimant against carrier for alleged overcharge on shipment 
of boilers from a point in Michigan to a point on our line. The 
date shipment moved was during February, 1923, and, of course, 
you will note that the claim for alleged overcharge was filed 
approximately two years and four months after date of ship- 
ment. 

During November, 1925, carrier paid claimant the claimed 
overcharge, feeling that the overcharge was due the claimant. 

Upon calling on other interested carriers for their propor- 
tion for the refunded overcharge, question arose as to the le- 
gality of the rate claimed, whereupon the paying carrier placed 
the matter before the Interstate Commerce Commission and 
the Interstate Commerce Commission rules that the payment 
that had been made to the claimant was improper, and the 
claimant should return the money collected to the carrier. 

After some correspondence between carrier and claimant 
as to correctness of Interstate Commerce Commission ruling, 
claimant finally took position that, under section 16 of sub. 3, 
the law provides that after three years the limitations had 
expired and claimant could not legally refund the amount to 
the carrier, which claimant had illegally received. 

Of course, I realize that three years from the time the 
action accrues sets the statute of limitations; however, it would 
appear to this company that there should be additional time 
granted for carrier to collect from the claimant when such claim- 
ant has illegally accepted a refund. 

It is believed that a new action has been started by reason 
of the illegal payment to the claimant and would run inde- 
pendently of the original three years’ limitation. 

I would appreciate your advice and opinion in this matter. 

Answer: There are at least two views on the question, 
which apparently must be submitted to the Supreme Court of 
the United States for final determination. 


One view is that the carrier having at the time of the de- 
livery of the shipment collected the full amount of its charges, 
the subsequent refund through error of a supposed overcharge 
gives to the carrier a right of action for money had and re- 
ceived which is independent of the original transaction, namely, 
at the time of delivery or within the credit period, and as to 
which, independent action the three year period of limitation 
provided for in paragraph 3 of section 16 of the act, has no 
relation, the time for bringing such an action being governed 
by the statutes of limitation of the several states. 


The basis for this view is, as we see it, that there is no 
relation between the delivery of the shipment and the collection 
of the freight charges at time of delivery, and the refund by 
the carrier of the supposed overcharge, and that as to an action 
for the recovery of this amount erroneously refunded the three 
year limitation period of paragraph 3 of section 16 of the act, 
dating from the delivery of the shipment would result, where 
the refund by the carrier was made at or near the end of the 
three year period, in the carrier’s action being barred or prac- 
tically so, before the cause of action came into existence, for 
until the refund was made the carrier, in fact, had no cause 
of action against the shipper. 


The other view is that paragraph 3 of section 16 of the act 
contemplates the final settlement of accounts by a carrier in 
respect of its freight charges within the three year period so 
far as a right of action by the carrier for the full amount or any 
part thereof is concerned, and that this limitation is the maxi- 
mum time within which the carrier must determine the amount 
of its charges and institute suit for any balance due. 

The two views Which we have outlined above are the 
basis of conflicting decisions in Michigan Central vs. Partridge, 
17 Fed. (2d) 657 and Wight vs. Zemurray, 91 So. 301. 

The decision in the first case is more or less supported by 
the decision in G. H. & S. A. vs. Lykes Brothers, 294 Fed 968. 

In Michigan Central vs. Partridge, 17 Fed. (2d) 657, it was 
held that an action by a carrier to recover the amount er- 
roneously refunded as an overcharge, is not governed by the 
limitation period prescribed in paragraph 3 of section 16 of the 
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act; that such an action is one for money had and received ang 
subject to the limitation statutes of the several states 

In Wight vs. Zemurray, 91 So. 301, decided by the Supreme 
Court of Louisiana, it was held that the railroad’s action against 
the shipper to recover a rebate erroneously allowed as the cost 
of loading freight, is an action for “recovery of erroneous 
freight charges, within Act No. 223 of 1914, requiring such ac. 
tion to be brought within two years, and not an action within 
Civ. Code, art. 3544, requiring actions not theretofore mentioned 
to be brought within ten years.” 

It is to be observed that the decision in this latter cage 
covers shipments which moved prior to the time there was q 
federal statute of limitation covering an action by a carrier for 
freight charges, the three year period not provided for in para. 
graph 38 of section 16 of the interstate commerce act not being 
incorporated into the act until Feb. 28, 1920. 

Sub-division (a) of paragraph 3 of section 16 of the inter. 
state commerce act provides that all actions at law by carriers 
subject to the Act for recovery of their charges or any part 
thereof, shall be begun within three years from the date the 
cause of action accrues. Sub-division (c) of paragraph 3 of 
section 16, provides that for the recovery of overcharges, actions 
at law shall be begun or complaint filed with the Commission 
within three years from the time the cause of action accrues 
subject to sub-division (d). 

In sub-divisoin (d) it is provided that if on or before the 
expiration of the three year period of limitation in sub-division 
(c) the carrier begins action under sub-division (a) for re. 
covery of charges in respect of the same transportation service 
or, without beginning action, collects charges in respect of that 
service, said period of limitation shall be extended to include 
90 days from the time such action is begun or such charges are 
collected by the carrier. 

In accordance with the above provisions of the Act, if you 
should pay the charges on the basis contended for by the carrier, 
you would have 90 days from the date of such payment during 
which to file complaint with the Commission alleging over. 
charge. See Cherar Clinch Coal Co. vs. Ann Arbor Railroad Co. 
118 I. C. C. 171. 
Delivery—Duty of Carrier to Furnish Checker at Warehouse of 

; Consignor 

Arizona.—Question: Please inform us whether or not we 
can require a railroad to furnish a checker to assist our men in 
checking all cars of merchandise received at our warehouse 
doors. Would the rule be different under different forms of bills 
of lading? The above is a legal question. 

Now, how would it work out in practice? We have from 
five to fifteen cars of various kinds of merchandise at our doors 
at once. To save demurrage and our own time we often u- 
load as early as six in the morning or even after night. Would 
there be a time limit for the railroad checker, or a limited 
number of men they could furnish at once? In case we checked 
short on merchandise and could furnish an affidavit, could the 
railroad company refuse the claim because we had not asked for 
a checker? How do other industries solve this problem? 

Answer: In four cases the Commission has considered the 
shipper’s load and count notation which carriers require to be 
placed on bills of lading where freight is received at other than 
public stations of the carrier. These cases are the San Fran- 
cisco Wholesale Dairy Exchange vs. American Railway Express 
Co., 78 I. C. C. 737; Ponchatoula Farmers Association vs. IIl. 
Cent. R. Co., 19 I. C. C. 512; In Re Western Classification, No. 
51, 25 I. C. C. 442, and Louisiana State Rice Milling Co. vs. M. L. 
ae R. Co., 34 I. C. C. 511. Im the last case the Commission 
said: 

As hereinbefore stated, the subsequently enacted Cummins amend- 
ment has not changed the legal status of the rule in question; and 
where the practice is shown to have resulted from a situation in- 
volving the mutual interest and convenience of the shipper and the 
carrier we do not, in view of the facts, circumstances and conditions 
appearing of record, find the rule and practice challenged to be un- 
reasonable or otherwise in violation of the existing law. It should be 
borne in mind that the shipper is not denied his right to an un- 
qualified receipt in any case in which delivery is tendered to the 
carrier at any of its public stations where it provides facilities for 
the receipt and delivery of freight. 

It will be observed from the above that so far as public 
stations of the carrier are concerned, the shippers load and 
count notation is not a proper notation to be placed on a bill of 
lading. There is nothing in Section 21 of the Bill of Lading 
Act regarding the unloading of shipments. The section refers 
only to the loading of shipments. 

Whether or not a carrier checks out a shipment which is 
being unloaded by the shipper, if an L. C. L. shipment, is en- 
tirely a matter which rests within the discretion of the carrier. 
That is, the checking serves only as security for the carrier 
should the shipper claim that he did not receive the full amount. 
So far as carload shipments are concerned, there is no duty on 
the part of the carrier to unload, Rule 27 of the Classification 
providing that shippers must unload carload shipments. There- 
fore there could be no duty upon the carrier to check the un- 
loading of the carload shipment. 

Damages—Conversion 
- Texas.—Question: We made a shipment, carload, to a cer: 
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Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 


Ne Ship 
on 
1 COMMERCIAL 
TRAVELER 


2 CALMAR 

2 PENNMAR 
2 YORKMAR 
2 MASSMAR 


——— TT 
——————— 


a Ship 

1 COMMERCIAL 
TRAVELER 

2 CALMAR 

2 PENNMAR 

2 YORKMAR 

2 MASSMAR 
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There is a Calmar Line Agent near you 
who can help you route your shipments 
to advantage. 


Baltimore 
Arrive— Depart 


Dec. 3 Dec. 8 
Dec. 18 Dec. 23 
Jan. 3 Jan. 8 
Jan. 18 Jan. 23 
Feb. 3 Feb. 8 
—qK—LeEE —_= 
San Francisco 


Oakland 
Arrive— Depart 


Jan.12 Jan. 15 
Jan. 27 Jan. 30 
Feb. 12 Feb. 15 
Feb. 27 Mar. 1 
Mar.14 Mar.17 









Philadelphia 
Arrive— Depart 


Dec. 10 Dec. 15 
Dec. 25 Dec. 30 
Jan.10 Jan. 15 
Jan. 25 Jan. 30 
Feb. 10 Feb. 15 


Portland 
Arrive— Depart 


Jan.16 Jan. 19 
Feb. 2 Feb. 3 
Feb. 18 Feb. 19 
Mar. 4 Mar. 5 
Mar.20 Mar. 21 


Consult him. 


For information regarding rates apply to 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
CALMAR STEAMSHIP CORPORATION, Dime Bank Building, 110 South Dearborn St., 
Moore & McCormack, General Agents, Detroit, Mich. Chicago, Ill. 


5 Broadway, New York, N. Y. 


Bourse Building, Philadelphia, Pa. 


Citizens National Bank Bldg., Baltimore, Md. 


Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, IIl. 
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CALMAR STEAMSHIP CORPORATION | American Mail Line 


Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
703 Transportation Bldg., Los Angeles 
408 Board of Trade Bldg., Portland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 


UNSON 
LINES* * 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 


New York 


DIRECT TO 
LOS ANGELES HARBOR—SAN 


FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 
Through Bills of Lading issued to other 


Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


Bi-Weekly or Fortnightly 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch Offices 


Chicago, St. Louis, Pittsburgh, Baltimore 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 
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Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and | 
express shipments, thereby saving interest on | 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 


Los Angeles 


Arrive— Depart 


Jan. 5 Jan. 10 
Jan. 20 Jan. 25 
Feb. 5 Feb. 10 
Feb. 20 Feb. 25 
Mar. 7 Mar. 12 


Seattle 
Arrive— Depart 








Jan. 21 Jan. 23 
Feb. 5 Feb. 7 
Feb. 21 Feb. 23 
Mar. 7 Mar. 9 
Mar. 23 Mar. 25 





T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 





Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 

































view CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Vos N. H. & H. R.R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 



























Total General Storage Capacity: 9,706,000 Cubic Feet 









MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 
















































































tain destination in Arkansas, billed to ourselves, advise a certain 
party, deliver only on surrender of our written order. 

The railroad company delivered the car to the advised con- 
signee, without surrender of the written order, and in the mean- 
time the consignee failed in business. 

Are we entitled to the market value of the goods at the 
time and place of delivery, or are we only entitled to the invoice 
value? 

If you can give us a positive ruling on this we will certainly 
appreciate it. 

Answer: The measure of damages for conversion by a car- 
rier of goods entrusted to it for transportation is the value of 
the goods at the time and place of the conversion. Some deci- 
sions, however, hold that from this amount freight charges are 
to be deducted, and in a number of decisions, interest on the 
value of the goods has been allowed. Section 396, Vol. 10 Corpus 
Juris. See Meek vs. Union Pac., 147 Pac. 1112 (Kan.); Atlantic 
Coast Line R. Co. vs. Goodwin, 57 S. E. 1070 (Ga.); Texas, etc., 
R. Co. vs. Crowder, 165 S. W. 116 (Tex.); Wingate vs. R. Co., 
177 N. W. 273 (Mich.); R. Co. vs. Harris, 80 So. 101 (Ala.); 
Davis vs. Hines, 85 So. 882 (Ala.); Produce Co. vs. R. Co., 179 
N. W. 834 (Ia.); Atchison, etc., R. Co. vs. Etherton, 145 Pac. 777 
(Okla.). 

As to how this market value is to be determined is a more 
or less difficult question. We refer you to our answer to 
“Louisiana” on page 374 of the Feb. 29, 1924, Traffic World, 
under the caption “Damages—Measure of.” We also refer you 
to the decisions in the following cases: Y. & M. V. vs. Delta 
Grocery & Cotton Co., 98 Sou. 777; Crail vs. Ill. Cent. R. Co., 
2 Fed. (2d) 287, and S. G. Palmer Co. vs. Ill. Cent. R. Co., 204 
N. W. 567. 

Routing and Misrouting—Duty of Carrier to Refuse Shipment 
Consigned to Station Not Located on Its Line 

Ohio.—Question: Bill of lading covering a less-carload ship- 
ment of galvanized steel roofing from Dover, O., to Lake Linden, 
Mich., shows route via Pennsylvania, care G. T., care M. A. T. 
The destination is not a point reached by the M. A. T. Co. 
(which is the Minnesota-Atlantic Transit Company), yet the 
agent here accepted shipment and executed bill of lading with- 
out raising any question with shippers. No rate appeared on 
the bill of lading and we will appreciate your advice as to 
carrier’s responsibility in this connection. Had agent informed 
shippers that destination was not located on the M. A. T. Co. 
and that no through rates were in effect, shippers would have 
changed the route. 

Answer: In the Commission’s Conference Ruling 474-C, it 
is said: 


The obligation lawfully rests upon the carrier’s agent to refrain 
from executing a bill of lading which contains provisions that can- 
not lawfully be complied with or provisions that are contradictory 
and therefore impossible of execution. 


A carrier is liable for all damage directly flowing from the 
carrier’s execution of a bill of lading containing provisions which 
are impossible of execution. Empire Lumber Co. vs. Director- 
General, 88 I. C. C. 424. 

In informal docket 102833 a shipment was consigned to a 
point not located on any railroad. Carrier shipped to destination 
and transported the shipment to the nearest railroad station. 
The Commission held the carrier was liable for the additional 
charges resulting from its execution of a bill of lading impossible 
of fulfillment under Conference Ruling 474-C. 

; The same principle would apply in the instant case, in our 
opinion. 


NEW ENGLAND ADVISORY BOARD 


The eighth regular meeting of the New England Shippers’ 
Advisory Board was held at Worcester, Mass., January 11, with 
a total of 521 shippers and railroad representatives. It was 
the largest attendance of shippers at any board meeting held 
in New England. 

Reports received from 49 commodity committees, forecast- 
ing business for the first three months of 1928, as compared 
with the same period of 1927, showed predictions of increase 
by 21 committees as high, in some cases, as 15 per cent, 14 
industries looked for no change, while 14 predicted decreases 
from slight up to as high as 30 per cent. The general average 
of the forecast by the commodity committees indicated an 
increase of 1.3 per cent in the car loadings. 

District Manager Randall, of the American Railway Asso- 
ciation, reported that, while the freight car loadings in the 
United States for the first 50 weeks of 1927 were 2.5 per cent 
less than the same period of 1926, the loss in New England 
was 0.9 per cent. In other words, New England, while follow- 
ing the trend of the country as a whole, experienced a less pro- 
portionate decline in business than in other sections. 

William E. Whelpley, traffic manager, Walworth Company, 
Boston, speaking in connection with the heavier loading of 
equipment, stated briefly that, in his opinion, the necessity 
existed for an extension of free time on heavily loaded com- 
modities, and that need for further cooperation existed on the 
part of the railroads in connection with their purchases. 
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W. C. Kendall, manager, railroad relations section, Ameri. 
can Railway Association, outlined the general transportatioy 
conditions throughout the country, and gave consideration 4 
some length to the views set forth by Mr. Whelpley. 

A banquet was given to the members of the board the eye. 
ning of January 10 by the Worcester Traffic Association, a 
which the principal speakers were Samuel E. Winslow, chairmay 
of the United States Board of Mediation, William F. Garcelop 
chairman of the New England Shippers’ Advisory Board, anj 
Michael J. O’Hara, mayor of Worcester. 

A digest of the commodity committee reports follows: 


Increase 
Automobile and Accessories...........0+- 
Brass, Bronze and Copper........cseecces. 
ee Ss CS eer rer er Slight 
Building and Monumental Stone......... 10% 
0 ESAS cr Pet re 8%, 
Buliders’ SUpplies .......ccccsccccvccesees 259, 
NS RE OPE er ee 3% 
CINE GGG so isce Scccistneeeieens ses egeee 309, 
CO  Scirkisie icc cdemecwanmeeenencanes 5% 
Coal and Coke .......... ese eeeececccooees Slight 
NEED 5 a ig ciate crecsrerestreiwmasimuetininee 5% 
IND og. ceria geie aieinteie mew erbe, 0 'es'ew oa eles e were : 
Cotton and Cotton Products...........+4+ 10 to 15% 
TORE G PYOGUGES | o o.66cesi0cscccdcseeseeveoes 2% 
Electrical Machinery and Appliances..... i 5% 
Explosives Slight 

No Change 


Fertilizer 
Furniture No Change 
No Change 


i Decrease 
No Change 
No Change 


No Change 





Groceries 
NEI. <cseinse-d:eheudlinwe b-aiare- eioieelere Bisa arecn reececwee pe 


Peewee et Pee ewer ee er eeeeseeeseeeeeeeees 


Hay ; 3% 
Hides and Leather Slight 


10% 
Lime 9% 
Livestock oe 
Lumber and Forest Products...........+. 7% 
ee Re re 10% 
Miscellaneous ManufactureS.........+.e0- Slight 
Musicnl TMStTUMONtS § ....cccvsccccccecseons 5% 
Packing House Products.........cccccccccsese Slight 
SS. ae 3% 
PEtrOlGM FTORUCS .....0cccccccccccccsocs 10% 
ere ee ee 5% 
Pumps, Tanks and Boilers..........-.cee- 10% 
BURGE SRMCOPIGIS oc. cccicctcveeveoede sees No Change 
PEM MNEGED io.o:0:ei0.5:0:0:00:0-0 00 wisise eisiee-ee No Change 
NE BE DOOD icc ccccccscreccwiviocenecciwes 15% 
Scrap Metals .......ccccescccsccccccseves 10% 
EE re Ce Slight 
Soap and Soap Products........cccccsess No Change 
Sugar No Change 


No Change 
No Change 


eee e ee eer eee ee seer essere seeeeseee 


No Change 





No Change {/ JE) 


NORTHWEST ADVISORY BOARD 


The Northwest Shippers’ Advisory Board will hold its “fifth 
anniversary meeting” at Minneapolis January 25. At the mor- 
ing sessions relations of railroad commissions to the board will 
be discussed by Frank Milhollan, president of the North Da- 
kota commission; J. W. Raish, of the South Dakota commission, 
and O. P. B. Jacobson, chairman of the Minnesota commission. 
An address of welcome will be made by George E. Leach, mayor 
of Minneapolis, and J. F. Reed, general chairman of the board, 
will review accomplishments of the board. The speakers and 
subjects at the afternoon session will be as follows: W. H. 
Bremner, receiver, M. & St. L., “Relations of Railroads to North- 
west Advisory Board”; W. F. Davidson, president, St. Paul asso- 
ciation, “Relation of St. Paul Business Interests to the Board”; 
B. F. Benson, Minneapolis Civic and Commerce Association, “Re 
lation of Minneapolis Business Interests to the Board”; E. 6. 
Leipheimer, editor, Anaconda Standard, “What Railroad Trans- 
portation Means to the State of Montana”; and M. J. Gormley, 
chairman, car service division, American Railway Association, 
“Advisory Boards from the Car Service Division Standpoint”. 

A banquet will be held at the Nicollet Hotel in the evening. 
William P. MacCracken, Jr., Assistant Secretary of Commerce, 
will be the principal speaker. A testimonial from all the ad 
visory boards will be presented to Donald D. Conn by A. G. T. 
Moore, chairman of the Southeast Shippers’ Advisory Board. 
J. F. Reed will be toastmaster. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Jan 
uary 1-7, inclusive, was 461,669 cars, according to the car service 
division of the American Railway Association. The average 
daily shortage reported was 88 flat cars. The surplus was made 
up as follows 


Box, 195,359; ventilated box, 1,029; auto and furniture, 32,974; 
total box, 229,362; flat, 12,752; gondola, 91,568; hopper, 85,598; total 
coal, 177,166; coke, 1,499; S. D. stock, 21,597; D. D. stock, 2,937; refrig- 
erator, 14,261; tank, 410; miscellaneous, 1,685. 


Canadian roads reported a surplus of 22,000 box, 1,100 auto 
and furniture, 1,450 flat, 700 gondola, 750 S. D. stock, 450 refrig: 
erator and 200 miscellaneous cars. 
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MEN IN TRANSPORTATION 





After the passage of the transportation act in 1920, the 
Interstate Commerce Commission organized what has become 
one of its most important bureaus—the bureau of traffic. It is 
the Commission’s agency of direct contact with shippers and 
railroads in the field of rate regulation. One of its principal 
functions is to settle, through informal negotiations between 
shippers and carriers, as many controversies as possible without 
litigation, and it has, in many instances, succeeded in eliminat- 
ing causes for resort to formal procedure before the Commis- 
sion. Another important function of the bureau is to act in 
an advisory capacity in connection with the disposition of 
formal cases, especially those involving general policies and 
extensive rate adjustments. Under its jurisdiction also come 
administrative matters connected directly with rates and tariffs. 

The bureau was organized under the supervision of W. V. 





W. V. HARDIE 


Hardie, who has been its director since April, 1920. Aside from 
having had an extensive traffic experience in his earlier years, 
Mr. Hardie came to the Commission, with the exception of a 
short period of service as assistant general freight agent of 
the M. K. & T. at Dallas, Tex., directly from the Railroad Ad- 
ministration, where he had dealt, in the period of federal control, 
with varied rate problems of western territory. In 1918, he 
entered the service of the Railroad Administration as _ traffic 
assistant to the director of public service in charge of western 
territory. In that position he was in direct contact with the rate 
situation in western territory because, under the scheme of things 
as ordered by the Director-General of Railroads, no change in 
rates made by the director of traffic of the Railroad Administra- 
tion could be made without the approval of the director of 
public service. As traffic assistant to the director of public 
service in charge of western territory, Mr. Hardie had super- 
vision of all rate changes in that territory. 

Mr. Hardie was born in Hudson, N. Y., July 20, 1881. He 
was educated in the schools at Pittsfield, Mass., and later at- 
tended the University of Texas at Austin, Tex. After leaving 
college he obtained employment with the Gulf, Colorado & Santa 
Fe at Galveston in the traffic department. He began his rail- 
road work by filing tariffs and later, in his service with the 
G. C. & S. F., was export clerk and rate clerk. When the Gal- 
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veston Freight Bureau was organized in 1903, he left the raj), 
road to become assistant manager of the bureau. In 1905 j, 
went to Oklahoma to engage in the retail furniture and hap. 
ware business. After a period of two years he accepted the 
position of assistant manager of the Oklahoma Traffic Associa. 

tion. He became manager of the association in 1914 and rp. 
mained in that position until he came to Washington in 191. 

to join the forces of the Railroad Administration. 

Within the bureau of traffic are the section of tariffs, jy 
charge of George M. Crosland, assistant director; and the 
fourth section division, in charge of Richard V. Pitt, assistan; 
director. Walter N. Brown is assistant director in charge og 
legal phases of traffic problems dealt with by the bureau. Lorip 
C. Nelson is assistant to the director, specializing in rules goy. 
erning the preparation of tariffs and in tariff interpretatiop 
matters. 

The bureau of traffic, according to a recent review of the 
activities of the Commission by Commissioner Esch, ig ope. 
of the largest bureaus of the Commission and one which ¢o}. 
cerns all the people because it deals with rates, fares and 
charges. 

“This bureau meets the carriers and meets the shippers 
in cases of controversy and seeks to reach a common grouni. 
and the bureau has, in many instances, been able to iron out 
differences of opinion and thus avoided expensive and _ long 
drawn-out litigation,’ said Mr. Esch. “This bureau of traffic 
has certain boards under it such as the board of suspension, 
which passes upon all rates, fares and charges filed with the 
Commission against which protests have been entered. It also 
has the fourth section board, which handles all applications 
for relief from the fourth section, the long-and-short-haul sec. 
tion, filed by the carriers. It also has the released value board, 
which handles all applications for releasing carriers of liability 
dependent upon an agreed value of the property. This bureau 1 
of traffic, as I have said, has far-reaching administrative author. , 
ity and is taken into consultation by the Commission in many 1 
elaborate and intricate rate problems.”’—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The Junior Traffic Club of Minneapolis has elected the 





following officers: President, R. A. O’Leary; vice-president, 
H. W. Johnson; secretary, C. C. Morey; treasurer, Raymond 
Theis; directors, C. Edward Belanger, Guy Valley and J. Schiller. 


The Traffic Club of New Orleans will hold a meeting at 
the Hotel Roosevelt January 23. Nicholas Bauer, superintené. 
ent, New Orleans public schools, will talk on educational work. 
The third “carnival bal-masque” will be held at the St. Charles 
Hotel February 18. 





Among those expected to be guests of the Milwaukee Trafic 
Club at its annual banquet January 25 are the following: J. L. 
Eysmans, vice-president in charge of traffic, Pennsylvania, Phila 
delphia, Pa.; J. E. Weller, traffic manager, Pennsylvania, Chi & 
cago; Charles Domnelly, president, Northern Pacific, St. Pau; & 
H. A. Scandrett,-new president, J. T. Gillick, chief operating 
officer, and H. E. Pierpont, chief traffic officer, C. M. St. P. & P, 
Chicago; Ralph Budd, president, Great Northern, St. Paul; 
W. C. Hurst, senior vice-president, Chicago & Illinois Midland, 
Springfield, Ill.; Henry -A. Palmer, editor and manager, The 
Traffic World, Chicago; A. E. Wallace, vice-president and gen: 
eral manager, Minneapolis, St. Paul & Sault Ste. Marie, Minne 
apolis; H. W. Thorp, president and general manager, Goodrich 
Transit Company, Chicago; James F. Holden, vice-president, 
Kansas City Southern, Kansas City, Mo.; B. H. Pratt, Fisk 
Rubber Company, Cudahy, Wis.; A. F. Banks, president, Elgit, 
Joliet & Eastern, Chicago, and A. C. Johnson, vice-president, 
Chicago & North Western, Chicago. The principal address will 
be delivered by Gov. Zimmerman. Patrick T. Bowler will act 
as toastmaster, and the Rev. Arthur H. Lord will give the 
invocation. Visiting railroad presidents will also make tel 
minute talks. 





The New ‘York Traffic Forum held a meeting at the Penl 
sylvania Hotel January 10. C. Pascorella, assistant traffic mal 
ager, Francis E. Leggett Company, spoke on “Ferry and Trap 
Car Service,” and answered questions on the subject. The dis 
cussion developed considerable comment as to the probable 
effect of the Holland Vehicular Tunnel on the revenue of the 
ferry services of North River. N. G. Hoyer, formerly with the 
Thomas Lipton Tea Company, resigned as secretary of the 
forum, because he said his new position as traffic manager of 
the Standard Varnish Works would not permit him to devote 
the necessary time to the club activities. The next meeting 
will be held at the Hote] McAlpin February 3. 





Th Women’s Traffic Club of Los Angeles held a meeting 
January 18 to elect a new president to fill the vacacny created 
by the resignation of Miss Gertrude B. Sears, who has takel 
a position with Miller, Vosburg & Co., bond brokers. In hel 
new capacity she will not be in active charge of a traffic de 
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Sen cry EUROPEAN LINES HAVANA 
PUEBLA © Design 
From VERA CRUZ 
The Only Standard Gauge Line MEXICO CITY WEEKLY ——_ 
The Short Line in Distance 23 Hours NEW YORK—Ward Line 
Toi PACHUCA NEW ORLEANS—Cuyamel Line 


PUEBLA —20 Hours NEW ORLEANS—Mex.-Am. Line 
Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 


Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 


merican Chain of Warehouses, Ine. 


ESTABLISHED 1911 


A Group of Warehouses in the Principal Distributing Centers 


Financially Responsible Ideally Located to Serve All Territories 
Thoroughly Experienced in All Details of Merchandise Distribution 


We will be pleased to furnish shippers with rates and all other information 


of interest in connection with the handling of 
their accounts in any city 


A directory showing in detail facilities of all warehouses available upon request 


For further information write our nearest representative 


O. V. HUKILL, Eastern Representative <== W. H. EDDY, Western Representative 
260 West Broadway Ctra. 53 W. Jackson Blvd., Room 1010 
Phone Walker 7195 ‘ Te Phone Harrison 1496 
New York City S . Chicago, III. 
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partment, as required by the rules of the club. The annual 
dance will be held January 28. 


At a meeting of the Women’s Traffic Club of San Francisco 
January 12, a committee was appointed by Miss Winifred Bauer, 
president, to work with the Pacific Traffic Association and the 
Transportation Club of San Francisco in making arrangements 
for the annual meeting of the Associated Traffic Clubs of 
America to be held there next spring. Sherman K. Burke, chief 
clerk of the industrial department of the Southern Pacific, spoke 
on “Freight Traffic from Various Angles.” A nominating com- 
mittee was appointed to draw up a ticket, to be voted on at 
the annual banquet and election March 1. 

The advisability of the United States adopting. the Hague 
rules governing ocean bills of lading was debated by Wellington 
Elmer, assistant cashier of the Bank of America and chairman 
of the bankers’ sub-committee, and Norman Draper, Washington 
representative of the Institute of American Meat Packers, be- 
fore 300 representatives of industrial railroad and steamship 
companies at the first forum of the year held by the Traffic 
Club of New York at the Waldorf-Astoria January 17. Mr. 
Elmer, who took the affirmative, held ratification by the United 
States of the treaty signed at the Brussels convention in 1923, 
embodying the Hague rules, would probably serve as a deter- 
mining factor in influencing other nations of the world to ratify 
the rules and result in international uniformity of bills of lading. 
Great Britain, he pointed out, is the only nation thus far which 
has adopted the rules, and in the first two years of their opera- 
tion in that country met with singular success, he said. Mr. 
Draper, who took the negative, admitted that uniformity in 
shipping documents was desirable, but he doubted if anything 
could be accomplished by the Hague rules. He pointed out that 
the packers and many other shippers, the Shipping Board and 
other organizations, feel that embodiment of the rules in a 
treaty is not the proper way to handle contract relations be- 
tween the carriers and shippers. Charles W. Braden, president 
of the Kentucky Alcohol Corporation and vice-president of the 
club, presided. 





The Transportation Club of St. Paul elected the following 
officers at its seventh annual election at the Saint Paul Hotel 
January 17: President, E. J. McMonigal, traffic manager, Twin 
City Brick Company; first vice-president, C. K. Landes, assist- 
ant general freight agent, Soo Line; second vice-president, A. A. 
Connel, traffic manager, Waldorf Paper Products Company; 
treasurer, Guy E. Dailey, assistant cashier, First National Bank; 
secretary, Charles A. Liggett, service agent, St. Paul Associa- 
tion; directors, E. P. Leininger, traffic manager, Cochran-Sargent 
Company; L. B. Poore, district passenger agent, Pennsylvania; 
and C. E. Ryberg, traffic manager, T. Hamm Brewing Company. 
A. J. Dickinson, passenger traffic manager, Great Northern, the 
retiring president, becomes chairman of the executive com- 
mittee. The following hold over for another year as directors: 
Charles E. Elmquist, attorney; G. R. Merritt, general agent, 
refrigerator service, Northern Pacific; and George P. Lyman, 
assistant general freight agent, C. B. & Q. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club January 19. Claude R. Myers, sales manager, Carl Graham 
Paint and Wallpaper Company, told of his recent visit to Europe. 
At a meeting of the board of directors January 7, the following 
werg appointed to fill vacancies on the board: Victor H. 
Frisch, traffic manager, Otto Weiss Milling Company; Charles 
Sibbitt, traffic manager, Ben Sibbitt Iron and Foundry Company; 
and Donald Anderson, traffic manager, McVicat-Howard Clothing 
Company. The club has ratified the resolutions adopted by the 
Associated Traffic Clubs of America at Richmond pertaining 
to the Hoch-Smith resolution, consolidation of the railroads and 
amendments to the constitution. With reference to its approval 
of the resolution pertaining to the Hoch-Smith resolution, it 
was with the understanding that the club disapproved of any 
form of political rate making, “but that, in so far as various 
investigations should reveal unfair advantages or inequalities 
of rates existing between various markets, adjustments should 
be made placing those markets on a parity with each other.” 





The Traffic Club of Kansas City held a meeting at the 
Baltimore Hotel January 17. R. E. Crowley, assistant traffic 
manager, Palmolive-Peet Company, made a report on the meet- 
ing of the Associated Traffic Clubs of America at Richmond 
and there was an elaborate program of entertainment. 


The Traffic Club of New York will hold a “Western Night” 
at the Waldorf-Astoria January 21. : 





The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel January 16. There was a program of entertain- 
ment. The annual dinner dance was held at the Skirvin Hotel 
January 19. Albert McRill, local attorney, spoke on “Business 
and Life.” The invocation was by the Rev. R. M. Inlow, of 
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Emanuel Baptist Church. C. A. Bridge, vice-president, O. C. A. 


& A., was toastmaster. 


There was an attendance of approximately 400 at the thir. 
teenth annual banquet of the Traffic Club of Houston at the 
Rice Hotel January 19. An invitation had been extended in 
advance to Jesse Jones to be the honor guest because of his 
work in connection with bringing the Democratic national con. 
vention to the city. W. L: Cook, member of the law firm of 
Andrews, Streetman, Logue and Mobley, was_ toastmaster, 
Music was furnished by the Missouri Pacific Orchestra. H. C. 
Callahan was in charge of arrangements. 





The Traffic Club of Atlanta held its annual banquet and 
election at the Atlanta Athletic Club January 20. Two tickets 
were voted on. T. B. Curtis, general agent, C. & W. C., the 1927 
president, headed the “administration” ticket and M. M. En.- 
mert, traffic manager, Coca-Cola Company, headed the “indus- 
trial-railroad” ticket. The Traffic Study Club will hold a meet- 
ing at the Chamber of Commerce February 1. The program 
will include a mock Commission hearing. 





The El Paso Traffic Club has ratified the resolutions per- 
(Continued on page 188) 





Personal Notes 





With F. C. Hillyer as commerce counsel and C. H. Peck as 
traffic director, the United States Fisheries’ Association has 
opened offices in Washington, D. C. Mr. Peck, who was on the 
staff of the Commission for approximately eleven years in the 
bureau of traffic and as an examiner, resigned January 7 to be- 
come traffic director of the association. 

Henry E. Weaver has been appointed traveling freight 
agent, Pennsylvania, at Birmingham, Ala., succeeding B. D. 
Rhodes, promoted. 

Andrew J. Brady has been appointed assistant freight traf- 
fic manager, United Fruit Company, in charge of rates, at New 
York. J. H. O’Dowd has been appointed assistant freight traf- 
fic manager at New Orleans. 

A. S. Lukey has been appointed assistant traffic manager, 
A. E. Staley Manufacturing Company, Decatur, Ill. V. R. March 
has been appointed export traffic manager. 

C. W. Evers has been appointed general agent, freight de- 
partment, Union Pacific, at Sioux City, Ia. The position of trav- 
eling freight agent has been abolished. 

George B. McGinty, secretary of the Interstate Commerce 
Commission, has been elected illustrious potentate of Almas 
Temple, Ancient and Accepted Order Nobles of the Mystic 
Shrine of Washington, D. C. 

Lawrence N. Helm, president of the Indianapolis Traffic 
Club, commercial agent, Norfolk and Western, was the speaker 
at a meeting of the Optimists’ Club of Indianapolis at the Clay- 
pool Hotel January 13. He discussed the value of a traffic de- 
partment and the functions of a traffic manager. 

Claude S. Beach, a charter member of the Transportation 
Club of St. Paul and former traffic manager of Finch, Van 
Slyck and McConville, died at St. Croix Falls, Wis., January 14. 

Clarence C. Walton, traffic manager, Eternit, Incorporated, 
at Philadelphia, has been appointed general traffic manager at 
the new headquarters in St. Louis. He will have jurisdiction 
over the company’s warehouses. 

G. A. Sculley has been appointed traffic manager of the En- 
dicott-Johnson Corporation, Endicott, N. Y. 

Neal P. Stanford, a senior at Northwestern University, was 
the recipient of $50—the third prize in the essay contest on 
“Cross Crossings Cautiously,” of the safety section of the Amer- 
ican Railway Association—January 16. The presentation speech 
was made by F. E. Strouse, special representative of the Penn- 
sylvania, who is a member of the committee. The judges were 
Secretary of Commerce Herbert Hoover (chairman), Thomas 
Henry, president of the American Automobile Association, and 
Walter G. King, past president of the National Safety Council. 
The original rules of the contest provided for a prize of $250 
for the best essay by a student in grammar school, high school 
and college, but the American Railway Association decided, on 
account of the excellence of the essays, to award second and 
third prizes in each class also. 

Charles S. Belsterling has been made chairman of the gen- 
eral traffic committee of the United States Steel Corporation. 

H. A. Scandrett, vice-president and valuation and commerce 
counsel of the Union Pacific, having resigned to accept service 
with the Chicago, Milwaukee, St. Paul & Pacific, as its president, 
his position as vice-president has been abolished. J. M. Souby 
has been appointed valuation and commerce counsel, at Omaha. 

Arthur McGuirk, special counsel for the Board of Com- 
missioners of the Port of New Orleans, died of heart failure 
January 17. He was 64 years old and had been connected with 
the legal department of the dock board for fifteen years. 
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DOINGS OF THE TRAFFIC CLUBS 


(Continued from page 186) 
taining to railroad consolidation and the Hoch-Smith resolution 
adopted by the Associated Traffic Clubs of America at Richmond. 


The Portland Industrial Traffic Club held its seventh an- 
nual banquet and election at the Multnomah Hotel January 9. 
President Kensinger opened the meeting with an address of 
welcome and then turned it over to Walter Rose, toastmaster. 
Charles F. Swigert, president of the Pacific Bridge Company, 
was the principal speaker. A dialogue by Dean Collins, a 
Portland newspaper man, was one of the features of the evening. 
Officers elected were as follows: President, J. L. McConnell; 
vice-president, F. W. Richwold; secretary, W. F.. Holtbuer; 
treasurer, U. O. Rogers; directors, D. B. Lewis, T. I. Deck and 
F. P. Kensinger. 

The Traffic Club of Minneapolis will hold its third annual 
griddle cake dinner at the Nicollet Hotel January 28. The 
annual election, set for January 19, has been postponed to 
January 26, because of the banquet of the St. Paul Transporta- 
tion Club. The new officers will be installed at the griddle 
cake dinner. J. L. Losie is chairman of the committee in charge. 


Samuel E. Winslow, chairman of the United States Board 
of Mediation, was the speaker at the banquet held by the 
Worcester Traffic Association at the Bancroft Hotel January 10 
in honor of the New England Shippers’ Advisory Board. There 
was an attendance of about 450. He gave a short history of 
legislation affecting the railroads and criticized Congress for 
repealing laws without saving their good points. He also dis- 
cussed present relationships between capital and labor, declar- 
ing a better spirit of cooperation existed than ever before. 
Short speeches of welcome were made by Mayor O’Hara and 
Clifford W. Packard, president of the organization. John E. 
White, president of the Worcester Chamber of Commerce, 
spoke on the importance to Worcester of adequate transporta- 
tion, and William F. Garcelon, chairman of the advisory board, 
expressed gratitude for the cooperation of the traffic association 
and the chamber of commerce. The committee in charge of 
arrangements was as follows: C. W. Packard, T. Raymond 
Higgins, Charles Firth, E. E. Opitz, J. H. Lane, B. F. Curtis, 
H. A. Rousseau, J. P. Sloan, A. D. Fiske, F. A. Champagne, 
C. B. Angell, W. S. Taylor, J. F. Ward, R. H. Goddard and 
R. H. Haley. The Pullman Porter Quartette, from Chicago, was 
one of the features of the program of entertainment. 


The Transportation Club of Louisville will hold a meeting 
at the Seelbach-Rathskeller January 24. William B. Harrison, 
mayor of Louisville, wiil be the speaker. 


The Traffic Club of the Rochester Chamber of Commerce 
will hold its fourth annual dinner February 2 at the Chamber 
of Commerce. It is expected that over seven hundred and fifty 
members and friends will attend. Reservations have been made 
by many vice-presidents and general managers of railroads and 
steamship lines from various cities throughout the country. 
A turkey dinner will be served. After the dinner short talks 
will be given by Herman Russell, president of the chamber, 
and Roland B. Woodward, general secretary. Entertainment 
will be provided by the Red Arrow Quartette of the Pennsyl- 
vania, from Pittsburgh, with two assisting artists. Dancing will 
follow the dinner and entertainment. 


There was an attendance of 49 at a meeting of the San 
Antonio Traffic Club January 9. William McIntosh, manager of 
the San Antonio Light Co., was the speaker. A motion for 
withdrawal from membership in the Associated Traffic Clubs 
of America was adopted. The following committee was ap- 
pointed to revise the constitution and by-laws: L. T. Whitfield, 
Charles Baldus, C. A. Willingham, B. A. Erwin and W. D. Tur- 
beville. The next meeting will be held January 23. 

The Traffic Club of St. Louis will hold a “Father and Son 
Day” meeting at the Chamber of Commerce January 23. Joe 
Forshaw, marathon runner, will speak on “Athletics.” The 
sixth annual Lincoln Birthday dinner-dance will be held at the 
Hotel Statler February 11. 


COAL AND RAILROADS 

The United Mine Workers of America has filed with the 
Senate interstate commerce committee a statement in support 
of the resolution introduced by Senator Johnson, of California, 
calling for an investigation of the coal situation in Pennsyl- 
vania, Ohio and West Virginia. The statement charges that 
railroads encouraged repudiation of the Jacksonville agreement, 
that they were hammering down the price of coal, and that they 
refused to buy Indiana union-mined coal. The statement charged 
that ‘‘New York Central interests” would eliminate the union 
and said western railroads demanded low-wage coal. The state- 
ment names the Pennsylvania railroad, the New York Central, 
the Baltimore & Ohio, the Wabash, the Missouri-Kansas-Texas, 
the Frisco, the Rock Island, and the C. B. & Q. 
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Digest of New Complaints 


Ls 
No. 20442. 
et al. 
Unreasonable rates on wrought iron pipe from Panhandle, Tex. 

to Artesia, N. M. Asks reparation. : 
No. ae Glover Hardware & Harness Co., Waupaca, Wis., vs. C, & 


Phillips Petroleum Co., Bartlesville, Okla., vs. Santa pF, 


Illegal charges on harness from Clinton, Ia., to Waupaca, Wis. 
Asks reparation of 25 cents. 

No. 20444. Federated Metals Corporation, New York City, vs. Mo, 
Pac. et al. 

Rates and charges in violation of first three sections of the 
act, on brass ingots from St. Louis, Mo., to Denver, Colo. Asks 
rates for future and reparation. 

No. 20445. Federated Metals Corporation, New York City, vs. Penn. 
sylvania et al. 

Rates and charges in violation of first three sections of the 
act, on tin oxide from East Liberty, Pa., to Sheboygan, Wis., and 
on copper ingots from Canton, O., to Pittsburgh, Pa., and sCrap 
lead from Pittsburgh to Chicago, Ill. Asks rates for future andj 
reparation. 

No. 20446. Federated Metals Corporation, New York City, vs. Penn. 
sylvania et al. 

Rates and charges in violation of first three sections of the act, 
on scrap copper from Rochester, N. Y., to Pittsburgh, Pa. Asks 
rates for future and reparation. 

No. 20447. Federated Metals Corporation, New York City, vs. Penn- 
sylvania et al. 

Rates and charges in violation of first three sections of the 
act, on brass and copper ingots from Pittsburgh to Mansfield, Pa, 
Dover and Youngstown, O., Sheboygan, Wis., Follansbee, W. Va, 
Syracuse, Buffalo and Rochester, N. Y. Asks rates for future and 
reparation. 

No. 20448. McHenry-Millhouse Mfg. Co., Inc., South Bend, Ind., ys, 
New York, Ontario & Western et al. 

Rates in violation of first three sections of the act, on asphalt 
shingles and prepared roofing from Fulton, N. Y., to Williamsport, 
Pa. Asks rates for future and reparation. 

No. 20449. Walter Verhalen Co. et al., Dallas, Tex., vs. Santa Fe et al. 

Unreasonable rates on fruit and vegetable baskets and hampers 
from Arkansas and Texas points to all points in California. Asks 
rates for future. 

No. 20450. National Steel Barrel Co., Cleveland, O., vs. L. & N. et al. 

Unreasonable rates on barrels and drums, iron or steel, from 
New Orleans, La., to all destinations in Miss., Ala., Fla., N.C, 
S. C., Va., Tenn. and Ky. Asks rates for future. 

No. 20451. The Western Shade Cloth Co. of New York, Chicago, Ill, 
vs. Canadian National et al. 

Charges in violation of sections 1 and 6 of the act, on shade cloth 
from Chicago, Ill., to Buffalo, N. Y. Asks reparation. 

No. 20452. Alexandria Bedding Co., Alexandria, La., vs. Beaumont, 
Sour Lake & Western et al. 

Rates in violation of sections 1 and 2 of the act, on cottonseed 
hull shavings from Houston, Tex., to Alexandria, La. Asks rates 
for future and reparation. 

No. 20453. Dodge County Lumber Co., Eastman, Ga., vs. Seaboard 
Air Line. 

Rates and charges in violation of sections 1 and 6 of the act, on 
cross ties from points in South Carolina to Charleston, S. C., for 
movement by water beyond. Asks rates for future and reparation. 

No. 20454. The East Coast Fertilizer Co., Wilmington, N. C., vs. 
Alcolu R. R. et al. 

Alleges that continuation of lower carload minimum on fertilizers 
between points in South Carolina than maintained from Wilming- 
ton, N. C., to points in South Carolina constitutes unjust dis- 
crimination against interstate commerce and prefers intrastate 
commerce in violation of sections 2, 3 and 13 of the act. Asks 
same carload minimum weight from Wilmington, N. C., to points 
in S. C. as in effect from Charleston, S. C. and other points in 
S. C. to S. C. destinations. 


No. 20455. Gordon Candy Co. et al., Omaha, Neb., vs. A. C. L. et al. 
Charges in violation of first four sections of the act, on peanuts 
from points in Georgia, North Carolina and Virginia to Omaha, 
Neb. Asks rates for future and reparation. 
No. 20456. Christian Feigenspan, a corporation, Newark, N. J., vs. 
Central of New Jersey. 

Unreasonable rates on imported German anthracite coal from 
Germany for transshipment at Jersey City to Newark, N. J. Asks 
reparation. 

No. 20457. John E. Booth Lumber Corporation, Burlington, Vt., vs. 
Central Vermont et al. 

Unreasonable rates on lumber, lath and shingles originating 

at points in Canada, transited at Burlington, Vt., and shipped 


— or to junction points intermediate thereto. Asks repara- 

ion. 

No. nope } iagmaaateataiiaataaad Co., Minneapolis, Minn., vs. Great North- 
ern et al. 


Unreasonable and illegal charges on wheat from Minneapolis, 
Minn., to Superior, Wis., shipments having originated at various 
points in Minnesota, North and South Dakota and Montana. Asks 
reparation. 

No. 20459. James Lees & Sons Co., Bridgeport, Pa., vs. Reading. 

Rates in violation of sections 1 and 3 of the act, on import wo 
received at port of Philadelphia and shipped to Bridgeport, Pa. 
Asks rates for future and reparation. 

No. a S. Bender Iron & Supply Co., Shreveport, La., vs. B. & 0 
et al. 

Charges in violation of first four sections of the act, on pipe 
from St. Louis, Mo., Memphis, Tenn., Steubenville, O., Wheeliné: 
W. Va., Economy, Pa., Youngstown, O., and Harrisburg, IIl., 0 
stations in Arkansas and Louisiana. Asks rates for future and 
reparation. 

No. 20461. The Southern Cotton Oil Co. et al., New Orleans, La. 
vs. Santa Fe et al. 

Unreasonable rates on lard substitute, both solid and liquid, from 
Gretna, La., to Albuquerque, N. M. Asks rates for future and 
reparation. : 

No. ~— The Colonial Salt Co. et al., Akron, O., vs. Chicago & Ere 
et al. i 

Rates in violation of sections 1, 2, 3 and 13 of the act, on salt 
from Akron, Wadsworth and Cleveland, O., and St. Clair, Mich. 
to points in Missouri, Arkansas, Oklahoma, Louisiana and Texas. 
Asks rates for future and reparation. 

No. 20463. Butler’s Feed Mills et al., San Diego, Calif., vs. Holto! 
Inter-Urban Railway et al. : , 
Rates, charges and minimum weights on hay from points !? 
Arizona and California to San Diego, National City, Chula Vis! 
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SOUTH SHORF 


LINE 


The Symbol of Service 


2. Vi 


i aay 


HE local territory served by 

South Shore Line is one made to 
order for Industry: the Calumet Dis- 
trict, extending from South Chicago 
along the southern border of Lake 
Michigan to Gary, Ind. Less than 
25 years old, it is already world 
famous. 


In addition to local merchandise des- 
patch, and through service on carload 
freight traffic between this busy dis- 
trict and all parts of the country, a 
fast, frequent passenger service is 
maintained to South Bend and Mich- 
igan City, Ind., on the east, and down- 
town Chicago on the west. South 
Shore Line places the most distant 
eastern boundary of the Calumet region 


Traffic Department 


CHICAGO, ILL.—79 W. Monroe St., Phone Central 8280 


William Petersen, Traffic Manager 

C. L. Binger, Assistant General Freight Agent 
W. R. Jones, Commercial Agent 

L. W. Hodgetts, Traffic Representative 


SOUTH BEND, IND.—301 N. Michigan St., Phone Lincoln 5764 


A. W. Oberfell, General Freight Agent 
R. E. Frantz, Traffic Representative 


MINNEAPOLIS, MINN.—Ernest Irber, General Agent., 316 


Corn Exchange Bldg., Phone Geneva 1063 


CHICAGO SOUTH SHORE & 
SOUTH BEND RAILROAD 





within 58 minutes of the business dis- 
trict of Chicago, with a train every 
30 minutes. 


The rugged Dunes of Indiana provide 
a healthful and educational play- 
ground for the families of employes. 
An abundant water supply, relative 
nearness to raw materials, incompar- 
able transportation facilities, prox- 
imity to Chicago markets and attrac- 
tive rates for an adequate electric 
power supply—these are a few of the 
features offered for consideration to 
manufacturers who are looking for a 
site on which to locate their plant. 


For further information, write to the 
Traffic Department, listed below. 
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and intermediate points, in violation of first three sections of the 
act. Asks reparation. 
No. 20464. The Hill and Griffith Co. Cincinnati, O., vs. B. & O. et al. 

Unreasonable rates on crude graphite and plumbago, imported 
through New York to Cincinnati, 6. Asks rates for future and 
reparation. 

No. 20465. The Murray Co., Dallas, Tex., vs. Santa Fe et al. 

Unreasonable rates and charges on Cotton gins, cotton gin ma- 
chinery and parts thereof from Dallas, Tex., to points in New 
Mexico, Oklahoma, Missouri, Arkansas and Louisiana. Asks rates 
for future and reparation. 

No. 20466. The Norcross Marble Co., Cleveland, O., vs. B. & O. et al. 

Rates in violation of first three sections of the act, on rough 
quarried marble between New York City and Cleveland, O. Asks 
rate for future and reparation. 

No. ot Culbertson Bros. Co. et al., Duluth, Minn., vs. C. & N. W. 
et al. 

Rates and charges in violation of first: four sections of the act, 
on strawberries, grapes, apples and other fresh fruits from points 
in Arkansas and Missouri to Duluth, Minn., and Superior, Wis., 
and other points in Minnesota and Wisconsin. Asks rates for 
future and reparation. 

No. = a Furniture Co., Grand Rapids, Mich., vs. C. N. O. & 

~ be O€ @l. 

Charges in violation of sections 1 and 6 of the act, on steel 
school desk standards from Grand Rapids, Mich., to Morristown, 
Tenn. Asks reparation. 

No. 20469. Watertown (S. D.) Chamber of Commerce et al. vs. Great 
Northern et al. 

Charges on apples in violation of sections 1 and 3 of the act, 
from points in Idaho, Utah and Oregon to South Dakota points. 
Asks rates for future and reparation. 

No. 20470. Ballow & Price, Portales, N. M., vs. Santa Fe et al. 

Unreasonable charges on coal from points in groups 1, 2, 3 and 
4 as named in Colorado & Southern’s tariff 1355, I. C. C. 1455, to 
Portales, N. M. Asks rates for future and reparation. 

No. 20471. Star Corrugated Box Co., Inc., Maspeth, L. I., vs. Central 
of New Jersey et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on silicate of soda from Grasselli, N. J., to Maspeth, L. I. 
Asks rates for future and reparation. 

No. 20472. Diana Paper Co., Harrisville, N. Y., vs. B. & O. et al. 

Unreasonable rate and charges on wood pulp from Baltimore, 
Md., to Harrisville, N. Y. Asks rates for future and reparation. 

No. ae Electrochemical Co. of Menominee, Mich., vs. C. 

Rates in violation of first three sections of the act on liquefied 
chlorine gas from Menominee, Mich., to Peshtigo, Wis. Ask rates 
for future and reparation. 

No. oa Fisher Flouring Mills Co. et al., Seattle, Wash., vs. U. P. 
et al. 

Rates in violation of the first three sections of the act, on grain 
from points in southern Idaho to Seattle, Wash. Ask rates no 
higher than to Portland, Ore., and reparation. 

20475. Simmons Construction Co., Charlotte, N. C., vs. Norfolk 
Southern. 

Rates in violation of sections 1, 3 and 6 of the act, on fuel oil 
from Norfolk, Va., to Mansfjeld, Newport and Beaufort, N. C. 
Asks reparation. 

No. 20476. City of Roswell, N. M., et al. vs. Santa Fe et al. 

Unreasonable charges on clay and concrete sewer pipe and 
fittings from Kansas City, Mo., Pittsburgh, Kans., and Pueblo, 
Colo., to Roswell, N. M. Asks rates for future and reparation. 

No. 20477. The Barrett Co., New York, N. Y., vs. Pennsylvania. 

Unreasonable rate on coal tar and oil tar from Millville, N. J., 
to Grays Ferry, Philadelphia, Pa. Asks reparation. 

No. 20478. - ‘rnc Co., Chicago, Ill., vs. Grand Trunk West- 
ern et al. 

Rates and charges in violation of sections 1 and 3 of the act on 
cast scrap iron from Algonac, Marine City, and New Baltimore, 
Mich., to Brackenridge, Pa., and Weirton, W. Va. Ask rates for 
future and reparation. 

No. ery American Glue Co. et al., Boston, Mass., vs. Pennsylvania 
et al. > 

Rates in violation of sections 1 and 3 of the act, on glue stock 
frém Durbin, W. Va., to Springdale, Pa. Asks rates for future and 
reparation. 

No. — C. D. Williams et al., Kansas City, Mo., vs. C. & N. W. 
et al. 

Rates in violation of sections 1 and 6 of the act, on oats from 
Sioux City, Ia., transit point, shipment having originated at Mis- 
sion Hill, S. D., to Lubbock, Tex. Ask reparation. 

No. 20481. American Hide & Leather Co., Boston, Mass., vs. Boston 
& Maine et al. 

Unreasonable charges on leather from Ballston Spa, N. Y., to 
Manchester, N. H. Asks reparation. 

No. 20482. R. T. Vanderbilt Co., Inc., et al., New York, N. Y., vs. 
A. €.. ta. ot ak 

Rates in violation of sections 1 and 3 of the act, on clay from 
producing points in Georgia and South Carolina and from river 
crossings and gateways to destinations in C. F. A. and trunk line 

territories. Asks rates for future. 


No. 
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No. 20483. Tulsa Traffic Assn, et al., Tulsa, Okla., vs. Santa Fe et al. 
Unreasonable rates on package and bulk salt, from Hutchinson, 
Kanopolis, and Lyons, Kans., to Tulsa, Okla. Ask reparation. 
20484. The Cudahy Packing Co., Chicago, Ill., vs. C. B. & Q. et al. 
Rates in violation of sections 1 and 6 of the act, on cheese from 
Fond Du Lac, Wis., to Peoria, Ill. Ask rates for future and rep- 
aration. 
20485. 


No. 


No. Pat Cc. G. Burns, Center City, Minn., vs. Central of Georgia 
et al. 

Charges in violation of sections 1 and 6 of the act, on potatoes 
from Taylors Falls, and Friesland, Minn., to Macon, Asks 
minima for future on potatoes from Metropolis, Ill., and other 
Ohio River crossing and reparation. 

20486. T. A. Winkleman, Rogers, Ark., vs. Frisco et al. 

Rates in violation of sections 1 and 3 of the act, on walnuts and 
hickory nuts from Rogers, Ark., to Colorado common points. Asks 
rates for future and reparation. 

20487. Menominee Chamber of Commerce et al., Menominee, Mich., 
vs. C. & N. W. et al. 

Rates and charges in violation of sections 1, 2 and 3 of the act, 
on hardware, mill and logging equipment supplies from Menom- 
inee, Mich., to destinations in Upper Peninsula of Michigan. Ask 
rates for future. 

20488. Brooks Brothers, Inc., St. Paul, Minn., vs. Can. Pac. et al. 

Unreasonable rates and charges on fir lumber from Albany, Ore., 
to Birch, Mich. Ask reparation. 

20489. The Texas Co., New York, N. Y., vs. D. & R. G. W. et al. 

Rates and charges in violation of section 1 of the act, on 
petroleum and its products from Salida, Colo., to points in Colo- 
rado and New Mexico. Asks rates for future and reparation. 
20490. California Fruit Exchange, Sacramento, Calif., vs. Amer- 
ican Ry. Express and Erie. ‘ 

Unjust and unreasonable aggregate charges on fresh deciduous 
fruits from points in Arizona to New York (piers 21 and 20). Asks 
for a rate of $3.83 or such other rate as the Commission may 
deem just and reasonable and an order to make delivery of 
shipments in through service to New York and to desist from 
requiring consignees to accept delivery at Jersey City, N. J., or 
at any other point short of New York (piers 21 and 20), N. Y. 
bare : cea Co. et al., Nebraska City, Neb., vs. Santa 

e et al. 

Rates on fresh meat, packing house products, eta, from Ne- 
braska City, and Kansas City, Kans., to points in Ind., and in 
Conn., Del., Me., Md., and other eastern states, District of Co- 
lumbia and Canada. Asks for refund of overcharges. 

20492. Sterling Hardware Co., Bluefield, W. Va., vs. New York 
Central et al. 

Unjust and unreasonable rates in violation of the aggregate of 
intermediates part of section 4 on steel beds and wire bedsprings 
From Utica, N. Y., to Davy, W. Va. Asks for just and reasonable 
rates and reparation. 

20493. West Virginia Brick Co., Charleston, W. Va., vs. Baltimore 
& Ohio et al. 

Unjust and unreasonable rate on firebrick from Oak Hill, 0O., to 
Barlow, W. Va. Asks for a just and reasonable rate and repara- 
tion. 

. 20495. Columbus Packing Co., Columbus, O., vs. Chicago, Burling- 
ton & Quincy et al. : 

Unjust, unreasonable and unlawful rates in violation of section 
6 on hogs, in double deck cars, and cattle, from Missouri River 
points via National Stock Yards, Ill., to Columbus, O. Asks for 
just and reasonable rates and reparation. 

20497. Bakelite Corp., New York, N. Y., vs. Erie et al. 

Unjust and unreasonable rates on wood flour from New York 
and Brooklyn, N. Y., Weehawken, and Jersey City, N. J., to Chi- 
cago and from North Tonawanda, N. Y., to Chicago. Asks for 
just and reasonable rates and reparation. 

20510. Lone Star Gas Co., Dallas, Tex., vs. M.-K.-T. et al. 

Unreasonable rates on absorption and gas oil from Yale, Okla. 
to Petrolia and Gordon, Tex. Asks rates for future and repara- 
tion. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended January 7 was esti: 
mated at 9,803,000 net tons by the Bureau of Mines of the De 
partment of Commerce. Anthracite production was estimated 
at 1,286,000 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 7 totaled 364,779 net tons, of which 
217,376 tons were for New England delivery. 

The Ore and Coal Exchange reported a total of 32,851,681 
net tons of cargo coal dumped at Lake Erie ports in the seasol 
of 1927. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended December 17 were re 
ported as follows: Bituminous, 2,538; anthracite, 2,581. 














NOTE—iItems In the Docket marked with an asterisk (*) are new. 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 23—Cape Girardeau, Mo.—Public Service Commission of Mo.: 
Finance No. 6572—Application of Missouri Pacific R. R. for au- 
thority to construct lines of railroad in Cape Girardeau Co., Mo. 
January 23—Portland, Ore.—Examiner Fleming: 
ad - S. 3024—Doors from Pacific Coast Territory to C. F. A. Terri- 
ory. 
January 23—Harrisburg, Pa.—Examiner Fuller, jointly with the Public 
Service Commission of Penna. 
18718—American Window Glass Co. vs. B. & O. R. R. et al. 
19978—Standard Plate Glass Co. vs. B. & O. R. R. et al. 
January 23—Valdosta, Ga.—Examiner McChord: 
1 Home Builders’ Supply Co. vs. A. C. L. R. R. et al. 













January 23—St. Louis, Mo.—Examiner Harris: 
19408—The United States Can Co. vs. A. G. S. R. R. et al. 
19637—Alton Brick Co. et al. vs. A. & E. R. R. et al.’ 


January 23—Argument at Washington, D. C.: 
18730—Board of Railroad Commissioners of the state of S. D. ¥§ 
A. T. & S. F. Ry. et al. T 
18787—Board of Railroad Commissioners of the state of Ia. vs. A. + 
& S. F. Ry. et al. 
18965—Albert Lea Packing Co. vs. C. M. & St. P. Ry. et al. 
19463—Acme Hay & Mill Feed Co. et al. vs. A. T. & S. F. Ry. et 4 


Janucry 23—New Orleans, La.—Examiner Griffin: : 
1. & S. 3033—Lumber for points in Ark. and Okla. on the K. C. S. BY: 
and connecting lines to St. Louis, Mo., group points. 
20434—Southern Pine Assn. vs. Christie & Eastern Ry. et al. 


January 23—New Orleans, La.—Assistant Traffic Director Pitt and E* 
aminer Boat: 
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Fourth Section Applications 2040 et al., 11406, 13262, 13187 et al. 
(Further Senvien.s 
January 24—New Orleans, La.—Examiner Griffin: 
20154—Inland Waterways Corp., operating Miss.-Warrior Service 
vs. Nor. Pac. Ry. et al. 


January 24—Portland, Ore.—Examiner Fleming 
19873—Willamette Iron and Steel Works vs. S. P. & S. Ry. et al. 


January 24—Argument at Washington, D. C.: 
bs ag tee Hardware & Manufacturing Co. et al. vs. 
19243—Hallsboro Mfg. Co. vs. Sou. Ry. et al. 


January 25—Washington, D. C.—Examiner Roberts: 
Valuation No. 1052—In re valuation of the property of the Kentucky 
and Indiana Terminal R. R. Co. 


January 25—Columbus, O.—Examiner Harraman: 
20124—The Columbus Packing Co. vs. N. & W. 


January 25—St. Louis, Mo.—Examiner Harris: 
19783—Federated Metals Corp. vs. St. L. S. F. Ry. et al. 


January 25—Ar — at Washington, D. C.: 
— -_ Sub. 1 and 2)—Culbertson Brothers Co. vs. 
et al. 


19362—Northwestern Lumbermen’s Assn. vs. M. St. P. & S. S. M. Ry. 
19466—McGreer Brothers et al. vs. C. B. & Q. R. R. 


January 25—Tampa, Fla.—Examiner McChord: 
20190—Armour Fertilizer Works vs. B. A. & P. Ry. et al. 
19890—U. S. Phosphoric Products Corp. vs. B. A. & P. Ry. et al. 
20406—Virginia Carolina Chemical Corp. vs. B. A. & P. Ry. et al. 

January 26—Washington, D. C.—Examiner Davis: 

* Finance No. 6676—Joint Application of Stone Coal Telephone Co., 
Oak Hill Telephone Co., Chesapeake & Potomac Telephone Co. 
of West Virginia for a certificate that the purchase by the latter 
company of the properties of the other two companies will be 
of advantage to the persons to whom service is to be rendered 
and in the public interest. 


January 26—Kansas City, Mo.—Examiner ere 
20070—Consumers Material Corp. vs. A. T. & S 


January 26—Argument at Washington, D. C.: 
18580—National Paper Products Co. vs. N. Y. C. R. R. et al. 
18874—Bellevue Sand & Gravel Co. vs. C. B. & Q. R. R. 
19449—The American Zinc Products Co. vs. B. & O. R 


sonuery 27—Argument at Washington, D. C.: 
19067—Frank L. Young Co. vs. B. & O. R. R. et al. 
19473—Susquehanna Silk Mills vs. Penna. R. R. 
18260—Old Dominion Glass Corp. vs. B. & O. R. R. et al. 
18566 (and Sub. 1)—T. C. Wheaton Co. hy vs. B. & O. R. R. et al. 


January 28—Argument at Washington 
18978—Pine & Cypress Mfg. Co. vs. "e. xe 
t9018—Willinghar- Tift Lumber Co. et al. vs. — & V. Ry. et al. 
19087—William Fraser, Jr., Inc., vs. B. & O. R. R. et al. 


January 28—Laurel, Miss. —Examiner Griffin: 
20344—Mason Fibre Co. vs. N. O. & N. E. R. R. et al. 


January 30—San Francisco, Calif.—Examiner Fleming: 
20081—Vail Co. vs. Sou. Pac. Co. et al. 
danuery Pittsburgh, Pa.—Chief Examiner Butler and Examiner 
cAu 
1. & S. 3029 (3rd supplemental order)—-Chain iron and steel, and bolt, 
nail, rivet and wire rods in Official Classification Territory. 
tandard Nut & Bolt Co. vs. N. Y. N. H. & H. R. R. et al. 
e024 (and Sub. 1)—-Pawtucket Manufacturing Co. vs. N. Y. N. H. 
R. R. et al. (further hearing). 
January 30—Columbia, S. C.—Examiner Archer: 
20454—East Coast Fertilizer Co. vs. Alcolu R. R. et al. 
* 16335—Rates on fertilizers and fertilizer materials intrastate within 
the state of South Carolina. (Further hearing.) 


January 30—Ft. Wayne, Ind.—Examiner Harraman: 
19753—S. J. Peabody Lumber Co. vs. Penna. R. R. et al. 
19819—Peabody Lumber Co. vs. C. D. & C. G. T. Jct. R. R. 
19924 (and Sub. 1)—S. J. Peabody Lumber Co. vs. Pa. R. R. 
19948—Perrine Armstrong Co. vs. Penna. R. R. 
19958 (and Sub. 1)—S. J. Peabody Lumber Co. vs. Penna. R. R. 
20284—S. J. Peabody Lumber Co. vs. Penna. R. R. et al. 


Januray 230—Kansas City, Mo.—Examiner Harris: 
teee7—Bullders’ Assn. of Kansas City, Mo., Inc., vs. C. B. & Q. R. R. 


et 
14f90— American National Live Stock Assn. et al. vs. A. T. & 8S. F. 
y.e 4 
January 30—Meridian, Miss.—Examiner Griffin: 
19988—The Meridian Traffic Bureau for Merchants Specialty Co. 
vs. G. M. & N. R. R. et al. 
January 30—Argument at Washington, D. C.: 
14968—The Victor American Fuel Co. et al. vs. D. & S. L. R. R. et al. 
(On defendants’ motion to dismiss.) 
19557 (and Sub. 1)—Chicago Gravel Co. vs. I. H. B. R. R. et al. 
January 30—Helena, Mont.—Examiner Sharp 
1. & S. 3219—Sugar from California to Portland and East Portland, 


- 
% 3020—Canned goods between points in Calif., Ore., Wash., 
tha. a Mont. 
17562—Board of Railroad Commissioners of the State of Montana, 
on behalf of Missoula Mercantile Co. vs. Bay Transport Co. et al. 
January 30—Pittsburgh, Pa.—Chief Examiner Butler and Examiner 
McAuliffe: 
1. & S. 3029 (and Ist and 2nd supplement)—Chain iron and steel, 
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=. bolt, nail, rivet and wire rods in Official Classification Terrj. 
or 
20187--Carnegie Steel Co. vs. Penna, R. R. et al. 


January 31—Argument at Washington, D. C.: 

Valuation No. 457—In re tentative valuation of the properties of the 
Cc. & O. Ry. et al. 

Valuation No. 477—In re tentative valuation of the property of the 
Cc. & O. Ry. of Ind 

Valuation No. 398—In re tentative valuation of the property of the 
Piney River & Paint Creek R. R. 

i wx ™ 904—In re tentative valuation of the Hocking Valley 

y. eta 
SS No. 4644—Deficit Status of Fairport, Painesville & Eastern 


January 31—San Francisco, Calif—Examiner Fleming: 
20249—Golden State Milk Products Co. vs. N. W. Pac. R. R. et al. 


January 31—Columbus, Miss.—Examiner Griffin: 
20324—Thomas J. Locke et al. vs. A. & S. Ry. et al. 


ana yd 1—Minneapolis, Minn.—Examiner Harraman: 
. & S. 3016—Storage and Handling Automobiles at Green Bay, 


Pied teed 1—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6650—Joint Application of Southern Pacific Co. and 
Texas & New Orleans Railroad for authority to the Southern 
Pacific Co. to acquire control of the Texas Midland R. R. by 
purchase of capital stock and to the Texas & New Orleans R. R, 
to acquire control of the railroad of the Texas Midland R, R. 
by lease. 

February 1—Kansas City, Mo.—Examiner Harris: 

i. & & —— oil and its products from points in Texas 
to Raton, N. 

19960 (and ‘Sub. The Texas Co. vs. A. T. & S. F. Ry. et al. 

February 1—Memphis, Tenn.—Examiner Griffin: 

1. & S. 3037—Elimination of routing on grain from Western terri- 
tory to New Orleans, La., and points on the New Orleans & North- 
eastern R. R. 

February 1—Jacksonville, Fla.—Examiner McChord: 

20102 (and Sub. Nos. 1 and 2)—John J. Quinn Co., 
& A. Ry. (B. L. Bugg, receiver), et al. 

February 2—Memphis, Tenn.—Examiner Griffin: 

Fourth Section Application Nos. 11694 et al. 

February 2—Minneapolis, Minn.—Examiner Harraman: 

20095—Page & Hill Co. vs. C. M. & St. P. Ry. I al. 

201083—The Pillsbury Flour Mills Co. vs. C. G. W. R. R. et al. 

February 2—San Francisco, Calif.—Examiner Fleming: 

20114—Crown Williamette Paper Co. vs. N. & A. Ry. et al. 

eset gd 2—Spokane, Wash.—Examiner Sharp 

I. i a . 3019—Sugar from California to Portland and East Portland, 

re. 

1. & S. 3020—Canned Goods between points in California, Oregon, 
Washington, Idaho and Montana. 

17562—Board of Railroad Commissioners of the state of Montana, 
on behalf of the Missoula Mercantile Co. vs. Bay Transport Co. 


et al. 
16796—McClintock-Trunkey Co. et al. vs. McCormick S. S. Co. et al. 


February 2—Columbus, Miss.—Examiner Rogers: 
* 20280—St. Louis-San Francisco Ry. vs. M. & O. R. R. 
February 3—Minneapolis, Minn.—Examiner Harraman: 
1. & S. 3046—Grain from Montana to Duluth, Minn., and Superior, 
Wis. 
February 3—Argument at Washington, D. C.: 
19997—-Alberta Coal Sales Co. et al. vs. Can. Nat’l Rys. et al. 
18022—J. G. Curtis Leather Co. vs. Penna. R. ve et al. 
irae eg 4 3—Washington, D. C.—Examiner Weem 
1. & 3031—-Salt from Louisiana producing oalnte to Philadelphia, 
Pa. ie * aalan via Houston, Tex., and Southern S. S. Co. 
aw «4 3—Louisville, Ky. —Examiner Griffin: 
. & S. 3032—Rules and affidavit form governing application of rates 
on Stocker Livestock. 
February 3—San Francisco, < o" —Examiner Fleming: 
20119—Kraft Cheese Co. vs. L. A. & S. L. Ry. et al. 
February 4—Charleston, S. C.—Examiner McChord: 


Wis. 


Inec., va. A. B. 


20078—-The Port Utilities Commission of Charleston, S. C., vs. B. 
& C. S. S. Co. of Balto. City. 

February 6—Chicago, Ill.—Examiner Stiles and Parker: 

17000—Rate Structure Investigation, Part Nine, Livestock—West- 


ern District Rates. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
a 9” ee Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 


t al. 
16112— Oklahoma City Live Stock Exchange et al. vs. A. T. & S. F 
y. et al. 
16131—Healy & Co. vs. A. & S. 1a al. 
19042 (and Sub. 1)—D. G. Vier et a T. & S. F. Ry. et al. 
ae Livestock Shippers’ Aram Assn. vs. Gt. Nor. 
Ry. et a 
19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 
19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 
1. & S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 
Kans. 
1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 
20224—-George ‘C. Abel et al. vs. A. & S. Ry. et al. 
February 6—Boise, Ida.—Examiner Sharp: 


20323—Mesa Orchard Co. et al. vs. O. S. L. R. R. et al. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 


Phone, Main 3840 Telephone State 8635 





418-430 S. MARKET ST. 





WORLD 


‘The Shipping 


That is Different” 





Alive ! 


Trans - Continental Freight’s 
30 years’ experience in general 
freight forwarding makes it 
alive to the individual re- 
quirement of every shipper. 
It is Trans-Continental’s ex- 
tra service that often has 
made a difference of thou- 
sands of dollars a year to 
concerns such as yours. 


Trans - Continental continues 
to provide economical ship- 
ping, promptness of delivery, 
expertness in handling and 
freedom from damage. But 
that personal attention to your 
own problem makes Trans- 
Continental Freight forward- 
ing always better and dif- 
ferent. 


Ask Our Nearest Branch 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Minneapolis, Minn. 
Philadelphia, Pa. 
Portland, Ore. 

St. Paul, Minn. 

Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Los Angeles, Cal. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 








LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 


service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 
OF CHICAGO 
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The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 

location. 


” al 
Z| 
| 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 


of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 


r aim 
that end we place ourselves unreservedly at your 
disposal. 


| J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 


Chicago Dearborn Station 
Telephone Harrison 3690 Chicago 
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Better Freight Service 
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SHIPPERS IN THE CENTRAL STATES 
Use the Electric They Deliver the 
Railways BECAUSE Goods on Time 
Fast Freight — Quick Delivery — Regular Rates 
Package Freight Carried on Passenger Trains at Dispatch Freight Rates 


When Time Counts Ship the Electric Way 


Central Electric Traffic Association 
L. E. Earlywine, Chairman INDIANAPOLIS, INDIANA 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


To FROM F ’ 
Senn Morning oe Corresponding Service 
Pol Seaetine given to shipments loaded 

joonton 
Fourth Clifton to the platforms of connect- 


Delawanna ing roads destined to points 


Harrison 


Hoboken City beyond those named herein. 
Hoboken Shore Railroad 


J Ci —— ° ° 
vse Se Similar service is effec- 
a, tive via Lackawanna from 


Passaic Philadelphia and other 


Paterson 


Watsessing Reading Railroad points, 
ieee <i also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 
[gong Island City via Boston & Maine-Dela- 
ware & Hudson and Bing- 
Brooktn, hamton, and via New York, 
=e New Haven & Hartford and 
ailabourt ort Morris, N. J. 


Pittsburgh Third oP oy St. i ° , 
Port Huron + Daily passing reports in 


Portland Thirteenth" ; the possession of all Lacka- 


Rochester Second “* Y OY Op ° 

sar a * NEW YORK wanna Agents enable imme- 
Saint Louis : : diate and complete infor- 
a A Sth St mation to customers 

an Francisco Fourteenth Bush Docks e 

Seattle Thirteenth ‘* 

"Scranton Second 

South Bend Fourth “' ° ° e 

— — . Not Necessary to Designate Any Special Station, 

S Second e e 

— —_ « Pier or Train. 


Toronto Third 


We Same Simply Route “LACKAWANNA” 


*Firsl Morning from New York Pievs and Hoboken City. 


Sth St. 
. a fiariem Transfer 
Indianapolis 
Ithaca Second Afternoon 
Jackson Fourth Morning 
Kansas City Fifth 
Los Angeles Twelfth 
Louisville Fourth 
Memphis Sixth 
Milwaukee Fifth 
Minneapolis Sixth 
Muncie Fourth 
Nashville Fifth 
Omaha Sixth 
Oswego Second Afternoon 
Peoria Fourth Morning 





The foregoing diagram has proved of ines- facilitation of tracing; prompt turnover of 
timable value to the Trade, showing as it does investment. 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


If any other locality is interested in move- 
ment of 10,000 lbs., or more, of merchandise 
per day from New York, Metropolitan District, 

Advantages: Quick service, advance informa- the Lackawanna will consider inauguration of 
tion to agents concerning location of shipments, through merchandise car therefor. 


WANNA AGENCIES ST. PAUL 
LACKA A 601 Merchants Bank Building 
BOSTON DETR NEWARK SAN FRANCISCO 

80 Federal Street Ist a Bank Bldg. 786 Broad Street 823 Monadnock Bldg. 
BROOKLYN EASTON, PA. NEW HAVEN SCRANTON 

32 Court Street 402 Northampton Street 39 Church Street Lackawanna Station 
BUFFALO INDIANAPOLIS NEW YORK CITY SEATTLE 

Lackawanna Terminal 410 Guaranty Building 302 Broadway 1312 L. C. Smith Bldg. 
CHICAGO KANSAS CITY PHILADELPHIA SYRACUSE 

111 West Jackson Blvd. Railway Exchange Bldg. 1302 Finance Building Lackawanna Station 
CINCINNATI MILWAUKEE PITTSBURGH TOLEDO 

4th National Bank Bldg. 1316 Majestic Building 503 Park Building 1404 2nd National Bank Bldg. 
CLEVELAND MINNEAPOLIS ST. LOUIS TORONTO 

310 Park Building Metropolitan Life Bldg. 112 North 4th Street 1602 Royal Bank Bldg. 
















The Secretary of War, Governor 









Mississippi-W arrior Service 


THE INLAND WATERWAYS CORPORATION 


THE TRAFFIC WORLD 
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Major General T. Q. Ashburn, Chairman of the Board 
Operating the 


FEDERAL BARGE LINE 


NEW SCHEDULES 


Now Available on the Mississippi River 


DOWNSTREAM 


Lv. St. Louis 
Lv.Cairo - 
Lv. Memphis 
Lv. Helena - 


Lv. Baton Rouge - 
Ar. New Orleans - 


Packet Express 


Every Friday 
Every Saturday 
Every Sunday 
Every Monday 
Every Wednesday 
Every Thursday 


Tow Express 


Lv. St.Louis - - - - Every Tuesday 

Lv. Cairo - - - - - Every Wednesday 

Lv. Memphis - - - - Every Thursday 

Ly. Helena - - - - - Every Friday 

Lv. Baton Rouge - - - Every Sunday 

Ar. New Orleans - - - Every Monday 

Large Tow 

Lv. St.Louis - - - - Every Sunday 

Lv.Cairo - - - - - Every Monday 

Lv. Memphis - - - - Every Wednesday 
* Ly. Helena - - - - - Every Thursday 

Lv. Baton Rouge - - - Every Saturday 

Ar. New Orleans - - - Every Sunday 


The foregoing affords three departures per week from each of the several terminals. Two of these 
are operated on express schedules, primarily to take care of less than carload freight requiring fast 
service, while the third constitutes the large tow capable of accommodating movement of carload freight 


in volume. 


UPSTREAM 


Packet Express 


Lv. New Orleans 


Lv. Baton Rouge 
Ly. Helena - - 
Ly. Memphis" - 
Lyv.Cairo - - 
Ar. St.Louis” - 


Every Saturday 
Every Sunday 
Every Thursday 
Every Friday 
Every Sunday 
Every Tuesday 


(Total — time 11 days) 
Tow Express 


Lv. New Orleans - - - Every Wednesday 
Lv. Baton Rouge - - - Every Friday 
Lv. Helena - - - - - Every Wednesday 
Lv. Memphis - - - - Every Thursday 
Ly.Cairo - - - - - Every Saturday 
Ar.St.Louis - - - Every Monday 

(Total transit dies 13 days) 

Large Tow 

Lv. New Orleans - - - Every Tuesday 
Ly. Baton Rouge - - - Every Wednesday 
Lv. Helena - - - - - Every Wednesday 
Lv. Memphis - - - - Every Thursday 
Lv.Cairo - - - - - Every Monday 
Ar. St.Louis - - - Every Thursday 


(Total a time 17 days) 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 
All inquiries are promptly and courteously answered. You can address the nearest representative. 


New Orleans, La., 
es | Magazine St., 


W. Mooney, Asst. to T. M. 


Birmingham, Ala., 
wx We Marx Bldg. 


Guice, Game Agt. 


Chica Ii. 
521 ~~ Bldg. 
Wi 


llis Warren, Gen. Agt. 


Cincinnati, Ohio, 
a Vine Street, 


F,. Johnson, Comm. Agt. 


Chicago, Il., 


521 Austin Bldg., 
H. E. Ruddiman, Asst. to T. M. 


Dallas, Texas, 


L. W. 


2610 S. Ewing Street, 
Carson, Traf. Frt. Agt. 


Houston, Texas 


2601% Isabelia Street, 
- H. Golden, Comm. Agent. 


Los pt Calif., 


807 Pacific Electric Bldg., 
C. G. Krueger, Comm. Agent 


Saint Louis, Mo. 

- Federal Com. Trust B 

. C. Reilly, Asst. to T. 

een Tenn 

-_ Cotton ~_— } a 
Agt. 


. E. Becker, Gen. 


wianane Minn., 
523 Marquette Avenue, 


“E 


Spencer Gibons, nae G. F. A. 


Mobile, Alabama, 
315 Van Antwerp Building, 
H. M. Wilson, Comm. Agent 





New Orleans, La., 
320 Magazine &t., 
W. M. Hough, G. F. A. 


~~ Orleans, La., 


h._ St., 


I. Bourgeois, Gen. Agent. 
Saint Paul, Minn., 


1417 Pioneer Bldg., 
Elmer Cordes, Gen. 


San Francisco, Calif., 


415 Customhouse, 
7. 3. 





Agent. 


Esty, Pac. Coast Rep. 
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Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 


is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 
Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest. 


se 


it G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
, St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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SAN ANTONIO—WHERE SUMMER:WINTERS es 
z 2 AN ANTONIO—a thriving commercial metrop- retaining waters of the Medina River and mak- an ot 
c a S olis and a delightful place of residence. ing possible the irrigation of 60,000 fertile Sas Sos 
ae 4 Rapidly becoming a favorite resort—for acres. 20 an 
4 Za here summer winters. Center of vast and The attractive station at San Antonio (shown gs a} 
Le fertile domain—farm produce, cattle, cotton, above) is the point of departure for a number = 
Boo oil and wool. of very attractive cities and resorts in the sur- E 2 
@ 4 Thirty-two miles northwest is Medina Dam, rounding region. 
Write, telegraph or 'phone ® ® 
3 ® ‘‘General Agent, Southern Pacific Lines’’ ® 4.5 
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